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ap New Features of the 
Annual Statistical Number 


HIS issue of the JOURNAL, the Annual Statistical and 
Progress Number, contains several new features in 
connection with the statistical studies. One entirely new 
compilation has been made to develop the figure repre- 
senting what the industry will expend for new plant and 
equipment in 1923, with the similar figure for 1922 for 
_ sake of comparison. In the study to show the rolling 
stock purchases of the year, the information was com- 
piled in more detail than heretofore to show the trend 
__ in the utilization of one-man cars in both city and inter- 
- urban service and the extent to which trailers are com- 
ing into use. The cars purchased for train operation in 
“4 rapid transit service have been segregated this year for 
the first time. Also the number of cars modernized by 
= remodeling is given. For the first time, the purchases 
_ ‘of automotive equipment by the railways were compiled 
= and listed as to type—truck, bus and trolley bus. A new 
column has been added to the table of total trackage 
- _ and total cars owned for the entire industry to show 
the number of buses owned by electric railways. Track 
abandonments are divided between city and interurban. 
_Aside from the statistical studies, another new fea- 
ture appears in the form of an electric railway engi- 
neering review in which are recorded the notable 
achievements of the year. This review will serve to give 
specialists in the several branches of the engineering 
- _~work a summary of the important developments going 
on in other phases than their own. 


__ Prosperity Is Returning to 

is Electric Railways 
__ JUST as the curtailment of expenditures by the elec- 
ie tric railways in the past few years has been a direct 


reflection of their financial difficulties, the very large 
_ expenditures during 1922 show the rapidly returning 
* prosperity of the industry taken as a whole. The 
_ statistics compiled by this paper and detailed elsewhere 
in this issue present a heartening confirmation of the 
- generalizations that have been made about the improv- 
ing conditions. In every branch of the, statistical 
studies is the greatly improved financial condition evi- 
dent. During 1922 the electric railways built and 
rebuilt 960 miles of track—more than in any year 
Bens before the war. New cars to the number of 3,538 
were cite which is nearly three times as many 


In ‘addition, very large sums of money were 
spent in rebuilding 1,579 cars. 

ae The number of receiverships oecurring during 
- 1922 (fourteen) is the smallest in any year since 1909, 
cept for 1910, when eleven roads failed, and 1914, 
ee “hace was ten. Furthermore, increased 
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earnings enabled six companies to lift themselves out of 
receivership during 1922, and there is very good pros- 
pect of several other large companies being able to do 
this early in 1923. 

These few figures provide justification for the state- 
ment that the railway industry is greatly improving its 
position and in a fundamental way. The new cars 
ordered and the large number of cars rebuilt show how 
the railways are wisely endeavoring to modernize their 
service, while conserving the value in the best of the 
older cars by reconstruction to conform to the develop- 
ment in the art, and particularly to take advantage of 
the growing use of one-man operation and thus bring 
down operating costs. While the mileage of new track 
added to the electric rail systems has been small, the 
very large amounts of money that have been put back 
into the properties in rebuilding 740 miles of track rep- 
resent an exceedingly important pursuit in re-establish- 
ing the railways’ financial standing and insuring the 
continuance of their position of first importance in 
providing local transportation. 

Furthermore, the indications are that the betterment 
process of existing rail systems will go on at an even 
greater rate, measured in expenditures for new plant 
and equipment, during 1928. The expenditures in this 
direction to be made during the year would appear, 
from the data compiled by the JOURNAL, to amount io 
probably 60 per cent more than for 1922. 


Car Design Tending Toward Lightness 
and One-Man Operation with Larger Units 


OLLING STOCK purchases constitute an excellent 
R barometer of the volume of electric railway busi- 
ness. New cars ordered this year have reached the 
levels of pre-war days and reflect the progress that 
electric railways have made toward reconstructing 
their properties and increasing their service. The 
figures for 1922 are especially encouraging because of 
the increased number of railways which ordered new 
ears. The total number of companies reporting new 
rolling stock this year is about 50 per cent more than 
last year. Another point of encouragement comes from 
the fact that while car orders for the first six months 
of 1922 were greater than for the whole year of 1921, 
there were more than twice as many cars ordered dur- 
ing the last half of the year. Manufacturers of railway 
equipment can thus look forward to a still more pros- 
perous year for 1923. There is no doubt that the 
purchasing power of the electric railways is being re- 
stored and should increase during the coming year. 

Previous to 1914 the electric railways of this country 
were ordering from four to six thousand cars a year. 
The number dropped to 3,000 in 1914, and since then 
this, number has been exceeded but twice. Once was in 
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1916 with a total of 3,942 and again in 1920 with 3,598 
new cars. The total of new cars and locomotives for 
1922 again exceeds the 1914 figures. 

The number of cars purchased this year which can 
be properly classified as safety cars is greater than 
for 1921, but when compared with the total number 
of cars ordered the percentage took a considerable 
drop. In fact the ratio of the number of safety cars 
ordered to the total cars purchased for city service has 
been decreasing since 1919. This, however, does not 
mean a decrease in one-man operation, for in addition 
to the new cars purchased many old cars have been 
reconstructed for one-man operation. One-man opera- 
tion of large cars took a decided jump in 1922 and for 
the first time orders have been placed for new double- 
truck one-man cars, and the interurban field has also 
been opened up to one-man operation. 

New designs of large double-truck cars with provi- 
sion for operation by either one or two men form an 
interesting development. There appears to be a large 
field of usefulness for such cars in congested city 
service where one man cannot handle the peak period 
loads without serious delays. 

Light weight has been a particular feature of car 
design this year and in fact for several years past. 
While the statistics show that electric railways are 
turning to more extended use of large cars, still the 
light-weight feature and one-man operation which were 
introduced through safety car design are advantages 
that are being continued with large economies. An 
analysis of eight types of light-weight double-truck 
cars that were bought this year shows a weight per 
passenger seat ranging from 513 lb. to 676 lb. with an 
average of 600 lb. This is 100 lb. per passenger seat 
heavier than the average single-truck safety car, but 
still ts considerably less than that for the usual double- 
truck cars of previous years. 

There are three outstanding features shown by a 
study of the rolling stock statistics. First, operation 
of cars by one man is increasing rapidly and a con- 
servative estimate shows that 10 per cent of all motor 
passenger cars now used have provision for one-man 
operation. Second, there is a decided tendency toward 
the use of larger cars than the single-truck one-man 
car. Third, light weight in car construction is re- 
ceiving particular attention. 


Real Engineering Is the 
Hope of the Future 


EVERAL pages of this issue are devoted to a dis- 

cussion of the accomplishments of electric railway 
engineers, particularly in 1922, and the prospects for 
1923 and beyond. This is based, in part, on the sug- 
gestions of a large number of engineers who were 
asked to devote a little “concentrated thinking” to the 
subject. Many of them did so, with the result that it 
has been possible to evoke a fairly complete record of 
the high spots in recent achievement and immediate 
probability. 

There is one development, however, that the review 
does not reflect, and that is the picture of the engineer 
himself which shines out through what he says about 
his work. In this picture he appears as one who is 
interested in engineering only as a means to an end. 
His object is to further the cause of transportation 
service, and good engineering to him means only that 
which will produce the most and best transportation 


within the financial limitations imposed by conditions 
over which he has little control. The railways are in 
as good condition as they enjoy today in large measure 
because their engineers have been on the job. 

However, for fear that they may be too much “set 
up” by reflections like the above, a private word in the 
ear of the engineers will not be taken amiss. As atten- 
tion is directed more to the broad objects of engineer- 
ing, rather than to detail, there is danger that interest 
in, and working knowledge of, its fundamentals will 
suffer. Criticism is heard to the effect that utility 
engineers are becoming superficial. They are probably 
not more so than men in other departments, but their 
work is of such character that any lack of fundamental 
knowledge which they may possess is very conspicuous. 
The only antidote to this is study. Engineering is 
moving on; one cannot live on the mental accomplish- 
ments of the past. A good slogan for 1923 is the in- 
terrogation point; either real reasons should be found 
to justify existing practice or this should be so changed 
that it can be defended. 


Governor Smith Recommends 
Municipal Ownership 


OVERNOR SMITH’S recommendations to the New 
York State Legislature on transit matters, as given 
by him on Jan. 3, are bound to create a tremendous 
amount of discussion both within and without the state. 
While they were foreshadowed to a large extent by 
his platform and pre-election statements, they appear 
very definite and concrete when made part of recom- 
mendations to the Legislature for action. Briefly, Goy- 
ernor Smith declares: (1) For city instead of state 
control of purely local utilities where that policy is 
preferred by any city, (2) that municipalities should 
be permitted to purchase, build, own or operate utilities 
where they determine this to be in their best interest, 
and (8) that, as far as transit is concerned, the cities 
should be free to adopt any form of conveyance found 
suitable to their needs, whether railroads or omnibuses. 
The advisability of each of these recommendations 
is open to serious doubt. In the case of state versus 
local regulation, New York was one of the earliest 
states to introduce the modern state regulatory com- 
mission plan, and it has worked well, in spite of the 
fact that there has been an unfortunately large num- 
ber of changes in commission personnel with each 
change of state administration. To change now from 
state to city direction will be a backward step. The 
suggestion about buses is proper if coupled with the 
proviso that all means of transportation should be 
co-ordinated, but buses run as competing jitneys will 
be worse for the transportation of New York City as 
a whole than if there were no buses at all. 

Finally, the recommendation in favor of municipal 
ownership sounds strange when coming from the Gov- 
ernor of New York State, within whose confines the 
largest financial, commercial and fiduciary organiza- 
tions in the country have their homes. Many of these, 
as well as many citizens of New York State, are largely 
interested in utility enterprises in all parts of the coun- 
try, and they will hardly look with enthusiasm upon the 
adoption by the Empire State of a policy which is likely 
to be inimical to utility investments without as well as 
within the State and opposed to economical utility ad- 
ministration. The nation had all the experience it 
needed during the war to learn that public direction of 
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business enterprise is bound to be inefficient and waste- 
ful. Municipal operation under the conditions which 
prevail in our large cities is certain to be worse than if 
the power were exercised by state authorities. 

Those citizens of New York State who realize the 
unfortunate effect of turning over the utilities in the 
cities \of the state to a set of hungry politicians must 
take the responsibility of opposing the plan, if 
they do not wish to see it prevail. They cannot and 
ought not to assume that the utilities will do all the 
fighting. As for the various utilities themselves, they 
should unite in this matter, because the message makes 
no distinction except as regards extent of territory 
served. What may be of principal concern at this sea- 
son to the railways may be followed later by a similar 
policy toward the power, gas, water and telephone com- 
panies. 


Double-Track or Three-Track Elevated Structure 
Costs About a Million a Mile 


S CITIES arrive at the point where they must 
have rapid transit they naturally turn first to 
elevated railway as the least expensive means for get- 
ting cars off the streets. There are many objectionable 
features in this form of railway, but they are not so 
great as in the early days of the lines in New York 
and Chicago, when puffing steam locomotives furnished 
the motive power. The advantages, however, outweigh 
the objections where traffic is sufficiently dense to sup- 
port some kind of rapid transit, but not dense enough 
for a subway. 

The recent publication in this paper of the results 
of a detailed study of the new Frankford Elevated 
Railway in Philadelphia suggests a comparison of its 
cost with that of other elevated lines. In trying to 
make such a comparison, however, one is confronted 
with almost insurmountable difficulties. The principal 
one is due to the tremendous fluctuations in costs of 
materials. Another follows from the radical differ- 
ences in design details. In each case, also, there are 
many items which must be at least in part eliminated 
for purposes of comparison. In Boston, for example, 
the total cost of the 9 miles of elevated railway, as of 
Dec. 31, 1921 (not including power plant and rolling 
stock), was $19,529,000.- But this total includes nearly 
$10,000,000 for right-of-way and other land and for 
right-of-way damage. The item of stations, waiting 
rooms and other buildings, also, is a large one, 
$2,384,000. With cost items not chargeable to the ele- 
vated structure, track and incidentals eliminated, the 
cost figures out about a million dollars per mile. 

This checks fairly well with some of the recent Inter- 
borough Rapid Transit elevated construction in New 
York City. The three-track 1.7-mile elevated railroad 
on Webster Avenue and Gun Hill Road, for which bids 
were received in 1915 and construction completed Dec. 
13, 1920, cost, with three stations but exclusive of rolling 
stock, $1,000,000 per mile of structure. Section 1, 
Jerome Avenue line, three-track, for which bids were 
received in 1913, cost, exclusive of rolling stock and 
electrical equipment, $820,000 per mile. The two-track 
Livonia Avenue line in Brooklyn, for which bids were 
received in 1915, cost $990,000 per mile. 

In considering the cost of the Frankford line it 
must be remembered that this was built with certain 
specifications which made construction more expensive 
than would have been strictly necessary if the design- 


ers had had a free hand. There are compensations, 
however, for most of the extra expense, which cannot 
well be evaluated in dollars. For example, the support 
of the structure from the ends of the transverse girders 
required more steel than would have been necessary 
with the columns directly or nearly under the track 
centers. This, however, eliminates obstructions to 
traffic in the streets. The center-column construction in 
Frankford was special and involved expensive founda- 
tions. At the same time it keeps the sidewalks clear of 
obstructions, which was what the Frankford. property 
owners insisted upon. The concrete deck, stipulated by 
City Councils, was a costly construction, but it elimi- 
nates drip from overhead and provides a quiet track. 
The maintaining of a separate entity of the city-owned 
property was also a complication in Philadelphia, but 
was considered necessary to permit independent opera- 
tion if suitable operating contracts with the P.R.T. 
proved not to be feasible. All of these and other consid- 
erations affected the Philadelphia designs, coupled with 
the desire of the designers to minimize maintenance 
costs even at some additional expense in first cost. 

Since the article was published, the revised cost data 
of this line, as of Dec. 1, have become available, tally- 
ing closely with the estimates given on page 843 of the 
issue for Nov. 25. Roughly the total cost of the Frank- 
ford “L” was $15,500,000, or about $2,100,000 per mile. 
This includes 100 steel cars ($3,026,000), interest 
($1,253,677), which is a large item due to war-time 
and other delays; real estate for station buildings, etc. 
($726,999), three equipped substations ($444,000), 
signal system ($412,000), and sundry other items which 
are not properly a part of the elevated structure 
cost. Eliminating those parts of the cost which are not 
chargeable to the elevated structure and track, the cost 
figures out somewhat more than a million dollars a 
mile. It is higher than the other lines mentioned, but 
not more so than would be expected from the unusual 
construction. It is close enough to the other unit costs, 
however, to warrant classing it with the others and to 
permit ‘a general statement that elevated lines of mod- 
ern design cost about a million dollars a mile. Each 
job is, however, a special one and generalizations cannot 
be too sweeping. 


Has M. Couée Any Lesson 
for the Electric Railway? 

‘MILE COUE, the famous auto-suggestion expert of 

_4 Nancy, France, has come to the United States for 
the purpose of spreading the gospel of “day by day, in 
every way, I’m getting better and better.” His phi- 
losophy, if correctly comprehended, is that good health, 
physical and mental, is promoted by thinking health 
rather than disease, by fixing the thought on the goal 
desired rather than on the apparent obstacles in the 
way of attaining it. 

But what has this to do with electric railways? 
Everything! Until recently, for several years, the elec- 
tric railway industry has looked upon itself as ill, seri- 
ously ill. Undoubtedly it was ill, but too much intro- 
spection of the subject made the matter worse. Now is 
the time to apply the Coué principle. Let the thoughts 
of railway managers turn primarily from remembering 
how sick the industry has been to the subject of service. 
They have talked service increasingly and, to a corre- 
sponding degree, tried to give it, but there is a need to 
go further. Concentration on the idea of service should 
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be so complete that the better health of the industry 
will result as a matter of course. 

To be sure, there is only a limited parallel between 
the human organism and a national industry. The 
human body constantly tends toward health if given 
half a chance. This can hardly be said of the electric 
railway, but there is no doubt that if the slogan is: 
“Day by day, in every way, our service is being made 
better and better,” and if this is the ambition of every 
one in the organization, the industrial conditions of the 
company will improve also. 


A Pertinent Request 

Regarding Employee Training 

HE educational committee of the American Asso- 

ciation, of which Edward Dana, general manager 
Boston Elevated Railway, is chairman, has just issued 
a call for co-operation in its work. The request is made 
for a simple and perfectly definite thing to be done, 
namely, the appointment of some man on each -prop- 
erty who will specialize on the employee-training prob- 
lem of his own company. This is not necessarily a 
whole-time proposition, but it is a vital-interest propo- 
sition; that is to say, the appointee should be some one 
who has shown by his deeds and words that he believes 
in education in the broad sense. 

It ought not to be difficult to find a man on each 
property to ‘fill the bill” in this case. In fact, a live 
property without at least one enthusiast for vocational 
and higher training is inconceivable. The main thing 
is to get him started to doing something definite. The 
idea of being one of a large group of specialists in this 
field should make a strong appeal. 

The committee proposes a definite service, not ac- 
cording to any ready-made or preconceived program, 
but according to the needs of the individual property. 
This is a great deal to offer. A prompt response will 
show that the offer is appreciated. 


Paramount Advantage of Electrification 
Is Improved Transportation 


WO or three electrifications of note were decided 

on during 1922, but progress in this line fell short 
of showing the concrete results that were anticipated 
early in the year. Fortunately, however, there has been 
some advance in the industry in trying to improve the 
method of approach to the problem of electrification and 
of presentation to railroad executives. This augurs 
well for the future. And it indicates that the electrical 
industry has come to realize that part of the blame for 
the slow advance in electrification may properly be laid 
at its door. 

Until the transportation advantages of electrification 
and the unquestioned success of every existing installa- 
tion can be made clear in discussions of the subject, 
electrification progress is bound to be slower than 
it should be. Railway executives are not interested 
in details of the equipment. What they want to know 
is that the system works, that it will improve the trans- 
portation efficiency of their properties and that it will 
pay. On these points, the electrical industry can satisfy 
them and should proceed to do so. 

But this does not mean any stoppage of work or 
discussion, properly conducted, in connection with ad- 
vance in engineering development. If anything, it 
should be a spur in several ways. : For one thing, there 
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is opportunity to realize even)greater dependability of 
service and an approach to engineering perfection in 
the product. Again, while the advantages of all sys- 
tems of electrification so far applied may be recog- 
nized, their relative advantages are of far less impor- 
tance than the need of fitting electrification to the job, 
and engineers should work toward the best answer for 
the case at hand rather than carry their debates into 
the open and cause the failure of the entire plan. That 
there are concrete signs of a willingness to approach 
future electrifications in this manner is most gratifying. 

It is not inconceivable that electric railway engineers 
may soon arrive at some solution which will involve 
the admitted advantages of alternating-current dis- 
tribution and at the same time the good points of the 
direct-current motor equipment. The problem is being 
attacked from several angles today, and if it is ever 
satisfactorily solved it will do more to advance the 
cause of electrification than any other one thing. Mean- 
while, a better functioning of consulting engineers and 
a proper viewpoint of manufacturers’ engineers and 
commercial men with reference to putting the advan- 
tages of electrification ahead of the satisfaction of hay- 
ing their own individual ideas win out will do much 
to advance the whole program. One great advantage 
of more electrifications, no matter what their kind, is 
the opportunity they will provide for further knowledge 
and therefcre advancement toward perfection. 


Equipment Department Rehabilitation 

Will Be Especially Active This Year 

HE estimates of expenditures made during T922 

and to be made during 1928, which appear in an 
article elsewhere in this issue, give considerable mate- 
rial for study. It will be noted that the largest increase 
in expenditures will be for equipment. A vast sum will 
nevertheless be spent on the track, but considering the 
relative investment in track and rolling stock, the 
equipment department will lead in activity. There will 
be a big development, too, in the power end of the elec- 
tric railway properties. 

There probably will be more than one explanation of 
the changes in the relative estimated expenditures tabu- 
lated at the end of the article mentioned. Here are 
some of the circumstances, however, that affect them. 
During the war period track was allowed to rum down 
proportionately more than the other parts of the rail- 
way plant. This point is touched upon in the article 
by Frank R. Coates, also printed in this issue. As he 
states, cars had to be kept up and, while he did not 
mention the fact, power had to be kept on the line. 
The track, being inert and of slow deterioration, nat- 
urally took the brunt of the cuts in expenses. However, 
the track became so bad, in many cases, that it had to 
be brought up to condition, and the first money avail- 
able for the railways had to be spent in that direction. 
This has been going on during the last two years and 
has involved very large expenditures. 

Now the companies have largely caught up with their 
deferred maintenance of track, although the track is 
by no means yet up to par. This year it appears from 
the table to be the turn of equipment, and the com- 
panies are planning to improve cars, shops, etc., on a 
large scale. In the power department, also, the auto- 
matic substation, new power house machinery and line 
and other equipment will come in for some real at- 
tention. 
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F, R, Coates W. H. Sawyer 


The Four Vice-Presidents 


Give Their Views 


They Sum Up the Principal Accomplishments of Last Year, Draw Lessons from These 
Experiences and Point to What They Consider Are the Most Important Issues Before the 
: Industry for Solution in 1923 


Railway Association have kindly consented to give 

to readers of this paper their personal views on the 
electric railway situation. Each was asked to say what 
in his opinion were the outstanding accomplishments 
of 1922 and what are the most important question or 
questions before the industry today and his thought on 
how these questions should be answered. These state- 
ments, taken with the extended interview with Presi- 
dent C. D. Emmons, published in the issue of this paper 
for Dec. 2, give the thinking of the five executive officers 
of the American Electric Railway Association. This 
may be said to represent the best thought on the various 
subjects considered. 


i | NHE four vice-presidents of the American Electric 


What of 1923? 


By Britton I. Budd 
President Chicago Elevated Railroads and Chicago, North 


5 Snore & Milwaukee Railroad 
First Vice-President American Electric Railway Association 


We Should Bend Every Effort Toward Modernizing— 

If Railways Show Eagerness for Improvement in 

Methods, the Manufacturers Will Be Stimulated in 
Research and Development Work 


UCH has been accomplished in the last three or 
four years in the way of meeting and overcoming 
some of the difficulties with which our industry was 
long confronted. The World War and its aftermath 
of inflated prices brought about a crisis in the electric 
railway industry that imperiled its very existence. 
Concerted action became imperative if the industry was 
to be saved from utter ruin, and, while that action was 
taken rather late to save some companies, the industry 
as a whole is to be congratulated on the results. 
One lesson of vital importance was brought home to 
the industry during the crucial period, a lesson which 
’we should not forget. That lesson was the value of 


publicity, of informing the public on our needs and 
taking our customers into our confidence to a greater 
extent than we had done in the past. The work of the 
Committee of One Hundred did much to clear the at- 
mosphere and remove the clouds of suspicion which 
hung over the industry. It resulted in a general im- 
provement of our public relations, and of a restoration, 
in some degree at least, of confidence on the part of 
investors in the soundness and stability of the electric 
railway industry. 

This work must not only be continued but should be 
intensified in the coming year. We must have nation- 
wide publicity. State committees on public utility in- 
formation, such as now exist in Illinois and a number 
of other states, should be organized in every state, to 
keep constantly before the public what we are doing. 
It has been shown conclusively that the press is eager 
for facts concerning the service and operation of public 
utilities, when such news is presented in an interesting 
way. We should in addition to this publicity make 
larger appropriations for advertising. We have some- 
thing to sell and we should adopt up-to-date merchan- 
dising methods and the liberal use of advertising space 
if we are to be successful salesmen: 

The importance of educating our own employees on 
our individual problems and business affairs has been 
fully demonstrated and we should in the coming year 
give even more attention to this phase of our business 
than we have done in the past. In this day of public 
regulation we have nothing to conceal, so that our em- 
ployees should be kept fully informed on the financial 
affairs of the company for which they work. Our con- 
tact with our customers is through our employees, and 
if they are well informed on conditions, they are in a 
position to remove much misunderstanding and improve 
our public relations. 

Determined efforts should be made in the year 1923 
to give better service by increasing speed and comfort 
wherever possible. The standard of transportation has 
undergone a marked change in the public mind -and 
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we should endeavor to modernize our operation to con- 
form with this changed standard. 

Most of our companies could well afford to send a 
number of their employees, selected from the supervi- 
sory forces, on a tour of inspection through various 
parts of the country, to gather information on modern 
developments and to learn what other companies are 
doing. The cost of such inspection trips would be 
returned in economies resulting from the increased 
knowledge and broader vision of the men in charge of 
operation. 

There is always a danger of our becoming too self- 
centered and satisfied with ourselves. We are too apt 
to think that because we have done things in a certain 
way for years, that way is the best in which they can 
be done. First-hand study of what others are doing, 
both inside and outside our industry, is an excellent 
antidote for self-complacency. 

If our companies will show an eagerness for improve- 
ment in methods, it will stimulate manufacturers in 
research and development work and enable them to 
supply us with better equipment and apparatus. Many 
companies in our industry are handicapped by obsolete 
and uneconomical apparatus. So far as it is possible 
liberal expenditures should be made to replace worn-out 
and obsolete tools and equipment with the most modern 
on the market. We would not think today of using 
soft tool steel, such as we used 20 years ago, because 
we know that the present tool steel does the work with 
much greater economy. Yet that is exactly what we are 
doing, in many cases, with our car equipment. Liberal 
expenditures for equipment will enable manufacturers 
to spend more money on development, which has been 
at a standstill, and the industry as a whole will be 
greatly benefited thereby. 

The message for 1923, as I see it, is to bend every 
effort toward modernizing our service. This applies to 
our merchandising methods through advertising, our 
business and office methods, our shop and track work 
and everything else that goes to make an effective, suc- 
cessful, modern business organization. By adopting 
such methods we can best serve the interests of the 
public, the employees and the investors. 


The Bus as a Common Carrier 
By John N. Shannahan 


President Newport News & Hampton Railway, Gas & Electric Co. 
Second Vice-President American Electric Railway Association 


It Should Be So Recognized for the Well-Being of the 
Public, the Existing Transportation Companies and 
the Bus Owners Themselves 


HE bus question is the most important one be- 

fore the electric railway industry at the present 
time. The bus is a common carrier, and should be 
subject to adequate state regulation such as is in 
force in practically all the states for the other public 
utilities. Such regulation is essential for the well- 
being of the public, the existing transportation com- 
panies, and even of the bus owners themselves. 

It may be argued that the same reasons for regu: 
Jation do not apply to a bus company as the other 
utilities mentioned. From their nature gas, telephone, 
electric light, electric railway and water companies 
have almost necessarily to be monopolies. In each case 
a very large investment in plant and equipment is re- 
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quired per customer served, and when once in place 
much of this equipment can be removed only with great 
loss. This means that the state must grant to such a 
utility a practical monopoly to encourage investment in 
and extension of the plant, and in turn to protect the 
public, it must exercise a control over the rates charged 
and the service given. 


Bus GOVERNED BY SAME RULES 


These conditions, it is urged, do not apply in the same 
degree to bus transportation. With a bus, the invest- 
ment per customer served is small and if the profits 
from an enterprise are not sufficiently attractive the 
equipment can be readily removed to another point. 
Hence, it is claimed by’ some, competition is the best 
means for protecting the public against extortionate 
rates and insuring good service. 

This, however, is a narrow view to take of the situa- 
tion. It disregards entirely several important essentials 
of good transportation. Service, as understood by 
electric railway companies, is not simply the operation 
of cars on some profitable route, but means transporta- 
tion where it is needed in an entire community. Such 
a service cannot be insured by competition. It implies 
not only cars on some unprofitable routes but cars at 
unprofitable hours and often cars at unprofitably short 
headways. ; 

Equally important with these aspects of transporta- 
tion is reliability of both the service and the operator. 
Persons who have built residences along a bus or trol- 
ley route depending on the bus or car to carry them 
between their homes and places of business want to 
know that the line is going to continue in operation. 
Those having legitimate claims against such a company 
have also the right to know that these claims will be 
satisfied. No bus line should be permitted to operate 
without a certificate of convenience and necessity, and 
without giving some assurance to the franchise-giving 
authorities that the service will be maintained, at least 
for a specified period, and that the company will meet 
all just claims which may be brought against it. 

Finally, regulation of electric railways and other pub- 
lic utilities came into force to some extent because of 
abuses in financing. It was considered, and properly, 
that in a quasi-public enterprise like a utility, both the 
operating and the capital accounts should be subject 
to supervision by the state to protect the investor. This 
same need in the case of bus companies is obvious. 

The absence of proper regulation of bus companies 
in many states is responsible for a large part of the 
financing difficulties which certain railway companies 
are now experiencing, particularly in refunding matur- 
ing obligations. Capital is loath to participate in these 
undertakings until it knows that they will not be sub- 
ject to the unrestricted competition of unregulated 
business. 


RAILWAYS HAVE A DUTY TO PERFORM 


Electric railway companies have a duty to perform 
in regard to buses, as well as rights to respect. If 
they object to competitors they should be prepared 
themselves to furnish transportation to sections in their 
territory which have sufficient population to warrant 
such service. If they are not willing to build a trolley 
line for this traffic, they should install a bus line. For 
this purpose, and particularly as a feeder, the trackless 
trolley seems the logical form of bus for an electric 
railway to install in most conditions. 


_—— =. - ~~ 
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Improve the Service—Reduce 
the Leaks 


By Frank R. Coates 


Président Community Traction Company, Toledo, Ohio 
Third Vice-President American Electric Railway Association 


President of Railway Operating Under Service-at-Cost 

Plan Sees in This Scheme a Satisfactory Solution of 

Utility Difficulties and Advocates Development of the 
Personal Side of Operation 


HE electric railway business is going to be better 

in 1923 than it has been in recent years. I base 
this statement not so much upon the improving fig- 
ures that are coming from the accounting department, 
but rather upon certain fundamental conditions which 
to me seem very encouraging. In the first place, 
industries are opening up and producing more traffic for 
the transportation companies. Further, the public is 
coming more and more to realize the necessity for elec- 
tric railway transportation, in spite of the considerable 
development of the passenger bus and the phenomenal 
spread of the private automobile. The public is begin- 
ning to realize, as electric railway men have realized for 
a long time, that railways furnish the only means for 
handling people in large groups, in other words, for 
what has been aptly termed “mass transportation.” 

It is true that there are sparsely-settled districts 
which cannot support electric railways. Existing elec- 
tric railways in these districts must be abandoned, and 
service in these and other such districts furnish an 
excellent opportunity for the motor bus. I see a very 
promising field here for the trolley bus. 

Looking ahead, we railway managers are apt to 
wonder where the money is coming from for desired 
improvements and extensions, and refinancing of pres- 
ent securities. It seems to me that this money is coming 
fairly easily, for the reasons mentioned above, especially 
if the securities are sold in reasonably small denomina- 
tions to the patrons of our service. When assured of a 
reasonable rate of return, our patrons will be willing to 
finance or to assist in financing their local utilities 
because they will realize that in so doing they are help- 
ing to give the community in which they live the service 
which they desire. 


Fix Up THE TRACK FIRST 


The place where we need to take hold most vigorously 
at the present time is in track rehabilitation. This 
needs to be done not only because our run-down track 
is increasing operating expenses, but because we need 
good track to help us promote good public relations. 

It was perfectly natural during the war period to let 
the track run down, and we cannot blame ourselves for 
following the course marked out by necessity. We were 
not earning money enough to go around, and some 
expenditures were inevitable. Wages had, of course, to 
be paid, and we could not let the cars go to pieces. We 
felt, very properly I think, that the track maintenance 
could be reduced somewhat, although we realized that 
we should have to make up for lost time later. That 
time has come now. Track everywhere shows the effect 
of the necessary cost cutting. Now we need not only to 
bring the track back to proper condition, but we should 
at the same time take the opportunity to bring it up to 


present-day standards. We can charge to capital that 
part of the cost which represents actual improvement 
over the old track. 


KEEPING AHEAD OF THE PROCESSION 


I have mentioned the track because it is such a con- 
spicuous part of the electric railway property and be- 
cause it sadly needs rehabilitation. Now for some sug- 
gestions as to forward movements. The first one relates 
to the merchandising of transportation. 

The efforts of the electric railways in the direction of 
selling their service are beginning to bear fruit. Look, 
for example, at the ways in which local attractions are 
being capitalized for the benefit of the public and at the 
same time for the stimulation of traffic. ‘Tell the peo- 
ple where to go” is a slogan which may well be kept in © 
mind. In Philadelphia the rapid transit company is 
advertising Independence Hall, Carpenters’ Hall, the 
art galleries, Horticultural Hall, William Penn House, 
etc., linking therewith the numbers of the routes by 
which these attractions can be reached. This company 
is also pushing the “trolley hike” idea with a view to 
stimulating long walks with a trolley ride home. In 
New York City the Interborough Rapid Transit Com- 
pany is extolling the beauties of Central Park and other 
municipal investments, with good results as to riding. 

The weekly pass is another merchandising “stunt” 
which has the merit that it encourages larger use of the 
cars. The advertising plan carried out in Tacoma re- 
cently, in connection with the inauguration of the 
weekly pass, is a good example of transportation mer- 
chandising. 

In this matter of “Where to go” the railways are the 
best agency for advertising local attractions. They carry 
the people to the points of interest and they benefit most 
directly when the attractions are appreciated. More- 
over, advertisements in the cars are seen by people who 
travel, and the latter are apt to accept with interest 
statements as to routes leading to places which they 
have always intended to visit. In other words, adver- 
tisements which give the people something that they are 
glad to know and that they feel sure will benefit them 
are good advertisements. 


IF THE SERVICE Is WORTH ADVERTISING, ADVERTISE IT 


Advertising of “Where to go” is only one good form 
of publicity. Advertising of the quality of the service 
is also good, if the service is good enough to warrant 
this. Take, for example, the successful efforts of that 
master of publicity methods, Britton I. Budd, in the 
way he has played up his North Shore line with wonder- 
ful results. His advertising has put the North Shore 
on the map. 

A campaign to show the relative economy of auto- 
mobile and rail transportation ought also to be effective 
with the thinking public. In some cities the electric 
railway companies are trying to get the people to see 
the economy of laying up their automobiles in winter 
and using our cars. I understand that publicity along 
this line has been effective. 

Another thing we ought to do is to put on more 
rolling stock. More cars, in general, produce more 
business, although of course this can be carried too far. 
More cars and lighter cars go together, because we 
cannot afford to increase greatly the aggregate weight 
of our rolling stock. However, it is possible to go too 
far in this matter of lightness. Cars may be made so 
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light as to be difficult and expensive to maintain. The 
general principle, however, holds. 

One more thing that we can do in merchandising our 
service is to speed it up. It is the speed of the automo- 
bile that constitutes its great appeal to the people. We 
must learn the lesson of getting more speed out of our 
cars. Co-operation with traffic officers will help in this 
connection and at the same time will help to eliminate 
causes of accidents. By advertising and in other ways, 
also, we can educate our patrons in promptness in 
boarding and alighting from cars. 


ALONG WITH BETTER SERVICE Must Go 
OPERATING ECONOMY 


Good service, well sold, will please the public. But 
‘if the electric railways are to make a reasonable profit, 
they must introduce all sorts of economies. The place 
to begin is on the car platform. The operation of 
double-truck cars by one man is one of the most promis- 
ing developments. I feel strongly that we must make 
every effort to get out of the “two-man” habit. 

I realize that we cannot buy as many new light 
double-truck cars as we should like. We must make the 
best possible use of our old rolling stock until it wears 
out, because the total investment of the industry in cars 
is enormous. It must be amortized gradually. 

When we are fortunate enough to get some new cars, 
we must handle them more carefully than we have been 
doing in the past. Our men must be taught the value 
of the property which is placed in their hands, and the 
extent to which they control the life of the cars. 


ELIMINATING WASTE IS TRUE ECONOMY 


A good slogan to use in connection with our efforts to 
operate economically is: ‘Stop the leaks.’”’ We find such 
leaks everywhere, one of the most serious being through 
the payment of accident claims. If accidents are caused 
through the neglect of our men, of course we must and 
ought to pay for them, but there ought not to be so 
many accidents. Co-operation with the men will reduce 
their number. 

We -need better inspection, too, in all parts of our 
properties. This should be done by departments, because 
workers in a given department are experts and they, 
better than outsiders, ought to be able to detect the 
places where leaks need stopping. Great care should 
be exercised in selecting inspectors—men who are alert, 
thorough and practical. 

In recent years great progress has been made in the 
fitting of service to transportation requirements, both 
as to routes and schedules on those routes. Here, I 
believe, is still a great opportunity for economy. The 
giving of useless service is a leak which can be easily 
stopped. 

I have mentioned several leaks of a real but rather 
intangible nature. There are many which are easier to 
detect and to stop. For example, the waste of lubricants 
is serious on most properties. We could all, also, give 
more careful attention to the bonding of the rails in our 
tracks, and to the condition of the overhead. Every 
scrap pile contains promise of effective efforts at recla- 
mation, although here judgment must be exercised not 
to spend more in reclaiming material than it is worth. 

All properties that are spending more to produce 
their own power than they-can purchase it for are 
obviously permitting a big leak to continue. The labor 
in a large plant is so much less than is required in a 
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number of scattered small plants that in general the 
central station ought to be able to produce electrical 
energy more cheaply than can one operated exclusively 
for a railway, especially a small railway. 

It seems to me that the people who use our cars are 
becoming more considerate in their thinking and treat- 
ment of our utility and other utilities. There was a 
time when it seemed as if a large number of communi- 
ties would wish to take over their electric railways and 
try the experiment of municipal ownership and opera- 
tion. The wave of interest in this matter is receding, as 
the public becomes better acquainted with the results 
of the experiments that have been made. Municipal 
ownership, in my opinion, is not the solution of the 
transportation problem, but it is rather in customer 
ownership. This might be called civic ownership; that 
is, ownership by the people as individuals, as opposed to 
municipal ownership—ownership by the people as a 
community. The difference here is largely in the 
elimination of politics and the development of good will 
and interest through a sense of personal ownership. 
This arrangement, to my mind, combines the advan- 
tages of public and private ownership and operation. 

The “community traction” plan, as it is being operated 
in Toledo, is a step in the right direction. Here we have 
private operation with city supervision, and a large 
participation by the patrons in the financial results of 
operation. At the present time the service-at-cost plan 
in some form seems necessary, if the electric railways 
are to survive and, surviving, to give the service that 
the public demands. 


The successful manager of today is one who is per- 
sonally acquainted with his organization. All along the 
line the importance of the personal element must be 
stressed. The officials and department heads must 
travel with the men on the cars and become acquainted 
with them. They must frequent the recreation rooms 
and other places where men gather while waiting for 
their runs. They must get the men together for confer- 
ence as often as circumstances warrant. 


DEVELOPING ESPRIT DE CORPS IN THE ORGANIZATION 


In Toledo we have an association of employees which 
performs an important function for us. Visitors to our 
property have remarked the enthusiasm and good- 
fellowship which seem to prevail. The personality of 
our chief, Henry L. Doherty, seems to permeate the 
organization, and all of his associates try to carry out 
his ideas of personal acquaintance. Our organization 
conducts educational work, welfare work and entertain- 
ment features. We have found affiliation with the 
national organizations of the utilities which we repre- 
sent to be very effective. The good-fellowship fostered 
through our employees’ organization is in evidence in 
their relations while on duty. 

I am a strong believer in the value of frequent depart- 
mental meetings for the consideration of matters affect- 
ing operation. The suggestions of the actual operators 
of cars should be secured and acted upon after confer- 
ence at these meetings. Attention should be paid to 
suggestions of minor officials and inspectors, and every 
effort should be made to let them know that their in- 
terest is appreciated. 

In the foregoing remarks I have tried to give a basis 
for my optimism regarding the immediate future of the 
electric railway business and have endeavored to direct 
attention to means for increasing income and reducing 
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expenses. To many progressive men these suggestions 
may seem trite, but there is no doubt that we can all 
make definite progress along the lines indicated. The 
first of the year is a good time to resolve to practice 
more completely some of the principles which we know 
to be \sound. 


Better Public Relations 
By W. H. Sawyer 


President East St. Louis & Suburban Railway, East St. Louis, Ill. 
Fourth Vice-President American Electric Railway Association 


This Was the Outstanding Accomplishment of 1922 


and It Is the Greatest Need for 1923—Handling of 
Bus Competition, Easier Financing and Most of Our 
Major Problems Depend on It 


HE progress made in the appreciation of the mu- 

tual relations between public and company stands 
out as the greatest step forward in the affairs of 
the industry during the past year. The year 1922, par- 
ticularly, has shown that the earlier endeavor in the 
matter of public relations is bearing fruit. Something 
very definite has really been accomplished, and it gives 
inspiration to renew the effort, for the importance of 
this matter is far greater than the discovery or develop- 
ment of any new type of car, however efficient. 

Fundamentally, the industry is really in a more sound 
condition than it has been for ten years or more, be- 
cause the circumstances which came along with the war 
have caused us to go to the bottom of our difficulties, 
and having determined them, to start cleaning out the 
cobwebs and the mushroom foundation and to supplant 
these with a foundation and structure that are solid 
in the light of public opinion. The strength of our 
situation is that we are now looking the facts squarely 
in the face and have started knowingly to pull ourselves 
out of our troubles. We are more sound than before 
the war because we know and have admitted our falla- 
cies and, with that behind, are going ahead construc- 
tively. When one knows and admits his faults, it is 
not hard to work out the remedy. And with this as the 
goal there is every reason for optimism, for the cities 
cannot go on without the street railways. 

The opportunity still exists, perhaps more than ever, 
to accomplish much through the medium of keep- 
ing the public informed and doing all that is possible 
to promote friendly relations. 
pected that we can undo in a day the results of an 
attitude that has been with us through several genera- 
tions. But the accomplishments of the last five or six 
years have really begun to show the improvements that 
may be expected with the development of the under- 
standing of mutuality of interests between public and 
railway. 

The prosperity of local industry depends very much 
on the street railway. On the other hand, the pros- 
perity of the street railway is assured, not only because 


of this improved understanding of the railway by the - 


public, but due to the general abolition of a standard 
fare. If the street railways had now to face a uniform 
level of 5 cents or 10 cents as the rate of fare for 
the next five or twenty years, there could not be as 
great assurance in going after new capital as there 
ean now with the understanding that fares must vary 
While I cannot enthuse over the strictly 
service-at-cost type of franchise, such a franchise is 
better than one carrying a fixed fare as one of the 


It can hardly be ex- 


ELECTRIC RAILWAY JOURNAL 9 


terms. The fixed maximum return on the investment, 
which is usually a clause of the service-at-cost franchise, 
goes too far, for it takes away the incentive for high 
efficiency in operation. — 

We have not yet done our share as operating men 
fully to inform the public of the fact that future exten- 
sions of railway lines depend solely on our ability to 
get new money. There is not yet a full appreciation 
of the necessity that the railways shall earn a full re- 
turn on the present money invested in their systems, 
so that investors may have the confidence to put more 
money into the property with reasonable prospect of a 
good return and repayment of the investment. 

Incidentally, those investment bankers who have ad- 
vertised that their utility securities do not include rail- 
way securities have unduly and unfairly hurt the rail- 
ways and themselves. I do not believe any one ever 
gets anywhere by pushing some one else down. In my 
opinion street railway securities are a better investment 
today than they have been at any time in ten years, for 
the reasons pointed out with respect to public relations, 
and because the worst is past and the securities are on 
the up-grade. Present prices now reflect decidedly past 
faults rather than future possibilities. 


WHAT Is THE BUS TO MEAN? 


We have divergent views with respect to the bus and 
how it will affect the electric railways. It is appar- 
ently a fact that neither street railway earnings nor 
riding habit are going to increase as rapidly in the 
future as they have in the past, due primarily to the 
privately owned automobile. But this does not mean 
that electric railway securities will not be a good in- 
vestment. There are isolated spots where the street 
railway is not going to be as well off as it is today. 
In those places where the population is stagnant, with 
the use of automobiles on the increase, there must 
naturally be less business for the street railway. 

Of course the bus is going to be a less formidable 
problem to city lines than it is to the interurban rail- 
ways. And even on the interurban lines, the bus is not 
going to bother as much as the private automobile, be- 
cause we are rapidly coming to the time when the bus 
is not going to be a free-lance jitney, but instead a 
public utility in every sense of the word. And as such 
it is going to work as a part of the whole transportation 
scheme and work with the street railway and the inter- 
urban to handle the transportation of the communities. 
Buses are not going to be permitted to supersede either 
street railway or interurban as a competitor. This is 
as it should be, because if the men who have put money 
into the present transportation systems are not reason- 
ably protected, as they deserve to be for the develop- 
ment of the territory which they have fostered, no one 
is going to put up the necessary money to develop fully 
a new public service. 

The interurban still has a real field of service. Buses 
are going to operate, to be sure, but not paralleling 
interurban lines, because the regulators are not going 
to allow this. It is not sound and both are needed and 
both cannot live in many cases. The solution is co-oper- 
ation. between the two forms of passenger transporta- 
tion. When the rails wear out on some of the traction 
lines. the bus will probably take the place of the rail 
ears. and it will be buses operated by the railway people, 
as it should be. 

Where commissions have no jurisdiction over the 
buses at present, they must be given this authority. 
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Conditions in the transportation field will be chaotic 
until this is done. If the bus is to come, it must come 
as a dependable public utility. There are no instances 
yet of a community being properly served on a per- 
manent basis by an irresponsible bus system. The buses 
need the regulation of the commissions to give them a 
dependable and permanenf character. 

What is the best way to attack these problems in 
1923? Public relations again. An understanding on 
the part of the public regarding the true aspects of 
transportation services will cause commissions to exer- 
cise their power where they have authority, and where 
they have not, will cause them to be given it. We will 
never get anywhere by simply damning the other fellow. 
I do not believe this ever gets any one anywhere. We 
must work with the bus. 

Whether or not the improvement in public relations 
and general financial improvement of the industry has 
gone far enough so that there will be a noticeable eas- 
ing in financing for the electric railways is question- 
able. I think the cycle has hardly progressed far 
enough yet for this. The readiness with which financ- 
ing can be done will lag behind improving public 
relations. But this is not at all discouraging. A 
building program is not necessary. We have not yet 
reached the ultimate goal in our understanding of our- 
selves and in our mutual relations with the public. 
While we may not be able at a safe cost to finance 
great extensions, we must find it possible to make those 
improvements necessary to keep faith with our cus- 
tomers, such as more cars and better service. But it 
is better not to do too much. It is better to perfect 
what we have than to reach out in extending our rail 
lines. I never expect to see new street railways financed 
along the lines we have been accustomed to in the past. 
In any event we must live within our income. 


EMPLOYEES MUST CO-OPERATE 


We have talked about our obligations to our cus- 
tomers and to our employees, and these are of foremost 
importance. But if we fulfill our obligations in these 
respects we have a right to expect fair treatment from 
others. Our employees must co-operate with us to ful- 
fill our obligations to our customers. They must sell 
our service to satisfied customers. They must not ex- 
pect to dictate the policy of the executives nor to inter- 
fere with proper efficiency of operation, assuming 
always that we have treated them fairly as our asso- 
ciates. 


When we give our customers good, efficient serv- 
ice, with courteous conductors and clean cars, the 
customers must pay for the cost of that service, in- 
cluding the cost of money. When our service is con- 
demned, I am embarrassed and regretfully apologetic, 
until the fault is corrected. But when the charge for 
the service which allows only a fair return on the 
investment is attacked, I am ready to fight, if necessary, 
for in the final analysis it is our business as executives 
to secure a fair return on the investment—to make a 
profit if you will—or there will be no new money avail- 
able for improvements and betterments in service. And 
if no new money is available, we cannot do those things 
which we all know must be done for the benefit of the 
community served. It is just a plain business proposi- 
tion. If we are not allowed to make a fair return, we 
cannot give the needed service, and every progressive 
community needs good progressive service from its 
most essential industry. 
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Conditions in the Industry 


D. EMMONS, president American Electric Rail- 
e way Association, has issued the results of an anal- 
ysis of the situation of the electric railways of the 
country. His general conclusion is that conditions have 
improved during the past year. A summary of his 
analysis follows: : 
Despite the growing use of pleasure automobiles and 
keen bus competition in many sections, more rode on 


electric railways during 1922 than in 1921, the total 


number having been in excess of fifteen billions. 

Net operating revenues increased 7.4 per cent, al- 
though gross revenue was off 24 per cent owing to 
general fare reductions per passenger from 7.49 to 7.33 
cents. A decrease of 5.9 per cent in operating expenses 
served largely to offset the fare reduction loss. The 
operating ratio dropped from 75.2 to 72.4 per cent. 

Receivership records, as compiled by the association 
Bureau of Information and Service from Jan. 1 to 
Dec. 15, 1922, show that properties with a total mileage 
of only 517 and total outstanding securities of $30,986,- 
000 went into receivership, while roads with 458 miles 
of track and total securities of $88,729,350 came out. 

Receiverships throughout the industry have de- 
creased gradually since 1919, when the peak was reached 
with forty-eight companies, embracing total securities 
of approximately $535,000,000, going into receiverships. 
Financial conditions with some of the largest com- 
panies now in receivership are improving, and at least 
one and possibly more of them may emerge at any time. 

The general tendency among regulatory bodies is to 
keep fares at a level proportionate to increased material 
and labor costs. The average fare today in a group 
of 275 representative cities is approximately 43 per cent 
higher than it was at the outbreak of the war, while 
the average wage increase is 91 per cent and the aver- 
age material cost increase is 102 per cent. 

Fares range from 5 to 10 cents in 607 leading cities. 
The 7-cent fare is operative in the largest single number 
of cities, 184; the 10-cent fare comes second in 144, 


and the 6-cent fare third in 102. Other cities of this 


group are paying as follows: Eight cents, 79; 8 cents 
fare, 1-cent transfer charge, 26; 5 cents, 20; 5 cents city 
zone, 5 cents outside, 14; 5-cent fare reduced from 
higher fare, 13; 6-cent city zone, 7; 5-cent fare, addi- 
tional charge for transfers, 7; two 5-cent zones, 2; 
6-cent zones, 1; 6-cent city zone, 1-cent charge for rides 
outside, 1; 6-cent zones, average length two miles, 1. 

Entirely aside from earnings, the local transporta- 
tion situation is improved in most communities. The 
bus situation particularly is clarifying. Whereas a year 
ago bus competition had reached such a point that elec- 
tric railways in several cities were compelled to sus- 
pend operations temporarily, today managements, regu- 
latory bodies and the public gradually are co-operating 
more generally in an effort to find the proper place for 
the bus. Many electric railways are adding supplemen- 
tal bus service and regulatory bodies are restricting bus 
lines to territory not served by electric railways and 
classing them as common carriers, with the same re- 
sponsibilities as electric railway lines. 

A dozen cities have relieved their companies of pav- 
ing charges, and others doubtless will take similar ac- 
tion during the coming year. Recognition of the fact 
that present paving requirements are largely relics of 
horse-car days when the company horses actually wore 
out pavement is becoming general. 
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The Double-Truck, One-Man Car Is Popular in Detroit 


Electric Railway Engineering Progress 
of the Past Year 


An Analysis of the Accomplishments Which Have Been Made in Recent Months in Track, Car, Power 
Plant, Power Distribution and Heavy Traction Engineering, Together with Some Comments on the 
Relation of Engineering to the General Problems of Transportation 


beneficial to all of us to reflect upon what engi- 

neering has done recently for electric railway 
transportation and what it may do in the future. In 
the conviction that the impressions of many engineers 
in both the manufacturing and the operating fields would 
pe more helpful than the notions of any one man, the 
co-operation of several scores of such were sought in 
the preparation of the following notes. 

The subject will be examined under the respective 
heads of track, cars, power generation, power supply 
and electrification. Before details are ‘examined, how- 
ever, it is suggested that the messages from a number of 
engineers given on pages 14 and 16 be perused to 
form a background for what follows. 


\ ONE year closes: and another opens it will be 


Track and Paving 


Good track has been seen to be one of the requisites 
of good service. What are way departments doing to 
insure continuously good track? Well, among other 
things they are industriously working to improve joints, 
foundations, paving and other details. Victor Angerer, 
of William Wharton, Jr., & Company, Inc., says that 
the special trackwork manufacturers see a decided tend- 
ency to settling down to more uniform practice. The 
standard sections of grooved girder and girder guard 
rail are now given preference by probably one-half of 
the street railways. Several manufacturers have dis- 
carded their own systems of track spirals and now 
follow the “uniform system.” Recommended lengths 
of tongue switches, mates and frogs are being generally 
followed. H. P. Hevenor, Dwight P. Robinson & Com- 
pany, is impressed by the way in which the rail joint is 
developing, by the increased use of the steel tie in 
paved streets, with a consequent growing tendency 


toward the use of rigid track construction, of which the 
recent installation of 40 miles of such track in Detroit 
is an example, and by the intelligent way in which labor- 
saving devices are being used in new construction and 
maintenance work, as on the Pittsburgh, Cleveland and 
other progressive properties. 

Outstanding in interest to way engineers, and win- 
ning their hearty approval, was the recent appropria- 
tion of $10,000 by the American Electric Railway Asso- 
ciation for rail-joint tests, followed by subscriptions 
from railways for a similar amount. E. M. T. Ryder, 
way engineer Third Avenue Railway System, New York 
City, reports that the committee on welded rail joints, 
which is functioning under the auspices of the Ameri- 
can Bureau of Welding, is now at work on the proposed 
rotary service testing machine (see ELECTRIC RAILWAY 
JOURNAL, Jnue 17, 1922, page 977) and upon the prepa- 
ration of sample joints to be tested by various other 
methods. Testing work will probably be under full 
headway during the coming summer. 

According to Francis Tingley, Washington (D. G;) 
Railway & Electric Company, the urgent question in 
trackwork has been to select the proper labor-saving 
tools and, having them, to find extra work for them so 
as to increase their usefulness. A typical manufac- 
turer’s slant on this matter is given by E. P. Seymour, 
president E. P. Seymour Rail Grinder Company, who 
reports increasing appreciation of the possibilities of 
track grinders. The same is true with regard to tie 
tampers, track drills and other track tools. In the field 
of larger track machines, H. M. Steward, for example, 
reports excellent results with the Clark concrete breaker 
installed last year by the Boston Elevated. 

Mr. Tingley also. calls attention to the large increase 
in the use of electric welding equipment, especially in 
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keeping switches, mates and frogs in service for years 
after they would otherwise have had to be junked. The 
unofficial affiliation with the American Welding Society, 
which has come about through the rail-joint test pro- 
gram, will enable way engineers to utilize the best in- 
formation available regarding the welding art. 

The way experts did a good thing last year in secur- 
ing the appointment of a special committee on rail head 
and wheel contours. They have believed that rail life 
can be lengthened by adaptation of these contours to 
each other. Many wheel experts are dubious about this. 
A committee with nothing to do but determine the facts 
ought to get somewhere. If the members differ as to the 
fundamental facts, all they need are data to determine 
these. In the opinion of H. Fort Flowers, president 
Differential Car Company, the work of this committee 
will eventuate in startling reductions in the number of 
necessary contours. 

The establishment of friendly relations with the 
welding society was not the only accomplishment of the 
year in this line. As a result of suggestions from the 
utility men, the American Society for Municipal Im- 
provements opened its membership to them. There is 
thus afforded an opportunity to thresh out among engi- 
neers the many track and other problems that are of 
mutual interest to municipalities and utilities. 

Another way department salient, so to speak, in the 
past year or so was the progress made in wood preser- 
vation. Railways seem actually to be coming to realize 
that it pays to make timber last longer. Here is an- 
other case where a special committee is at work, and 
including in its membership men who are practical tim- 
ber preservationists. 

J. N. Dodd, consulting engineer, says that probably 
the most conspicuous advance in the transportation 
field last year was the completion of the Frankford 
Elevated line in Philadelphia. While its mileage is but 
63, this structure is notable for its solid track roadbed, 
which, with other elements of the design, insures noise- 
less operation. Other features are the outside plat- 
forms and the artistic station buildings. Mr. Dodd 
gives large credit for the success of the undertaking to 
the manufacturers for the perfection of detail of the 
products which went into this enterprise. 


TRACK Must HAVE GOOD FOUNDATIONS 


To quote Mr. Flowers again, way engineers have re- 
cently realized as never before that next to rail-joint 
weakness in causing expensive track maintenance comes 
the laying of the track on inadequate foundations. 
Where concrete foundation is used it must be of the 
highest grade, which means the use of labor-saving ma- 
chines for mixing and transporting materials. He be- 
lieves in central mixing plants, or mixing cars, recent 
experiments having shown that an hour can elapse be- 
tween the mixing and pouring of the concrete without 
damage. 

In this connection T. J. Lavan, assistant general man- 
ager International Steel Tie Company, says that during 
the past year his company has been giving special atten- 
tion to the method of tamping concrete under the tie 
structure. Failures of concrete-foundation track, either 
with wood or steel ties, have been found to be due to 
faulty installation, principally poor tamping. An ex- 
ample of good tamping which he cited was that done 
in Kansas City recently under the direction of A. E. 
Harvey, Kansas City Railways. 3 

As to wood ties, the past year has brought out more 
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forcibly than before the importance of treatment with 
preservatives. Also the Philadelphia Rapid Transit 
Company installed a large number of ties of Douglas fir, 
an innovation in the East, the result of which will be 
watched carefully. The interest in substitute ties also’ 
seems to be on the increase, according! to reports re- 
ceived from the manufacturers. 

Considerable perturbation was caused during 1922 by 
some marked deviations from standard rail sections for 
use in paved streets, particularly in San Francisco and 
Cleveland. These were exceptional, however, and affect 
a small part of the total city mileage. Whether they 
will ultimately affect the standards depends upon the 
later extent of their use. 

In the meantime the present sections will be assumed 
to be satisfactory for most cases and attempts will be 
continued to reinforce their position by securing more 
users for them. Aside from changes in rail sections, a 
real and radical accomplishment was made last year, in 
the opinion of Howard H. George, Public Service Rail- 
way of New Jersey, in the substitution for the drop test 
of the modified Brinell impression test for rails. 


JOINT PRACTICE IS CHANGING Most RAPIDLY 


While rail specifications are now reasonably stable, 
joint practice is far from being so. In 1922 great ac- 
tivity in this field was manifest. Manufacturers have 
made noteworthy additions to, or improvements in, 
their products. An example is the practical application 
of the Jacobs butt-weld joint. (See ELECTRIC RAILWAY 
JOURNAL, June 10, 1922, page 940, and Aug. 26, page 
285.) This is now in use to an extent sufficient to 
give confidence in its future. Seamweld joints have 
also made substantial progress. On account of their 
novelty they will be made the subject of early tests 
by the rail joint committee, which it is believed will 
yield data such as to reinforce confidence in this type 
of joint. 

That even as well established a proposition as the 
thermit joint can be improved was demonstrated in 
1922 by the change in the reinforcing collar so as to 
produce a weld with less thermit than was formerly be- 
lieved necessary. Some rearrangement was also made 
in the proportions and location of the pouring gate, the 
heating gate and the riser. A narrower gap is also 
used between rail ends. J. H. Deppeler, chief engineer 
thermit department Metal & Thermit Corporation, men- 
tions also as improvements the perfecting of the self- 
luting mold box and the light-weight pre-heater, as well 
as the substitution of aluminum for wood patterns in 
making the rail molds. 

Mr. Angerer sums up the present situation in regard 
to special trackwork about like this: Several electric 
railways are experimenting with carbon and alloy 
steels, like nickel-chrome steel, in place of manganese 
in order to facilitate repair work with the aid of the 
électric welder. The applications consist mostly in solid 
castings for switches, mates, frogs and crossings, the 
same general sections as are made of manganese. The 
Milwaukee and other properties have successfully in- 
stalled such structures. In some cases carbon or nickel- 
chrome inserts or centers were used in place of the 
manganese-steel centers of the conventional hard-cen- 
ter-construction frogs. The ultimate economy of this 
practice remains to be demonstrated. 

A departure from usual practice which, although not 
new, made notable progress during 1922, was the car- 
rying through of the flange bearing between intersec- 
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tions of crossings and in layouts where intersections 


came close together. While this has been done in some 
eases in the past in solid manganese-steel structures, 
and was the practice in early days, the effect on wheel 
flanges limited its application. With modern steel 
wheels and improved chilled wheels the objections are 
removed. The smoother riding qualities and long life 
of the flange-bearing special trackwork have led to the 
bringing out of girder guard rail sections with shallow 
grooves for this purpose, and special trackwork utiliz- 
ing these sections in certain ppasions is a probable 
development for the future. 

The hope of way engineers and special trackwork 
manufacturers is greater uniformity in wheel equip- 
ment and other features of rolling-stock so as to make 
possible the designing of special trackwork on closer 
lines for wear and final economy to the users. 


PAVING AND TRACK ARE INTIMATELY RELATED 


An important point of contact between municipal and 
utility engineers comes about through the intimate re- 
lation of street paving and track structure. Their 
points of view are naturally diametrically opposite. 
E. P. Roundey, New York State Railways, sees a tend- 
ency on the part of the municipal engineers to recog- 
nize that the railways are carrying more than their 
share of the paving responsibility and expense. It is 
to be hoped that he is correct in this. Certainly the 
conference held on Oct. 9, 1922, under the auspices of 
the Philadelphia Engineers’ Club, with the purpose of 


bringing out all sides of this question was a notable 


event of recent months.* 

Way engineers have taken an active part in pushing 
the campaign for paving-burden relief, as the burden 
affects their department primarily. Mr. Ryder calls 
attention to the fact that the special committee of the 
New York Electric Railway Association considering 
this question concludes that the maximum obligation 
that should be imposed is the cost of repairing and 
renewing pavement in the railway area in excess of the 
cost of repairing the same amount of pavement in ad- 
jacent city-maintained areas. This viewpoint was 
clearly set forth in addresses by A. T. Davison, Third 
Avenue Railway System, last year.t+ 

J. B. Tinnon, Chicago & Joliet Electric Railway, 
emphasizes the failure of most types of pavement to 
withstand the excessive loads imposed in the track area 
by motor trucks, which in many cases now far exceed 
the car loads. In his opinion the whole design of track 
construction will have to be changed on this account. 


Some Notes on Rolling Stock 


Never in the history of the electric car has its evo- 
lution been taking place more rapidly than it is at 
present. Testimony is unanimous to the effect that 
weights must come down, and designs must be made 
for one-man operation to the maximum possible extent. 
Weight reduction in city cars has been in the lead. 
but this movement has now reached the interurban field. 
A notable feature is the development of light cars for 
schedule sreeds of 25 m.p.h. and over, with a maximum 
speed of say 50 m.p.h. This will result in power and 
maintenance saving and in general operating economies. 
In many cases present heavy cars can profitably be 


See issues of _this Paper for Novre4,.1922, page 747; Nov. 11, 


roars issues of eis paper for July 1, 1922, page 19, and Nov. 15, 
page 823. 
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replaced with the lighter ones. W. G. Stuck, Lexington 
(Ky.) Traction & Terminal Company, goes so far as 
to believe that there are cars weighing 75,000 lb. and 
equipped with 75-hp. motors that should be replaced 
with others weighing 25,000 lb. and carrying 25-hp. 
motors. A report from another source states that this 
development is illustrated by Mr. Stuck’s company and 
others in the vicinity. For example, the Cincinnati, 
Milford & Blanchester Traction Company has, in four 
and one-half years of operation of a type of car weigh- 
ing 25,600 ib., saved in operating more than $15,000 per 
car. At the end of this period maintenance costs are 
low. Operation of this type of car costs 17 to 19 cents 
per mile. 

Many cities also have had success with the one-man 
double-truck car, although its design is still in the 
development stage. A complication is the provision for 
rush-hour traffic, but this is being met by various 
mechanical devices or by provision for putting on an 
extra man in the rush hour. An outstanding example 
of the double-truck one-man car is the type of car now 
being built by the Chicago Surface Lines.* Dissatis- 


The Wariable-Load Air-Brake Attachment, Applied to Surface 
Cars, Is One of the Technical Developments of 1922 


faction that has developed in some places regarding the 
operation of one-man double-truck cars is at least partly 
due to the way in which old bodies, not inherently well 
adapted for this purpose, have been changed over. Ob- 
viously, to be successful such a car must combine safety, 
comfort, good loading qualities and general convenience 
of operation. 

There is a proper division of the transportation field 
among one-man single-truck, one-man double-truck and 
other types of cars which has not always been appre- 
ciated. This was recognized practically in 1922. 

In all of this design the possibility of using stronger 
and lighter material.needs consideration. A consistent 
advocate of this has been J. M. Bosenbury, [Illinois 
Traction System. He recommends superior material, 
such as alloy steels, in order to reduce weight, insure 
safety of passengers and minimize maintenance costs. 
In line with this is the increasing extent to which lum- 
ber and sheet metal substitutes, such as Agasote, Haske- 
lite, Plymetl, etce., are being employed for roofs and 
sides. These minimize weight and increase strength. 
For example, Haskelite plywood roof is claimed to be 
30 to 40 per cent lighter than ordinary wood, and many 
times stronger and stiffer. 

The statistics printed elsewhere in this issue tell the 
story of present preferences as to general features of 
ear design. They illustrate what has been said above 
and indicate a great change as compared with a few 
years back. The changes in car equipment show prog- 


*See issue of this paper for Sept. 30, 1922, page 514. 
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ress also, but are not so radical. In the case of motors, 
for example, these have been brought to a degree of 
ruggedness and serviceability which was never before 
approached. 

The insulation of the motors has been bettered by 
the use of materials and methods which give greater 
protection from the effects of vibration, heat and mois- 
ture. Mechanical strength has been added to enable 
the motors to withstand the racking punishment of 
present-day railway service. 

Noteworthy is the rapidly increasing popularity of the 
field-control motor which was installed on several hun- 


ules, which are incidental to subway passenger service. 
One manufacturer reports that a total of 175 equip- 
ments of electro-pneumatic control have been installed 
on city and light interurban cars, nearly all of these 
being mounted in cabinets. This control embodies 
switches of the unit type, the idea being to provide 
flexibility in mounting the switches, lightness and ac- 
cessibility. 

The aluminum field coil for motors was a develop- 
ment that aroused much interest. This is made of 
rectangular wire by the following process: The bare 
wire is wound into a coil, paper spacing strips being 


dred subway cars during the year. 
adapted to severe duty, high speed and difficult sched- 


This motor is 


inserted between layers. 
immersed in an oxydizing solution. 


New Year’s Messages from Engineers You Know—I 


How |922 Forwarded the Cause of 
Electrification 


There are fundamental reasons for 
electrification which are now being more 
fully recognized by steam railroad ex- 
ecutives and banking interests behind 
them, so that immediate construction 
can be anticipated. Perhaps no single 
factor has contributed more to this con- 
clusion than the shopmen’s strike during 
the past summer and its effect upon 
steam motive power. I therefore regard 
1922 as having contributed largely to our 
understanding of the advantages of elec- 
tricity over steam and expect that 1923 
will witness active construction growing 
out of this knowledge. 

—A. H. Armstrong. 


Automobile Is Here to Stay 


Experience gained prior to and during 
the past year has shown more clearly 
than ever that the automotive vehicle is 
here to stay, and must be met by electric 
railways in a spirit of co-operation rather 
than in one of antagonism. The rail- 
ways must constitute themselves as 
transportation companies and utilize the 
bus as an aid, either as a feeder to ex- 
isting lines or as a substitute in certain 
cases for existing lines. 


—John A. Dewhurst. 


The Automatic Substation a Factor 


The active interest in the automatically 
controlled substation indicates an effort 
to reduce operating costs. This is nec- 
essary to effect ultimate lowering of fares 
from war-time figures and to meet com- 
petition, in some cases, from other trans- 
portation agencies. Along with this in- 
terest, and for the same purpose is the 
tendency to collect and study data on 
general operating conditions, such as 
trolley-wire wear, life of poles, etc. 

—Adrian Hughes, Jr. 


Help Along the Cause of 
Standardization 


At this time there should be empha- 
sized the substantial step forward that 
has been taken the past year by the 
American Association in co-operation 
with the American Engineering Standards 
Committee. The latter is making re- 
markable progress, not only in the review 
and approval of standards but in the 
co-operation with the Federal Specifica- 
tions Bureau. There never before has 
been the opportunity that we have today 


in getting substantial results in stand- 
ardization. All electric railways, as well 
as the associations, should renew their 
efforts in the direction of standardization 
to the fullest possible extent. 
_—Martin Schreiber. 


As the Engineer Sees It 


Although outside the range of engineer- 
ing, the following appear to me to be the 
significant elements of the electrical rail- 
way business at present: (a) Growing rec- 
ognition of the fact that the business of 
a transportation utility is to transport by 
the means best adapted to get business; 
(b) growing appreciation of the necessity 
for going after business, by convincing 
the public that the service given is just 
what it wants, and really trying to give 
such service; (c) continuation of rational 
policies of economy. 


—Charles Rufus Harte. 


Sentiment Favors Labor-Saving 


Tools 


The use of labor-saving tools has done 
more, in the engineering field, during the 
last few years to increase output than 
anything else than I can recall. It was 
very difficult a few years ago for the 
engineer to secure authority to purchase 
such tools if they were expensive. Today, 
I believe, most companies are willing to 
purchase them as there is no question 
as to the return on the investment. 

—R. H. Dalgleish. 


A Real Co-operative Movement 


It seems to me that the most signifi- 
cant thing that has recently occurred, 
although of course it was not confined to 
the past year, is the tendency for engi- 


neers, manufacturers and others con- 
cerned to get together for the purpose of 
setting standards. This is a real co- 
operative movement and one which must 
be productive of good, even though some 
of us may have to sacrifice some of our 
pet ideas. —H. S. Murphy. 


Times Are Better 


The year 1923 should show consider- 
able progress for the reason that the 
railways have gradually been getting 
back to more normal conditions and it is 
only reasonable to expect that the im- 
provement will be reflected in a more 
iberal outlay for upkeep and mainte- 
nance of track, special trackwork, and 
other parts of the electric railway plant. 
H. R. Sherman. 


Value of Research Work 
Increasingly Recognized 


The fuller realization, which is in 
evidence on every hand, of the import- 
ance of research work as applied to some 
of the stubborn problems facing the 
industry, with actual research work now 
under way on the rail-joint problem, 
leads to the hope of early inauguration of 
a real study of that cancer of the industry 
known as rail corrugation. The past 
year was a milestone in electric railway 
engineering because of the conviction on 
the part of executives that expenditure 
of money on research by the association 
is a wise investment. —R. C. Cram. 


Speed Up the Cars 


The electric railways are alive to the 
growing competition from other means 
of transportation. To meet this the oper- 
ation of cars should be made as noiseless 
as possible and their speed should be in- 
creased. Speed should be had both by 
increasing the running miles per hour and 
eliminating unnecessary stops. The old 
saying “‘time is money” applies to car 
riders, and their time should be conserved 
up to the safe limit of speed approved by 
modern practice. —J. H. Haylow. 


Everybody Lend a Hand 


Electric railway engineers throughout 
the country should support the co-opera- 
tive efforts which are being made in their 
behalf by such agencies as the American 
Engineering Standards Committee. They 
should assist the American Association 
in furnishing data which will help in the 
solution of pressing problems. There 
will be work for many engineers in 
addition to those who are now taking 
an active part. ‘*—M.B. Rosevear. 


Good Service Will Induce 
Riding 

During 1923 there will be more use 
made of automatic substations in city 
service and also a more general use fo 
them in interurban practice. Also the 
light-weight one-man city car is going 
to have its effect on the general oper- 
ating conditions of the electric rail- 
way. If we give good and frequent 
service the people will ride. Further- 
more, the growing city congestion due to 
the parking of automobiles in the busi- 
ness districts will force radical action by 
municipalities, which will have a tend- 
ency to increase the car-riding factor in 
all communities. | —John M. Drabelle. 


The coil is then heated and 
It is then reheated 
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and dipped in insulating varnish, after which it is 
wrapped in oiled bias linen strip and webbing. Finally 
it is dipped in insulating varnish and baked. High in- 
sulation and lightness are the particular qualities 
claimed for this type of coil. 


TURNSTILES SEEM TO MEET A REAL NEED 


Among the by-products of one-man operation is the 
car turnstile embodying an old principle, but applied in 
a new environment. The experience of the New York 
State Railways with this device on rear-entrance, front- 
exit cars in Syracuse and elsewhere is well known. Re- 
cently an adaptation of the “feather-weight” turnstile 
used in the subway stations has been tried on the New 
York Railways cars, in New York City, apparently with 
good results. The principal function of the turnstile is 
to permit unrestricted passage in only one direction. 
It can, if of the registering type, be used also to indicate 
the number of passengers on the car, the incoming 
passengers registering positively and the outgoing ones 
negatively. 

Car turnstiles are mentioned specifically this year on 
account of their novelty. The bulk of the duty of in- 
suring accurate fare collection and recording, however, 
still falls upon the standard fare boxes and registers, 
toward the perfecting of which steady progress is being 
made. 

Undoubtedly the most important development of the 
year in this field was made by the Johnson Fare Box 
Company in its new combined fare box and register. 
This is motor-driven and provides three separate regis- 
tering features: The usual disk on the side of the fare 
box, a large register located) on a rod above the box 
and in plain view throughout the car and an indicator at 
the level of the conductor’s eye which is a telltale on 
the fare deposited by individual passengers. 

An interesting device was also brought out by the 
St. Louis Pneumatic Devices Company for attachment 
to existing fare boxes. This eliminates cranking of 
the box and at the same time sorts the fares. The 
Ohmer Fare Register Company also brought out a new 
detail fare printing interurban register which furnishes 
for a large variety of cash fares and paper tickets 
a printed record of each fare with origin and registra- 
tion in each zone. 

The International Register Company has also de- 
veloped the idea of motor drive for its registers as was 
illustrated in the exhibit at the Atlantic City conven- 
tion, where the improvements made by the Cleveland 
Fare Box Company in its lock boxes were also shown. 

A radical change in design of the Rooke portable 
fare register was brought out last year. This device 
was formerly used for collecting and registering one 
coin. It can now be had in a form in which any coin up 
to and including a quarter can be registered through 
one slot. 


ENGINEERING AS APPLIED TO CAR DETAILS 


An illustration of the way in which reduced car 
weight brings about other developments is furnished 
by the variable-load air brake, recently adapted to sur- 
face cars and applied initially for the Eastern Massa- 
chusetts Street Railway. On light cars the required 
braking force required for uniform stopping distances 
varies notably with the load, which at times may equal 
that of the empty car. The air brake lends itself well 
to the addition of an attachment which controls the 
available braking force through variation in distance 
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between the body and truck bolsters under varying load. 

Other illustrations are found in the many devices 
recently developed to relieve the operator of miscel- 
laneous operations. Air operation of doors and steps, 
thermostatic control of temperature and other features 
of a modern car, while not new, fit in well with the 
one-man plan of operation. 

Gearing offers another attractive field for investiga- 
tion. During 1922 service tests of the helical gear 
continued, more than 30,000 gears being in use, and 
practice tended to settle down to a steady gait. A new 
pinion design, involving the use of the so-called “wis- 
dom tooth,” made its appearance. This is a thicker-root 
tooth which can be run successfully with worm gear 
teeth. It requires more room on the pitch circle and, 
for a given size, runs one less tooth to the pinion. 
The manufacturer states that a considerable number of 
railways are using the pinion either regularly or ex- 
perimentally and that comments regarding it are favor- 


- able. 


The year 1922 was a banner one for the car meter, 
which is used for energy checking in connection with 
inspection and maintenance procedure. One of the best 
things that engineers are doing for their properties is 
in urging more careful operation of cars and a higher 
degree of maintenance. 


In and Around the Power Plant 


In his annual review of the power-plant situation, 
John Liston, General Electric Company, notes as the 
outstanding tendency that toward the concentration of 
generation, transformation and distribution of elec- 
trical energy in large units of constantly higher guar- 
anteed efficiencies. The maximum size of steam turbine 
sets was advanced to 62,500 kw. during the year, and of 
water-wheel generators to 65,000 kw., with corresponding 
increases in capacities of switching and auxiliary ap- 
paratus. 

Coupled with this tendency is another in the direc- 
tion of further use of automatic control. E. H. Sco- 
field, engineer of power Twin City Rapid Transit Com- 
pany, who has made a close study of this matter, states 
that many features of automatic equipment applicable 
to the governing and controlling of boiler and stoker 
equipment operation are available. There is needed, 
however, a co-ordinating of all of these to perfect a 
complete system,. including all elements essential to full 
automatic control. 

In combustion engineering the conspicuous develop- 
ment, because novel, is in the burning of pulverized 
fuel. A number of installations are being made, in- 
cluding one in the United Electric Railway’s power 
plant in Providence, R. I. The Quigley Fuel Systems, 
Inc., states that experience has shown that powdered 
coal can be burned economically when pulverization does 
not go finer than 70 per cent through a 200-mesh screen. 
The moisture content, under some conditions, can be 
5 per cent or more. The tendency in general is for the 
use of a larger combustion chamber, properly designed 
for the protection of the refractory linings. The Com- 
bustion Engineering Corporation expresses the opinion 
that pulverized coal is the present super-station fuel, 
with multiple-retort stokers and stokers of the Coxe 
traveling-grate type making a strong bid for leader- 
ship. 

The power-plant boiler and its furnace are going 
through changes at a rate indicating alertness with re- 
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spect to the needs of the time. Aside from providing 
mechanical perfection in their product, the boiler build- 
ers can assist in reducing energy costs by providing for 
a higher pressure and higher temperature. A. G. 
Pratt, vice-president Babcock & Wilcox Company, states 
that improvement in stokers, mechanical oil burners 
and economizers have resulted from the endeavor to get 
more economical and efficient service from given boiler, 
superheater and economizer areas. His company has, 
as a result, developed the Waukegan type of boiler, 
which is being built for pressures from 350 lb. up. 
Boilers of this type for 600 lb. pressure are now being 
constructed. 

The Waukegan boiler is built with two decks of tubes, 


the lower of 3}-in. and the upper of 2-in. tubes. The 
superheater is between decks. The lower tubes are 
exposed throughout their entire length to the fire and 
there are no baffles in the lower section. The higher 
pressure is permissible in this boiler due to the small 
tubes and the extra strong headers. 

Mr. Pratt states that for pressures from 250 to 350 Ib. 
engineers have shown interest in the new Cheswick 
type of cross-drum boiler, in which the superheater is 
placed between an upper and a lower deck of tubes, and 
the tubes of the lower deck are exposed for their entire 
length. 

Improvements in boiler and furnace design have in- 
creased the heat absorption by the tubes ahead of the 


New Year’s Messages from Engineers You Know—Il 


Good Maintenance an Element 
in Service 


In order that electric railways may 
better meet the increasing competition 
of the gasoline bus, their equipment must 
be carefully maintained so as to increase 
the attractiveness of the cars. Clean, at- 
tractive cars, not overcrowded during 
the rush hours, together with carefully 
maintained schedules, will bring back 
the business. The electric railways should 
themselves go into the bus business to 


supply feeders for their lines. 
—W. Schaake. 


Steel Container a Promising 
Development 


The most important thing railways 
have to face at present is an improve- 
ment in freight handling. The length of 
time required for handling 1.c.1. freight 
is practically prohibitive, and the rail- 
ways will lose all of that business where 
it is possible to obtain transportation by 
other means. The steel container ap- 
pears to be one of the best things that 
has appeared in recent years to facilitate 
the handling of such freight. The con- 
gestion on the railroads is mostly at the 
terminals, and that is where the big im- 
provement must be made. Electrifica- 


tion should play a large part in this work. 
—WN. W. Storer. 


Why 1923 Should Be Progressive 


I expect to see in 1923 at least a 
partial recovery of the electric railways 
from their unfortunate financial condi- 
tion resulting from the increased operat- 
ing costs of the war period. This, I 
believe, will be brought about by con- 
centrated effort on the part of electric 
railways throughout the country, by the 
proper use of advertising matter and by 
co-operation with the public. Certainly 
the better the public understands the 
transportation business the better it can 


judge of the need for relief. 
—L. F. Griffith. 


Urge the Open Mind 


More than any one thing in the electric 
railway industry we should urge the open 
mind. There are many places where 
competition with other transportation 
agencies should be replaced with co- 
operation. The field of our work is local 
and interurban transportation, and the 
attention of our entire personnel should 
be centered on transportation rather than 
street car problems. It is within the 


Province of an urban transportation 
company to handle not only street car 
and auto-bus transportation, but also 
package deliveries for department stores 
and others, general trucking and even 
taxicab service. I look to see the day 
when the existing plants of street rail- 
way companies will be used during off- 
peak and night hours for freight trans- 
portation. Moreover, I believe that this 
freight business can be worked up in con- 
junction with the steam railroads and 
can be made the basis of community 
good will, if only the idea of “‘service”’ is 
held to the front. —J. P. Barnes. 


Engineering and Transportation 
Competition 

One of the outstanding things that 
electric railways might do from an engi- 
neering standpoint is to make more com- 
plete studies of their schedules to de- 
termine what can be done to bring about 
operating economies and improve facili- 
ties better to meet the increasing com- 
petition from automobiles and other 
means of transportation. The human 
factor, also, ought to have careful con- 
sideration. —Edwin D. Dreyfus. 


Six Things to Be Done 


We should urge: (a) Improved service 
as regards condition of equipment and 
frequency. of operation; (b) adoption. of 
light-weight cars for city, suburban and 
interurban service and operation of these 
by one man wherever practicable; (c) use 
of automatic substations and purchase 
of power from large central stations; (d) 
continuous use of safety cars in city 
service; (e) extension of existing rail 
routes by means of trolley buses; (f) re- 
placement of old types of rolling-stock 
and equipment with modern apparatus. 


—H.L. Andrews. 


Utilizing the Collective Effort 
of the Industry 


If I were to suggest any principle to be 
urged upon our engineers, it would be 
that every one should endeavor to util- 
ize more fully and contribute more to the 
collective effort of the industry. We 
should each try to know more about the 
work that has been done and made avail- 
able for application to our own problems, 
and we should each give reasonable en- 
couragement and assistance to those who 
are seeking to make available to the in- 
dustry the results of their individual ex- 
perience. —Ralph W. Eaton. 


Service Is the Answer 


Especially during this time of more or 
less inflated prices the service must be 
the best possible, and it must remain so 
as normal conditions return. Regular 
and frequent service is the chief attrac- 
tion of this service. All engineering con- 
siderations controlling the industry must 
be studied, such as routing, types of 
track, designs of equipment and han- 
dling of schedules. Only thus can com- 
petition be met. —S. Clay Baker, 


Possibilities of Freight Haulage 


A phase of transportation work which 
is bound to come in for further develop- 
ment is that of urban and interurban 
freight haulage, making a better use of 
present city tracks. The movement now 
on foot to improve the use of streets will 
result in restriction of vehicular traffic, 
with consequent opportunity to speed up 
street car service. — Karl A. Simmon. 


Good Track and Light Cars 
Essential 


My only suggestions as to meeting the 
competition from other transportation 
agencies are, first, that tracks be con- 
structed with a view to securing the 
longest possible life and, second, that the 
lightest cars which are adequate for the 
service be operated. These practices will 
tend to economy in annual track cost 
and in car upkeep also.— H. M. Steward. 


A Good Word for Standardization 


I look for an increasing adoption of the 
ideas of standardization, although I am 
not unmindful of the opposition to this 
on account of the fear that it will stifle 
initiative. Looking ahead, I think that 
electric railway managements should 
heed more and more the advice of engi- 
neers as to the economic points involved 
in meeting the competition from other 
transportation agencies and should more 
widely advertise them.— John R. Mc Kay. 


Competition Must Be Met 


To my mind one of the most important 
factors in our industry today is the grow- 
ing competition from both public and 
privately operated automobiles. The 
most pressing need for engineering de- 
velopment is along the lines which will 
increase the safety, comfort and con- 
venience of our passengers in order that 
service may be further improved and 
thus competition more fully met. 


—J.H. Hanna. 
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usual position of the superheater. At the same time 
there has been a demand for higher superheat and a 
greater quantity of steam per hour at higher pressure. 
This condition has brought about the design of the ra- 
diant heat superheater, which is placed in one or more 
walls of the combustion chamber. The Power Specialty 
Company, which builds the Foster superheaters, has 
developed also an economizer which is an integral part 
of the boiler unit. 


NEW FEATURES OF STOKERS, TURBINES, ETC. 


A good example of what is going on in stoker design 
was furnished by the Twin City Rapid Transit’s new 
Westinghouse stokers, described in the issue of this 
paper for Aug. 12, 1922, page 221. Here a low-grade 
clinkering coal is successfully burned on an underfeed 
stoker. 

The Combustion Engineering Corporation has also 
put out a new type, the Frederick stoker. This is a 
multiple-retort stoker of the super-station type; that is, 
the grate area is large. Moreover, it can be made of 
any length by simply adding tuyére units without 
change of design. The Sanford Riley Stoker Company 
has also brought out a radical departure in a super- 
stoker which is being tried out in the Delray station in 
Detroit. It has long retorts, with other dimensions 
suitably increased. There are thirteen retorts fed by 
eleven rams of 12-in. stroke. These retorts will feed 
coal as rapidly as twenty-six retorts in the double-end 
stoker. The tuyéres or grate blocks are movable in a 
direction parallel to the path of the coal. The length 
of travel is adjustable and under the control of the 
operator. This stoker can be made to suit. furnaces 
from 13 ft. to 20 ft. in depth. Another new Sanford 
Riley specialty is the Jones lateral retort stoker, which 
is a side-cleaning stoker and can be placed under boilers 
of from 150 to 500-hp. capacity without the necessity for 
raising the boiler or making extensive basement con- 
struction for ash removal. 

The American Engineering Company, builders of the 
Taylor underfeed stoker, notes a tendency of the past 
year to obtain greater outputs per square foot of boiler 
heating surface or to use higher boilers. The tendency 
to obtain higher outputs from existing boilers is illus- 
trated in the recent stoker replacements in the power 
plants of the Philadelphia Rapid Transit Company and 
the Capital Traction Company in Washington. The 
American Engineering Company has developed a stoker 
which can be built to burn up to 2,500 to 3,000 lb. of 
coal per retort per hour. 

The Green Engineering Company has recently been 
developing its forced-draft chain or traveling grate, the 
engineering problems of interest during the past year 
having been along lines of low-pressure, liberal-air- 
space, forced-draft stokers. Special attention has been 
given to water cooling of furnace side walls along the 
fuel and clinker line. In the opinion of engineers of 
this company, furnace maintenance is an outstanding 
problem. Boiler heating surface absorption has not yet 
reached its limit, but maintenance of furnace side walls 
and prevention of clinker and slag formation along the 
fuel line must be met by water or air cooling and im- 
proved refractories. | 

The most important boiler auxiliary is the feed-water 
heater, which is being developed to keep pace with the 
boiler. In the opinion of engineers of the Harrison 
Safety Boiler Works—Cochrane Corporation, among the 
most promising opportunities for power-plant improve- 
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ment are those connected with the handling of feed 
water and the selection and arrangement of auxiliary 
apparatus for carrying out the steam reheating cycle. 
The apparatus will include that for stage feed-water 
heating, de-aeration of feed water, and in many cases 
distillation of make-up water. Air heating has possi- 
bilities, for in their opinion, the steam cycle will be 
most efficient when the feed water is heated entirely by 
steam extracted during the expansion process. Then if 
at the same time boiler and furnace operation is im- 
proved by reclaiming waste heat from the flue gases to 
heat air used for combustion, the maximum plant effi- 
ciency will be realized for given initial and final tem- 
peratures. 

Just a word regarding coal and ashes handling in the 
power plant, a subject of real interest at this time. 
R. H. Beaumont & Company see a tendency to a prefer- 
ence for the skip hoist for handling coal. They have 
therefore devised what they term the “super central 
coal and ashes handling system.” It comprises one or 
two skip hoists to elevate the coal from the railroad 
cars to bunkers, with a separate skip hoist to elevate 
ashes to the ash bunker. Coal is distributed to the 
boilers with weighing larries, and ash larries transfer 
ashes to the ash skip hoist. Both coal and ash bunkers, 
skip hoists and all machinery are housed in a separate 
building at the end of the power house. 

Some General Electric turbine developments were men- 
tioned earlier. The Westinghouse company has developed 
its large single-flow turbine with a single exhaust, which 
has been sold in sizes of 20,000 and 30,000 kw. These 
are provided with multiple-stage feed-water heating 
connections. 

The Allis-Chalmers company has introduced in its 
latest turbines a new method of baffling to prevent 
steam leakage over the tips of the blades. The clear- 
ance of one flange of the shroud which surrounds the 
blade tips has been changed from radial to axial by 
bringing the flange close to the adjoining foundation 
ring. 

In the ventilation of electric generators there is in- 
creasing interest in the air washer and cooler, especially 
when used in the closed system wherein the ventilating 
air is confined in a closed circuit and used over and over. 
The Cooling Tower Company reports the success of its 
“Impact” washer for this purpose. and the Spray Engi- 
neering Company has developed its Type V (vertical) 
washer and cooler for the same purpose. The latter 
goes in the generator foundation. Hot air enters the 
top of the washer, passing vertically downward and 
dividing below into two streams, which are then 
directed upward into the generator inlets. An emer- 
gency damper is of course provided to close the circuit 
in case of fire. 


Significant Things in Regard to 
Power Distribution 


In the opinion of many, if not most, distribution en- 
gineers the outstanding feature of the work in this cor- 
ner of the engineering field is the automatic substation. 
Even where it does not seem immediately available it is 
of interest because it is one of the few devices that are 
in the development stage. Closely following this in 
interest is the standardization of overhead construction 
and the development of higher strength trolley wire 
with greater resistance to wear. 

During the past year real progress has been made 
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in inaugurating joint action by all parties interested in 
wire crossings, with a view to revision of the National 
Electrical Safety Code so that it will be generally ac- 
ceptable. The American Engineering Standards Com- 
mittee is functioning in this connection and furnishing 
a clearing house for co-operative effort. Ralph W. 
Eaton, public service engineer, Providence, R. I., states 
that he knows of no more significant or important oc- 
currence in the electric railway engineering field than 
the real progress which was made in this connection. 
The manner in which rules for overhead construction 
are being adopted, he says, gives bright promise of 
ending the misun- 
derstanding and 
lack of co-opera- 
tion which have 
existed ever since 
the need for such 
rules was recog- 
nized, Of the same 
general nature 
was the joint work 
between the Amer- 
ican Telephone & 
Telegraph Com- 
pany and the 
National Electric 
Light Association 
on the subject of 
“inductive co - or- 
dination.” It looks 
as if the compa- 
nies engaged in 
the transmission 
of intelligence and 
power respectively 
would actually get 
together suffi- 
yT | = ciently to agree on 
construction 
which will be mu- 
tually acceptable. 
Electric railways 
are vitally con- 
cerned in this mat- 
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Boiler Setting for Pulverized-Fuel 
Burning 


The width of the boiler shown is 24 ft. 
10 in., the furnace width directly under 
the arch 19 ft. 9 in. and the volume of 
the furnace 12,200 cu.ft. 


ter to the extent that their lines are or may be alleged 


to interfere with telephone circuits. 

As to electrolysis co-ordination, that appears to be 
farther along, thanks to the national joint committee. 
This committee has issued its second report and is 
doing a steady but non-sensational work. 

As M. B. Rosevear, of the Public Service Railway and 
chairman of the Engineering Association committee on 
power distribution, puts this whole matter, the spirit 
of co-operation seems to be actuating all of the national 
organizations and interests. This, he thinks, is due 
largely to the American Engineering Standards Com- 
mittee, which deserves the whole-hearted support of 
engineers and others concerned in its work. 


AUTOMATIC SUBSTATION Is FORGING AHEAD 


The past year was a good one for the automatically 
controlled substation, both in the technical advances 
made and in the volume of business. Remote super- 
visory control deserves special attention because it adds 
to the non-manual features the advantages of ultimate 
centralized manual control. This is now being installed 
for the Cleveland Railway, where standard telephone 


lines are used for the supervisory manipulation and at 
the same time they remain available for the usual com- 
munication. The Westinghouse company installed last 
year the first automatic substation for a trolley-bus line, 
on Staten Island, New York City. 

John Liston, who was quoted earlier, points out 
that during the year work on some exceptionally large 
installations was begun not only in the United States 
but in foreign countries, the most notable example being 
that for the South African Railways. In other words, 
the new control has invaded the heavy traction field. 
In this country the Oregon Electric Railway will shortly 
put into service two 1,000-kw. and five 500-kw. stations 
on the 1 200-volt line operating out of Portland. This 
will leave but one manual substation on this road. An- 
other group comprises five 750-kw. equipments for the 
Wilkes-Barre & Hazleton Railway, while what was prob- 
ably the largest order was that placed by the United 
Railways of St. Louis for four 1,000-kw. and two 2,000- 
kw. control units. The Chicago, Aurora & Elgin Rail- 
road will install two 1,000-kw. units as the results of 
trial service covering several years of a 500-kw. station 
at Warrensville. These stations will have the new super- 
visory control. The Northwestern Elevated Railroad in 
Chicago is installing a 2,000-kw. station, the first ap- 
plication of automatic control to metropolitan elevated 
service. Other interesting installations include three 
1,000-kw. units for the Hydro-Electric Commission, 
Toronto, Ont.; one 1,000-kw. unit for the Pacific Elec- 
tric Railway; one 1,500-kw. and one 500-kw. unit for 
the Public Service Corporation of New Jersey and four 
300-kw. units for the Cincinnati, Georgetown & Ports- 
mouth Street Railway. : 


THREE PHASES OF TRANSMISSION LINE ACTIVITY 


The remarks made above regarding inductive co-ordi- 
nation indicate one of the active items in transmission 
line development from the administrative standpoint. 
Physically speaking, interest centers in poles, insulators 
and wires and cables. 

First as to poles, the National Tube Company notes 
an increasing tendency to employ steel for this purpose, 
although wood still leads as a pole material. According 
to the latest figures compiled by the American Associa- 
tion, of the 408,833 poles in service on a group of large 
properties, 55 per cent were wood and 38 per cent steel. 
Concrete poles are giving a good account of themselves. 
The Massey Concrete Products Corporation, maker of a 
reinforced hollow concrete pole, reports that after sev- 
eral years of service trials of its pole, which is made 
by the centrifugal process, the past year saw this type 
of pole out of the preliminary stage. The makers of 
the Bates expanded steel pole took a forward step last 
year in extending the range of sizes to include 7 in. and 
8 in. They have also developed a plan for precasting 
concrete foundations at a central point, with bolts set 
to template, with the idea of saving material and 
facilitating erection. 

The Electric Railway Equipment Company reports in- 
creasing appreciation of the combination trolley and 
lighting pole which was installed in a number of cities 
during the past year with a view to increasing the 
attractiveness of the overhead construction. 

In the wire and cable field an urgent need for 
standardization is felt, and there is hope on the part of 
both manufacturers and users that something in this 
line will be accomplished through an A.E.S.C. commit- 
tee which is now at work. Opinion seems to favor 
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specifying the sizes of stranded conductor in terms of 
the number and sizes of strand. W. A. Del Mar, chief 
engineer Habirshaw Electric Cable Company, states 
that the application of scientific principles has resulted 
in a material improvement in the power factor of cables 
with impregnated paper insulation, with increase in the 
breakdown voltage of such cables. H. T. Dyett, presi- 
dent Rome Wire Company, expresses the hope that 
users of wire in the electric railway field will co-operate 
with the manufacturers in order that the best possible 
products may be available at a reasonable price. 

Insulator development has gone along with that of 
poles and wires. The manufacturers of the Thomas 
insulator say that perhaps insulators have been con- 
sidered too much from the electrical and not enough 
from the mechanical standpoint. The serious problems 
of the manufacturer are mechanical; that is, to make a 
structure of porcelain and metal that will withstand 
extremes of heat and cold and exposure to sun and rain 
without cracking. This requirement being met, the 
obtaining of adequate resistance to flashover and punc- 
ture are relatively easy. One manufacturer (Lapp) has 
adopted the plan of making the porcelain in a vacuum 
and uses drop forged caps. 

Improvemen‘s in signals during the past year were 
principally in refinement of detail, the manufacturers 


being concerned principally in development of train 


control for steam roads. To illustrate, the General 
Railway Signal Company worked out a unit construction 
for signa! light, each unit containing lenses and a 
lamp and removable as a whole or in parts. 


GETTING MoRE WEAR OUT OF THE TROLLEY WIRE 


Last year the distribution engineers showed a real 
desire to learn why trolley wire wears out and how to 
make it wear out less rapidly. Researches were con- 
ducted and will be continued in this field. The manu- 
facturers of phono-electric wire conducted experiments 
during the year, and will soon give the industry the 
benefit of the results. 

Mr. Cope, of the Westinghouse company, mentions 
several improvements in overhead line material which 
have a bearing on the life of the trolley wire. For 
example, there is the Cleveland splicer with a solid body 
which eliminates shrinkage strains in the castings. A 
new 15-deg. rigid insulated crossing has been developed. 
This has micarta runners. 

Excellent results have been secured by the Public 
Service Railway and others with a new trolley ear 
which is designed with a tapered approach from the 
tip of the ear to the point immediately under the boss, 
at which point the lips almost encircle the wire. This 
is a recent Ohio Brass product. 

A novelty in porcelain was the car-stop sign and 
strain insulator introduced toward the end of the year 
by the American Porcelain Company. 

The subject of switching is too large and technical 
for detailed discussion here. It will be of interest, 
however, to record the extension of the high-speed prin- 
ciple in circuit breakers to 600-volt service. This type 
was originally developed for the Chicago, Milwaukee & 
St. Paul electrification, but it is now being used for 
protection of 600-volt stations and individual machines, 
as well as for feeder protection. A valuable addition to 
the standard line of relays is found in the line sectional- 
izing relay known as the impedance or distance relay. 
During time of trouble it is acted upon by both the 
current and the voltage of the circuit, and from these 
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values it automatically calculates the distance of the 
short-circuit from the relay and the time of operation 
is determined accordingly. Still another development 
was the application of motor operation to high-tension 
disconnect switches and air-break switches. 


1922 WAS A GooD YEAR IN THE FIELD OF 
HEAVY TRACTION 


There are encouraging signs in the field of steam 
railroad electrification, indicating a resumption of a 
healthy rate of growth. The Illinois Central terminal 
project in Chicago reached the point of selection of 
system, 1,500 volts, direct current, and this choice seems 
to have met with general approval for the local condi- 
tions. In accordance with the terms of the contract 
with the city this work must be carried out on a defi- 
nite schedule. The postponement of the Lackawanna 
Seranton grade electrification was a disappointment to 
all persons interested in the logical spread of electric 
motive power applications, for conditions seemed excep- 
tionally favorable in this case for a profitable invest- 
ment. Difference of opinion as to the proper system 
for this section is reported to have been at least a 
partial cause of the postponement. This indicates that 
electrification is not considered by the railroad direc- 
tors to have progressed as far as it is generally sup- 
posed to have done. 

Electrification maintenance had a remarkable test 
during the past year on account of the shopmen’s 
strike. Testimony is general to the effect that the elec- 
trical equipment withstood the impaired maintenance 
at least as well as the steam equipment, and certainly 
in a highly creditable manner. 

The shops of both large American as well as those 
of the foreign manufacturers of heavy traction equip- 
ment clearly reflect the present status of electrification 
progress. The General Electric Company is building 
two 120-ton locomotives for the Baltimore & Ohio Belt 
Line in Baltimore, which was electrified about twenty- 
eight years ago. } 

Among foreign orders are substantial. ones from 
Spain, France, Chile, Japan and Mexico. Ten 150-ton, 
3,000-volt d.c. locomotives will be supplied to the Mexican 
Railway for changing the 30-mile Vera Cruz-Mexico 
City line from steam to electric operation. Energy for 
this will be purchased from the local power company, 
and only one substation will be required for the entire 
line. 

Six 3,000-volt d.c. locomotives for the Spanish North- 
ern Railway are nearly completed. They will be the 
first 3.000-volt machines in Europe. A 1,500-volt dc. 
machine of the gearless type for the Paris-Orleans Rail- 
way is under construction, and two 1,500-volt, 66-ton d.e. 
locomotives were recently shipped to Japan for use on 
the Tokaido Railway. 

The Westinghouse company has under construction 
twelve 180-ton a.c.-d.c. locomotives for the New Haven 
Railroad, four a.c. locomotives to weigh each nearly 
400 tons for the Norfolk & Western Railway and three 
locomotives for-the Pennsylvania Railroad, one 11,000- 
volts a.c. and the two cthers 600-volts d.c. For foreign 
customers there are on order or recently shipped thirty- 
nine 3000-volt d.c. locomotives for the Chilean State 
Railways, six 3,000-volt d.c. control equipments for the 
Smanish Northern Railway, 120 control equipments for 
the Paris-Orleans Railway (1,500-volts d.c.), and two 
60-ton, 600-1,200-volt locomotives for the Japanese 
Government Railways. 
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Proven Improvements Available fo 


How many of these economy and betterment. measures can 
you check off YJ as done? How many can you check off 
as thoroughly considered and found not applicable to your 


conditions? 


How may blank squares remain to indicate 


backwardness or to show where your studies should be 
directed in 1923, if you are to keep pace with progress? 


Have you inaugurated a system for the 

periodic checking of traffic and the re- 
scheduling of cars on all lines, so that service 
will follow changing traffic, avoiding wasteful 
car-miles but providing all the transportation 
that will be bought? 


Have your cars been rerouted to better 
serve traffic as material changes in course 
of travel have taken place? 


Have you discarded the ponderous obso- 

lete cars and substituted the use of light- 
weight one-man cars in light interurban 
service? 


Are you making full use of one-man 
safety cars in city service? 


Have you entered upon a program of 

revision of the better existing cars for 
operation with one man on light interurban 
and suburban lines and the lighter city lines, 
utilizing safety devices to improve safeness of 
such operation and for psychological effect on 
the public? 


Have you substituted modern for ancient 

motors, saving weight and energy con- 
sumption, maintenance expense and road 
delays? 


Are you using a modern fare collection 

system with approved fare box and a mod- 
ern system of fares, eliminating a lot of ticket 
printing costs and accounting expense? 


Have you gone after freight business, in- 
cluding through service with other lines? 


Have you looked into the possibilities of 
hauling livestock? 


Are you using modern turbine equipment 

in your power plants, or are you retaining 
obsolete prime movers, reciprocating engines, 
or early type turbines, dissipating profits in 
wasted heat units? 


Have you modernized your generating 

plant by the installation of economical 
auxiliary equipment, metering devices and 
automatic control and test equipment? 


Have you begun the installation of auto- 

matic substation control to reduce labor 
charges, save energy and free the system from 
possibility of shutdown on strike of a handful 
of men? 


Have you given your line materials the 

same careful attention that you have roll. 
ing stock, track and power system? Many 
improvements in line materials and construc- 
tion have been made which increase the life 
of the overhead and decrease the work and 
number of trouble crews. 


Are you utilizing modern steel poles in 
the cities for economy, permanence and 
appearance? 


Have you substituted machines for hand 
work and saved labor costs to the great 
extent possible in the track department? 


Are you using the highest development 
in special trackwork to reduce the main- 
tenance charges on both track and cars? 


| a 
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ettering Operation 


Are you utilizing substitute ties where 
they would decrease the first cost and pos- 
sibly extend the life of new and rebuilt track 


in paved streets? 

. | Are you using electric welding in con- 
— nection with trackwork maintenance, but 

not carrying the welding to the point that it is 


more expensive than replacements? 


| Are you employing the latest develop- 


ments in rail joints? 


Have you substituted modern machine 
tools for obsolete tools, and improved 


“methods in the shop department. 


the storeroom help by use of proper material 
handling equipment? 


Are you conserving the time of shop 
labor, of track storage yard labor, and 


Are you using an energy-saving device 
to reduce power bills, maintenance bills, 


a 


_and improve the general handling of cars? 


| 


/ 


Are you deriving the saving in energy 
possible from the use of thermostatic 
‘control of electric heat in the cars? 


) 


Have you looked into the savings possible 
from inspection of cars on a kilowatt-hour 


‘ a . : : . 
basis, particularly as against a periodic inspec- 


\ 


tion, but also in comparison with inspection 
on a mileage basis? 


' Are you utilizing the practice of dipping 
and baking armatures and field coils to 
reduce the number of electrical failures? 


Have you adopted spray painting, to- 
gether with a fixed schedule for keeping 


cars brightly painted for the sales value 


a) therein? 


Have you gone into the reclamation of 
oil and waste? 


Are you using electric, thermit and gas 
welding and cutting equipment in the 


shop to reclaim worn or broken parts? 


# 
E 4 
i 


{ 


Are you using closed vestibules to reduce 
accident expenditures? 


Are you using automatic door engines to 
shorten the standing time? 


fs 


Have you installed automatic electric 

switches to facilitate the movement of 
cars and eliminate the delays that aggravate 
passengers? 


Are you employing train operation to 

handle rush-hour traffic or all-day traffic 
on extremely heavy lines, using motor and 
trailer or multiple-unit cars? 


Are you using automatic couplers to save 

time at the terminals, to reduce mainte- 
nance costs on inter-car connections and reduce 
hazard to trainmen? 


Are you using automatic slack adjusters 
to minimize inspection and _ brakeshoe 
wear? 


Are your cars cleaned periodically, other 
than merely swept out at night? 


| Have you made use of improved metals 
for bearings in brake rigging and truck 
parts? 


Are you using anti-freeze devices to elim- 
inate pull-ins and delays due to frozen 
air 


Have you made operation at railroad 
crossings safer by the installation of 
trolley guards? 


Have you installed signals to protect 
operation at dangerous points where the 
view is obstructed; and also where their ap- 
plication would increase schedule speed and 


reduce car-hour costs? 

a Have you taken reasonable precautions to 
avoid damage claims by protecting grade 

crossings with automatic crossing signals? 


Have you minimized your insurance 

costs and fully protected your property 
by co-operating with insurance representatives 
competent and equipped to advise? 
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TABLE AND CHART SHOWING TREND OF PRICES, WAGES AND FARES, BASED ON FIGURES 
ASSEMBLED AND COMPILED BY ALBERT S. RICHEY 
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Wholesale Street Ry. Wholesale Street Ry. 
Prices, All Construction Operating Street Street Prices, All Construction Operating Street Street 
Commodities Costs Materials Railway Railway Commodities Costs Materials Railway - Railway 
(U.S. Bur.) (Eng. Costs Wages Fares (U.S. Bur.) (Eng. Costs Wages Fares 
1914 Lab. Stat.) News-Rec.) (Richey) (Richey) (Richey) 1918 Lab. Stat.) News-Rec.) (Richey) (Richey) (Richey) 
JARUATY: wedeie ata 98 89.2 97 104 100 JULY ee aoe 196 188.7 170 148 105.1 
February......... 99 99.2 96 104 100 August, 30 ts ena sce 200 193.9 172 150 107.5 
Maroh: i... aac 98 99.2 96 104 100 September....,... 204 193.9 173 152 108.2 
April.... 98 99.2 95 104 100 Octoberscvoccckas ye02 193.9 174 153 112.0 
May.... 97 99.1 93 104 100 November........ 203 193.6 177 154 112.3 
June.... 97 97.6 92 104 100 December....., ae eOe 194.8 177 157 114.4 
Juhy.. 21, eee 97 98.1 92 104 100 1919 
Arigusts: \ecomtaca ol 99.4 91 104 100 January.. 199 198.1 174 159 115.0 
September........ 102 100.4 91 104 100.1 February. 193 201.5 172 159 115.0 
Oatebér. aan s ead 97 99.8 90 105 100.1 Marehl. a wee ote 196 198.1 169 159 1a 
November........ 97 97.3 89 105 100.1 April. 36a ae 199 191.3 165 159 114.6 
December........ 97 97.5 89 105 100.1 ay.. 202 191.3 163 170 115.6 
1915 June.. 203 191.9 164 176 116.5 
JANUALY Ss vce 98 87.1 88 105 100.1 UY. nce ta ee 212 193.7 166 179 119.6 
February...:..... 99 87.4 89 105 100.1 AURUBEY Jie ene Ie 196.7 172 183 125.1 
Marehs oct tan ace 99 87.7 89 105 - 100.1 September........ 210 202.9 178 186 126.2 
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May.... 100 90.2 91 106 100.1 November........ 217 206.9 180 186 129.9 
June.... 99 89.0 92 107 100.1 December........ 223 206.9 184 186 129.0 
tt ae ae 100 90.5 94 107 100.1 1920 
Atimiiot. vsavcuw ns eee 91.8 95 107 100.1 JAUUGEY'. coun we ee eee 206.6 189 195 129.9 
September........ 100 93.0 97 107 100.1 February.....,... 232 7 so | 196 195 129.9 
Oatobat. si bass « 102 96.2 98 107 100.1 March...... dee CO. 240.9 207 195 130.2 
November........ 104 101.1 99 107 100.1 Lye SURE is ied ee 265.2 221 197 131.1 
December........ 108 107.1 102 107 100.1 NERS st ttn s hee 247 268.9 232 213 131.9 
1916 Vases i, ose ee 243 273.8 236 226 134.0 
JANUALY...<- vee tS 130.5 107 108 100.1 A A A a 2: 241 265.7 237 228 138.0 
February.......-. 215 134.5 11 108 100.1 August....... nee BP, 252.0 243 231 141.5 
March.. 119 143.0 116 108 100.1 September...... ne eae 255.2 247 232 142.6 
April. 121 147.3 120 108 100.1 October..\....2... . 211 255.2 245 232 143.3 
May. 122 148.9 122 Wl 100.1 November........ 196 255.3 227 232 147.0 
June...... 123 146.5 125. 112 100.1 December........ 179 251.6 213 232 147.5 
July. 123 145.8 125 113 100.1 1921 
Avgust..c.sl 7h deo 146.6 125 113 100.1 January..... sei pat 230.9 202 231 148.2 
September...... 130 149.6 127 113 100.1 February..... at) GD 230.7 191 231 148.6 
October, 2.4.5 6 136 152.9 135 115 100.1 March.. ae oak 155 224.3 181 231 148.9 
November........ 146 155.7 146 115 100.1 April. . 148 213.1 175 231 149.1 
December... . 149 167.2 156 115 100.1 May..... 145 210.8 171 228 149.6 
1917 June..... 142 209.8 167 225 148.9 
JAMRAFY is Chakicdee Ge 167.8 163 117 100.1 July.... 141 203.8 164 221 149.0 
February 157 167.8 171 118 100.1 August...... oF 142 193.1 161 215 148.7 
March.. 162 175.7 177 118 100.1 September...... 14] 188.3 156 215 148.9 
April. . 173 183.4 178 118 100.2 October... . : 142 182.6 156 214 149.6 
NERY.’ aan oan ee 187.6 186 120 100.2 November........ 141 166.3 158 214 148.9 
JUNG. adsces eat eee 199.3 197 121 100.2 December. . 140 167.8 159 214 148.6 
July.. 204.1 199 122 100.6 1922 
August. . : 1 ORR 198.4 194 122 100.6 URNUAPY oes ccevks 138 168.7 157 213 148.6 
September........ 187 190.3 193 122 100.6 February..... 14] 168.7 156 213 147.8 
October... .5.: 183 167.1 181 123 101.1 March. . 142 162.0 156 212 147.4 
November..... 183 166.5 175 123 101.1 Biril> iia 143 164.7 157 212 147.4 
December. . 182 167.1 169 123 101.2 May...,.. 148 164.6 166 211 147.4 
1918 4 June,.... 150 166.6 172 211 145.5 
January........ 184 184.5 162 125 101.7 July... 155 169.7 181 210 145.5 
February......... 186 184.5 162 126 101.7 August...... ee 173.4 189 209 144.9 
March. . ies wee, 184.5 164 126 101.9 September........ 153 185.0 181 208 144.8 
Ore RA SE aa 190 186.0 164 127 102.2 October... .. 154 188.6 177 208 144.6 
May 190 186.0 166 132 102.8 November..... 156 188.6 174 208 144.1 
June..... 191 186.3 166 136 104.5 December. . pias ty 192.6 ne 143.7 
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Trend of Prices, Wages and Fares 


These Charts Show on a Logarithmic Scale Variations During the Last Ten 
Years in Wholesale Prices, Construction Costs and Electric 
Railway Material Costs, Wages and Fares, as Quoted 
Monthly in This Paper by Albert S. Richey 


rate” department of this paper has been showing 

a tabulation of twelve indexes of special interest 

to electric railway operators under the heading ‘“Con- 
spectus of Indexes,” which is assembled (and in part 
compiled) each month by Albert S. Richey. In the issue 
_of June 24, 1922 (page 995), a chart was presented show- 
ing the trends of five of these indexes from the beginning 
of 1914 down to that date. A similar chart is published 
herewith in which the various indexes have been ex- 
tended to include the latest data available at this time. 
The chart is drawn with each of the indexes to the 


D =: the past year the “Financial and Corpo- 


scale of its average value during 1913 equaling 100 as. 


a base. 


It will be noted that the chart as presented in this 


issue has been drawn to a logarithmic or ratio scale, 
thus giving a more accurate picture of the trends of 
the various indexes. While most of the readers of this 
periodical are undoubtedly familiar with the advantages 
of plotting such charts on logarithmic scale, the prin- 
cipal advantage of use of such ordinates might be men- 
tioned, namely, that it brings out more clearly a con- 
stant ratio of change than does the ordinary arithmetical 
or uniform scale chart. As an illustration, it will be 
noted that the distance between the ordinates repre- 
senting indexes of 100 and 120 (a 20 per cent increase) 
is exactly the same on the logarithmic scale as that 
between those representing 200 and 240 (also a 20 per 
cent increase). If the chart had been plotted to a uni- 
form scale, the distance between 200 and 240 would be 
twice as great as that between 100 and 120, although 
the percent of increase is exactly the same. 


How THE RAILWAY INDEXES ARE COMPILED 


The three indexes compiled by Mr. Richey personally 
have to do particularly with electric railway operation, 
and are those of operating materials costs CNon"3)); 
street railway wages (No. 4), and street railway fares 
(No. 5). 

Mr. Richey’s index of street railway operating ma- 
terials costs is a combination of three of the price 
indexes of the U. S. Bureau of Labor Statistics, namely, 
metals, lumber and fuel. These three indexes are 
weighted in such a manner as quite fairly to represent 
the general country-wide price level of the materials 
entering into the normal operation and maintenance of 
the average street railway, including fuel for power. 
It will be noted that this index maintained its lowest 
level fairly constantly from August, 1921, through April, 
1922, but increased about 20 per cent to a high point 
in August, 1922, since which time it has been slowly 
receding. . 

The index of street railway wages (No. 4 on the 
chart) is compiled by Mr. Richey by a calculation of the 
weighted average of the maximum hourly rates of con- 
ductors and motormen on 105 street and interurban 
railways in the United States, each operating more 


than 100 cars, the rates of the various companies being 
weighted according to the number of cars operated. 
This index reached its high point very soon after the 
peak of general commodity prices in 1920, and while it 
showed some decline during 1921, it has been receding 
more gradually than have any of the commodity price 
indexes. 

The index of street railway fares (No. 5) is also 
compiled by Mr. Richey, and is the relative average of 
street railway 
fares in all Uni- 
ted States cities 
having a popula- 
tion of 50,000 or 
more (except 
New York City) 
and weighted ac- 
cording to popu- 
lation. The chart 
shows very clear- 
ly the fact, of 
which readers of 
the ELECTRIC 
RAILWAY JOUR- 
NAL need no re- 
minder, that 
street railway 
fares began to 
advance only 
after more than 
two years of the 
advance in all 
other commodities, and further that the advance was not 
nearly so great in fares as it was in any of the other 
commodities listed. 

The weighting of the three indexes above described 
was determined upon by Mr. Richey after very careful 
investigation and direct information from a large num- 
ber of companies, and the indexes have been checked 
against the operating results of both large and small 
companies at various times since the first publication 
of the indexes over two years ago. It is believed that 
they very correctly show the general trends of the three 
items of operating materials, wages and fares. 


Trend of Conspectus Figures in 
the Years 1921 and 1922 


THE BASIS OF THE OTHER INDEX FIGURES 


The wholesale prices of all commodities (No. 1 on the 
chart) are shown as compiled by the U. S. Bureau of 
Labor Statistics, and are as revised by the Bureau 
during the summer of 1922. This revision consisted of, 
first, the regrouping of commodities and the addition 
of a considerable number of new articles, and second, 
the use of the 1919 census data for weighting purposes 
in place of the 1909 census data formerly employed. 
A comparison with the chart shown on page 995 of the 
issue of June 24, 1922, will show the extent to which 
this revision changed these index numbers as compared 
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with those sent out by the bureau prior to June, 1922. 
The new series should of course be a more reliable 
indication of the trend of wholesale prices than the old. 

The Engineering News-Record construction cost index 
(No. 2 on the chart) is based on the cost of structural 
steel, cement, lumber and the average price of common 
labor in about twenty cities, weighted as described on 
page 996 of our issue of June 24, 1922. It should be 
remembered that this index does not include the price 
of brick, sand, gravel, crushed stone and other materials 


locally produced, but intends only to show an index 
which portrays nationwide trends. 

For the benefit of those who want to study the last 
two years only, a section of the larger chart, including 
only the years 1921 and 1922, but drawn to a larger 
scale, so that the various points may be read more 
closely, has also been prepared and is published. 

A tabulation of the five indexes showing their numer- 
ical values by months from January, 1914, through to 
the latest dates available is also published. 


Money Is Cheaper than It Was a Year Ago and the Prospects of Financing at Lower Rates Are Better, 
but the Investors Are Still Chary and Companies Seeking Loans Must Be Prepared to Prove Their Case 


Prospects for Electric Railway 
Financing in 1923 


By C. E. Morrow 


Boston, Mass. 


feeling toward electric railway securities in gen- 

eral during the past year and this improvement 
will, in all likelihood, continue in 1923. It can be attrib- 
uted principally to improved railway earnings, and also 
to the fact that there has been a much improved money 
market in which railway securities have shared, but 
not in the same degree as other public utility securities. 
In the absence of any significant change in the economic 
outlook, it may reasonably be expected that electric rail- 
way and electric light and railway companies may look 
forward hopefully toward doing their 1923 financing 
at current rates and perhaps better. 

The improvement in earnings is the result of: 

1. Changed economic conditions which have brought 
about an opportunity for reduced operating expenses. 

2. More sympathetic consideration of railway prob- 
lems on the part of the general public and a seeming 
disposition on the part of regulatory bodies to grant 
relief to traction properties that will enable them to 
work out of the difficulties with which they have been 
beset in recent years. 

The evidence of better earnings is conclusively shown 
in the large numer of. traction bonds that have been 
removed from the list of defaulted obligations, referred 
to again later. 

In many instances long-deferred fare increases have 
finally brought about larger gross revenues. The Boston 
Elevated Railway has profited, too, by the introduction 
of special 5-cent fare routes without transfer, which 
have brought in considerable revenue that would have 
been lost under the regular 10-cent fare. But larger 
gross revenues would have availed little if operating 
expenses had not at the same time shown a general de- 
crease. The improved net earnings, therefore, must be 
ascribed to those economies that have reduced the costs 
of doing business. Among these economies are the more 
general adoption of lightweight cars equipped for one- 
man operation; the use, as in Boston, of three-car trains 
with multiple control on heavy lines; reduction in costs 


[ess has been a noticeable improvement in the 


of railway materials, supplies and equipment; reduc- 
tions in wages to car operators and service employees; 
reduced costs of power, and the more general elimina- 
tion by the roads of the second blue uniform man on 
passenger cars. 

The public has come more and more to realize the 
unfairness of the wild jitney operation that has taken 
away not only the cream of railway revenues but in 
many cases also the milk. There can be no doubt that 
it is unfair to permit unlicensed and irresponsible jit- 
neys to compete with the railway properties, which are 
obliged to establish themselves on a permanent basis 
and to operate under strict regulation of public authori- 
ties. In many cases the number of jitneys has, been 
reduced, the territory restricted and operations limited 
to certain streets not used by the railways. 

The ease in the money market is reflected in the 
downward trend of interest rates. Evidences of this 
are the advances in prices of Liberty bonds from the low 
80s in 1920 and 1921 to around par at the present time. 
General market municipal bonds have advanced in price 
during the same period so that the income yield is ap- 
proximately 1 per cent less than it was only a short 
time ago. Prime first mortgage 5 per cent bonds of 
long-established and stable electric light and power com- 
panies are now selling for long maturities at income 
yields varying from 5 to 53 per cent, compared to yields 
of around 7 per cent and higher in 1920 and the earl 
part of 1921. The market for public utility bond 
showed such improvement in 1922 that a great many 
high rate bonds were called for redemption, frequently 
at high premiums, and replaced with lower rate lon 
term issues. There probably will be more of this rv 
funding at lower rates in 1923. 

The extent to which certain railway companies shared 
in the improved market conditions is instanced in the 
case of the Springfield (Mass.) Street Railway. This 
company found it difficult in 1920 to sell $330,000 of 
refunding and general mortgage bonds bearing 7 per 
cent interest and maturing in 1940. During this past 
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fall, however, it sold $2,134,000 of 6 per cent bonds, also 
due in 1940 and secured under the same mortgage as 
the 7s. The price at which the bonds were offered was 
slightly under par to yield about 6.30 per cent. The 
bonds were not eligible for savings banks in any of the 
New England states and the important savings bank 
market was not available. Nevertheless the bonds were 
quickly sold throughout the New England states. 

There is much encouragement to be found in the 
number of traction bonds, heretofore in default, on 
which interest payments have been resumed or on which 
defaults have been removed as the result of reorganiza- 
tions. Among these are $2,241,000 Atlantic Avenue 
Railroad general 5s, $2,000,000 Brooklyn City & New- 
town Railroad consolidated 5s, $1,987,000 Coney Island 
& Brooklyn Railroad consolidated 4s, $4,821,000 Des 
Moines City Railway general and refunding 5s, $6,118,- 
000 New Orleans Railway & Light refunding and gen- 
eral 5s, $4,200,000 Ohio Electric Railway first and 
refunding 5s and $2,927,000 second and general 5s, 
$4,708,000 Rhode Island & Suburban first mortage 4s, 
$4,500,000 St. Louis & Surburban general 5s and 
$2,000,000 consolidated 5s, $3,685,000 Spokane & Island 
Empire Railroad first and refunding 5s and $9,000,000 
United Traction & Electric first mortgage 5s. 

There is a long list of traction bonds still in default. 
Figures corrected to November, 1922, indicate that there 
are some seventy-nine companies doing a public utility 
business (not including steam railroads) that have one 
or more bond issues in default, amounting in the aggre- 
gate to more than $364,000,000. Of these companies 
sixty-eight, or 87 per cent, are railway properties, in 
which are included a few small companies which also do 
an electric light and power business. The bonds of 
these latter companies which are in default aggregate 
some $348,000,000, or 95.5 per cent. It is hoped that 
1923 earnings will show such improvement that some of 
the defaults can be removed. The Brooklyn Rapid 
Transit Company, with considerably more than $92,000,- 
000 in default, is one of the companies on which high 
expectations are placed. The Kansas City Railways with 
more than $29,000,000 in default is another property 
that «ppears to be working out of its difficulties. 


SALE OF NEW SECURITIES TO CUSTOMERS 


Many electric light and power companies, and in some 
instances combined lighting and railway companies, 
have been successfully selling preferred stocks in small 
lots t: a large number of their customers. It has not 
been infrequent to find that this wide distribution has 
been encouraged by selling stocks on the installment 
plan. The local stockholder is a strong credit asset. 
Sales of such securities direct to the public will un- 
doubtedly enhance senior financing because they pro- 
duce a situation that is wholly desirable. The benefits 
aff more far reaching than the supply of new money 
yhich results. The gain from the intangible good will 
and friendly interest and support shown by such stock- 
‘qlders is considerable. It is hoped that electric rail- 
wgivs will soon be in a position to interest their local 
ustomers in a similar way. There can be no doubt that 
public utility properties under efficient private manage- 
ment with reasonable public regulation and a large 
number of local citizens financially interested present 
a highly favorable investment possibility and would 
seem to approach an ideal combination for public service. 

While the feeling toward electric railway securities 
in investment markets has improved, that does not mean 
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that all traction properties that could not sell their 
bonds in 1922 will, somehow, in 1923 find new money 
flowing into their treasuries. It does mean that inves- 
tors will be more inclined to be interested in railway 
securities of real merit than heretofore. In the last 
analysis, of course, each property coming into the 
market for new money will have to stand on its own 
feet. While bankers will want to know about the extent 
of physical property, its condition, present earnings and 
anticipations, they will also want to be satisfied on 
numerous other points, such as, “What is the state of 
the public mind in the territory served?” “What are 
the prevailing economic conditions?” “Are jitneys 
condoned or encouraged?” “Is the railway management 
harassed by petty governmental interferences or restric- 
tions?” “Is there strong general desire for municipal 
operation or ownership?” etc. 

The railways must not delude themselves about trac- 
tion bonds. They are still generally shunned in invest- 
ment circles. No other type of public utility is so open 
to general attack. It has continued to be popular sport 
by ambitious politicians to go after the “traction 
interests,” and far too frequently the politicians have 
found sympathetic audiences. We are continually read- 
ing about rate controversies with judgments appealed 
from court to court, confiscation of property, wage dis- 
putes, jitneys, public operation or public ownership. 
All of these things are disquieting. Is it any wonder 
that the investor proceeds with caution when offered 
traction bonds? 

It is not uncommon to find in circulars describing 
bond issues of electric light and power companies 
emphasis made of the point that the companies have 
been divorced from traction business. In circulars de- 
scribing the bonds of combined electric light and street 
railway companies the high percentage of earnings from 
electric business is usually pointed out. The inference 
is that electric earnings are ample to meet the total 
charges on the property, even if railway earnings are 
small or should in the future show a deficit. The state- 
ments are intended to answer the questions which in- 
vestors frequently ask, such as, “What is the extent of 
the traction interest in the business?” and “How largely 
are the company’s earnings dependent upon railways?” 

New traction bond issues that may be brought out 
during 1923 are almost certain, in the great majority 
of cases, to bear a minimum interest rate of 6 per cent. 
Most of the offerings will very likely bear higher rates 
and all will undoubtedly be offered at a discount, thus 
making the income yield larger than the interest rate. 
The day of the 5 per cent traction bond has not returned 
and its approach seems still in the distant future. 

How many railway operators can say that they have 
exhausted all the possibilities of improved service, of 
increasing net earnings, of educating the public to know 
the intricacies and difficulties of railway operation, and 
of enlisting the public’s co-operation and good will? It 
ought to be clear to all that a strong, healthy traction 
property is a distinct asset to a community. Conversely, 
a broken down and defunct property is frequently a 
disappointment, sometimes a disgrace, and always a 
matter of concern. In order to increase the respect for 
electric railway securities in investment centers and to 
secure the interest of investors in rehabilitation of 
broken down properties it is essential that the earnings 
position be strengthened and stabilized and the good 
will and hearty co-operation of the public be secured 
and held. 
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Credit Conditions of Electric Railways 
Are Improving 


Prospects Appear to Be Good for Borrowing by the 
Electric Railways at Moderate Rates Unless Some 
Economic Change Now Unforeseen Should Develop 


NE thing is certain. The credit situation of 
()e electric railways is considerably improved 

over that of a year ago. President Todd of the 
American Electric Railway Association, in his speech 
at Chicago, made a point of this fact. John A. Prescott, 
chairman of the committee of public service securities 
of the Investment Bankers’ Association of America, has 
said the same thing of the utilities as a whole. Mr. 
Prescott, looking at the matter from the standpoint of 
the banker who sells direct to the public, said at the 
meeting of the bankers at Los Angeles that during the 
past two years there had been a marked improvement in 
the demand for public utility securities, which, coupled 
with declining rates, has resulted in a broader market 
and higher prices. 

Such recovery as has been made must be judged in 
the light of conditions of the past. There is no blink- 
ing the fact that so far as electric railways are con- 
cerned their credit was at one time well-nigh destroyed. 
The record of the utility defaults as reported by the 
Wall Street Journal in November totaled $349,648,000 
for the electric railways alone, but of this amount $200,- 
000,000 was represented by: the railways of New York 
City, showing plainly the effect of insistence on the 
5-cent fare. It is a sad record, this, but the reason for 
it is not far to seek. It is found very largely in the 
frightful increase during the war-time period of the 
cost of everything entering into the operation of the 
railways and the slowness of appreciation on the part 
of regulating bodies of the need for prompt action to 
secure greater revenue for the lines. Mr. Richey’s in- 
dex of street railway fares shows that the average 
in 1913 was 4.84. Only very slight increases show in 
this respect prior to May, 1918. when a fairly uniform 


appeared. In one instance at least recently has an 
investment banking house, though not at the time of- 
fering any specific railway issues, advertised its faith 
in strictly railway issues. This house was Bonbright 
& Company. It ascribed its faith in such issues to: 
The reduced cost of materials. 

Reduction of labor costs. 

Increased fares. 

Partial elimination of uncontrolled jitneys. 
Marked economies in operation. 

Improvements in public relations. 

The analysis of the situation which this company pre- 
pared at that time was published substantially in full 
in the issue of the ELECTRIC RAILWAY JOURNAL for Aug. 
5, -1922, page 197. 

But this is not the only instance in which faith has 
been expressed in the traction securities by investment 
bankers. In the preparation of this article expressions 
of opinion were solicited from members of ‘eating in- 
vestment houses scattered over the United States, and 
they are unanimous in their sentiment that the credit 
situation and the financial outlook for the electric rail- 
ways have improved during the last year. The change 
is pretty generally ascribed by the bankers to a combi- 
nation of the general downward tendency of interest 
rates and to the improved condition of the industry. 
Agreement was not so general, however, over the ques- 
tion of whether it might reasonably be expected, in the 
absence of any significant change in the economic out- 
look, that the electric railways or combined electric 
railway and light companies could look forward to do- 
ing their 1923 financing at current rates or perhaps 
better. In some cases the opinion prevailed that the 
railways would be able to do their financing on a better 
basis in 1923 than during the past 
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Eleven Months Ended — 1922-— 


COMPARATIVE STATEMENT OF PUBLIC UTILITY FINANCING 


few years, but others felt that the 


fant = railways must still prove their right 


Total 


Total ¥ 


Nov. New Capital Refunding New Capital Refunding. to cheaper money. The bankers re- 
Long term bondsand notes $414,476;539 $198,894,661 $613,371,200 $333,739,000 $93,986,000 $427,725,000 . = 
Short term bonds and. EGE Bob con eo. ke oN plying were not all of the same opin- 
notes... ch tuaan eae 18,245,0 O11, 256, 372, 36,623,000 59,995,000 ; ; ; i 
Stocks....; 232,293,070 26,556,625 2581849,695 111,204,590 81557:280 119:761,879 100 On this point, even in the case of 
-—_—__—— = - ~ combined railway and light com- 
Tdtalleen «saan cudeens $665,014,609 $245,462,286 $910,476,895 $468,315,590 $139, 166,280 $607,481,870 é y 
wis ins _. panies. Some seemed to think that 


rise started, reaching its high point of 7.24 in May, 
1921. Since then there has been a decline to 6.96 at 
present. Even at the last-mentioned figure the rise 
over 1913 has been more than 40 per cent. 

As a matter of fact so bad did the credit situation 
of the electric railways become that, as Mr. Morrow 
points out in his article elsewhere in this issue, it was 
not infrequent two or three years ago to see in invest- 
ment advertising of utility issues the statement that 
the property of which securities were being offered did 
not include any electric railway lines. It has been a 
long while now, however, since the last of these ads 


these companies were already doing 
as well in the money market as might be expected, 
while others thought that the rates for such companies 
might go even lower. On one point, however, all were 
in agreement. That was to the effect that any company 
which widely distributes preferred stock among the pub- 
lic that it serves automatically presents a certificate 
testifying to efficiency and the ability to handle public 
relations problems satisfactorily. 

A representative of one of the largest investment 
banking houses dealing in public utility securities was 
emphatic in the position that he took to the effect that 
the credit situation of the electric railways improved 
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during 1922. As proof of this he said that some rail- 
way financing had been done during the last six months 
of 1922 that could not have been done during the first 
six months. While the amounts were not large, they 
were indicative of an improved condition. The opinion 
of his house was that this was due to a combination of 
the general tendency downward of interest rates and to 
the improved conditions of the electric railway indus- 
try. According to this authority a combined electric 
railway and light company should have no difficulty in 
doing its financing this year, provided the electric rail- 
way was not a liability, but in the case of a compan” 
doing only a railway business, the prospective buyer of 
the security would have to be tempted by the price as 
well as the security itself. His opinion was that cus- 
tomer ownership of stock has done more to strengthen 
the public utility situation and actually to save it than 
anything else that could have happened. In this con- 
nection the criticism was offered that the utilities blun- 
dered during the last twenty-five years by their willing- 
ness to pay for extensions and additions by the creation 
of various forms of indebtedness. The tendency has 
been to do too much borrowing. This is being cor- 
rected, however, by the growing realization that a part- 
ner is a much better associate than a creditor. In 
short, as this authority sees it, the traction situation 
has improved, many individual cases have been 
straightened out and the credit situation of the electric 
railways is better than it was, but a good many prob- 
Jems remain to be solved. 


GENERAL CONDITIONS IMPROVED 


Of course the factors that affect the operation of the 
electric railways are largely the same as those that 
govern the ordinary lines of business, but the freedom 
of action is not the same. True, the reduction in the 
cost of labor to the electric railways has been only 10 
per cent from the peak, but a good deal of the hazard 
has been removed from electric railway work by the 
“decasualization” of labor so that the turnover has been 
reduced considerably, a factor which has made for 
economies in other directions. 

The jitney situation is greatly improved, although the 
bus as a competitor has loomed large in other directions, 
but this will be self-corrective, as the laws of twenty- 
three states now provide for the regulation of motor ve- 
hicles, used as common carriers, and the prospects are 
that regulation of this kind will be extended in the 
future. In fact, such regulation will be a subject be- 
fore many of the legislatures now in session. Public 
relations are certainly greatly improved over the old 
days. Perhaps the most important point in this con- 
nection is that the battle has been won for recognition 
of rights of the utilities to a living rate of return. 

- New laws and court decisions have placed the railways 
en firmer grounds and established in many cases rates 
that insure a reasonable return on invested capital. 

All these things have worked to restore confidence 
in electric railway securities. Of course, money rates 
have declined materially from the extreme peak of 
the war-time period, but that fact alone does not 
explain the ability of the utilities to do their refinanc- 
ing during the past year on terms fairly favorable to 
them. The companies went into the market in compe- 
tition with other bidders in all lines, and a survey of 
recent offerings shows the respect with which investors 

_ now regard the utility issues as compared with some of 
the industrials. Bankers report their shelves pretty 


well swept of such issues. As for stock issues, there 
have been many notable sales during the past year 
direct to utility customers, with more in prospect for 
the coming year. Such sales are in direct line with the 
advice given by the banker speakers at the 1921 meet- 
ing of the American Electric Railway Association. They 
introduce an element that has had a stabilizing effect 
on the other security issues. 


MANY SALES OF STOCK TO CUSTOMERS 


In these sales of security issues direct to the gen- 
eral public the better credit situation of the elec- 
tric railways was reflected. Two typical cases are those 
of the Milwaukee Electric Railway & Light Company 
and the Public Service Corporation of New Jersey. 
These are combined properties. In 1921 the Milwaukee 
company borrowed from home investors through an is- 
sue of 8 per cent preferred stock, while in 1922 it suc- 
cessfully disposed of a similar issue with a dividend rate 
of 7 per cent. The 8 per cent issue is now at a premium 
of 10 per cent above par. This quotation of 110 is the 
callable price. The experience of the Public Service Cor- 
poration has been similar. Extending over from 1921 
to 1922 it sold to local investors in the territory which 
it serves an issue of 8 per cent preferred stock. The 
quotation for this issue is also well over par. So con- 
fident is President Thomas N. McCarter of the position 
of his company that he recommended that the stock- 
holders give up the privilege of redeeming the issue at 
110 per cent of its par value and also recommended to 
them that they change the dividend provision on the 
remaining authorized but unissued preferred stock to 7 
per cent instead of -8 per cent. With the redeemable 
feature removed, he sees still higher levels for the 8 
per cent preferred issue, while he is confident of his 
ability to dispose of a 7 per cent issue locally at or 
about par. The last quarterly dividend on the common 
stock of this company was at the rate of 8 per cent a 
year. Aside from the sale of this stock locally, the com- 
pany has scored another stroke in bettering its public 
relations by announcing a cut in power rate. 

These are among the most notable examples of the 
sales of preferred stock to employees and consumers, 
but there were many others. Among them were the 
Bangor Railway & Electric Company, Columbus, 
Delaware & Marion Electric Company, a reorgani- 
zation of the Columbus, Delaware & Marion Railway; 
Interstate Public Service Company, Pacific Electric 
Railway, Portland Railway, Light & Power Company, 
and the West Penn Railways. One or two of these com- 
panies report that it is difficult to say what effect, if 
any, customer ownership has had on public relations, 
as there has been no occasion for a real test, but others 
are agreed that customer ownership has had an impor- 
tant influence in bettering public relations. As for the 
cost of such sales, it has varied from $2 per share to 
as much as $12 per share. The average cost of selling 
issues for which figures are available was $6 per share. 
In this connection, however, it must be borne in mind 
that in most of these cases the issue was disposed of 
locally at a better basic price than could have been 
secured in the open market for a bid of none or all. 
Moreover, it usually costs more to dispose of a smaller 
issue than one not too large. These data all relate to 
the companies mentioned, but these companies do not 
represent all the utilities, either railway or combined 
railway and light companies, that have sold stock direct 
to the public. There were the notable examples. pre- 
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viously cited, in Milwaukee and New Jersey, and in 
addition there were offerings by the Gary Street Rail- 
way, the Northern Ohio Traction & Light Company, 
the Pennsylvania-Ohio Electric Company, the Tri-City 
Railway, the Iowa Railway & Light Company and 
others. 

This tendency to cater to the small investor has not 
been confined to the sale of stock issues. The baby 
bond has come to be a real factor; in fact, much more 
of a factor than is perhaps generally realized. The 
war opened the eyes of the investment banker to this 
field of operation. In the case of utility and industrial 
bonds, it has been found that the small investor is very 
often the long holder. He has a great deal more invest- 
ment sense than he ordinarily receives credit for hav- 
ing. In proof of the growing magnitude of issues put 
out in small denominations the Wall Street Journal has 
recently published several lists of $100 bonds. One of 
these contains about 204 utility issues, covering gas, tele- 
phone, electric light, electric railway and the issues of 
companies that combine two or more of these activities. 
Of this number thirty-three were of straight electric 
railway issues or combined light and power issues. 

After all, however, the matter of credit reduces itself 
to the individual company. ‘There is of course a mass 
trend to the.money market. Money is relatively cheap 
or it is dear, but the borrower secures additional capi- 
tal within the range of current prices at a relatively 
low or high figure compared with the spread of prices. 
in conformity with his credit standing. An example or 
two will suffice to point a moral. Money rates were low 
last year, as compared with the war-time period, but 
it took a combination of a good credit rating and seiz- 
ing of opportunity to complete these transactions. 
Thus, as a result of putting out an issue of refunding 


and first 5 per cent bonds, one combined utility was 
able to call $4,950,000 of 74 per cent bonds issued dur- 
ing the money stringency of 1921 and in addition to 
redeem approximately $3,000,000 of additional funded 
debt bearing a high rate of interest. In the absence of 
direct information and allowing for possible premium 
and discount on the old and the new issues, the saving 
in yearly interest charges, in this particular case is 
probably somewhere near $100,000. Earlier in the 
year the Columbus Railway, Power & Light Company 
arranged to call $3,00,000 of 8 per cent bonds outstand- 
ing, with a saving of $41,000. - 

These are of course isolated cases.- There fell due 
in 1922 $160,015,860 of railway or combined railway 
and light issues. As money, in a sense, went begging 
in the early part of the year a number of companies 
anticipated their maturities. A good deal of the re- 
funding carried out was of short-term issues carrying 
interest rates in many instances as high as 8 per cent. 
On the other hand, many long-term issues fell due that 
had been placed at coupon rates as low as 43 per cent. 
It is impossible under the circumstances even to hazard 
a guess as to whether as a whole on the basis of last 
year’s refinancing the fixed charges of the railways and 
the combined railway and light properties were mate- 
rially reduced. In this connection the figures for the 
new year are significant. From the record of maturi- 
ties as compiled by the Wall Street Journal the accom- 
panying summary covering the railway and the com- 
bined railway and light properties has been prepared. 
It shows that there are only $94,851,800 of such 
maturities in 1923, or a little more than half the 
amount falling due in 1922. This in itself is a very 
helpful factor for the new year. 

For the eleven months ended with November the total 


STATEMENT OF PRINCIPAL ELECTRIC RAILWAY MATURITIES COMING DUE IN 1923 


January May September 
Corporation Rate Amount Corporation Rate Amount Corporation Rate Amount 
Ohio Traction notes........... ey; $1,878,000 | Commonwealth Pr., Ry. & Lt. notes. 4 250,000 | Scioto Valley Traction Co. Ist..... 5 1,426,000 
Lake Shore El. Ry. cons..... oes 1,630,000 | Mobile Street Railroad Ist.. 250,000 | Southwest Missouri Elec. mie wei. 1,150,000 
Jackson & Battle Creek Tr. Ist ee 1,200,000 —————— | Binghamton Railroad Ist.. “2, 4 462,000 
West End Street Railway Ist. . 4 700,000 May total cee wemnitnreov.e enero vs $500,000 | Webb City Northern Ist........ oe] 200,000 
Sr fearprigh = ee ay Ist... xg begs Jane Louisvile & So. Indiana Tr. Co. Ist.. 5 1,000,000 
Milford xbridge St. Ry. Ist. P " rol ———— 
Eastern Massachusetts St. Ry..-... 6 300,000 | Cuehee, iontmnonenes 2 uBrievO™ 5 3.300,000| | -Semntehuber: Getalaetiae a aietac ry. f: $4,238,000 
Jamestown Street Railway Ist..... 6 300,000 Lehigh! Traction Co. Ist........... 5 "500,000 October 
Jersey City & Bergen R.R. Ist..... 4} 258,000 | Lowell, Lawrence & hey erhill St. United Rys. of St. Louis rec. cert.... 7 4,200,000 
Interurban Railway deb.. 6 250,000! Ry. Ist 5 479,000 | Cass Ave. & Fair Grds Ry. Ist..... 6 1,640,000 
Webster, Monessen, Belle Vernon & Portsmouth, Dover & York Ry. & Eastern Wisconsin Ry. & Lt. Ist... 5 1,182,000 
Fayette City Street Railway. 6 250,000 Licht Coa eee ee 4h 450,000 | Clev., Painesvle & East. R.R. cons.. 7 1,131,000 
Oskaloosa Traction & Light Co. Ist. 5 216,000 | Ww. Penn. Trac. & Wat. Pr. Co.notes 7 299,000 | Clev., Painesvle. & East. R.R. Ist.. 7 000 
———————— ————_——— | Dayton, Springfield & Xenia So. Ist. 5 426,000 
January totalies cee sees se $7,997,000) | yung totale meee eee eee $4,228,000 | Scranton & Pittston Traction Ist... 6 295,500 
February Fuly Blue Hill Street Railway Ist.. Pe 250,000 
Brooklyn Rap. Tr. receivers’ cert... 6 14,000,000 Monongahela Valley Trac. gen a 6,615,000 Christopher & Tenth Street lat certs 4 210,000 
Cleveland, Southwestern & Col. Ry. 5 1,400,000 | Comp. Hts., Un D. & M. term Ist... 5 "986,000 Se 
Ind., Col. & So. Tract. Co. Ist...... 5 932,000 Lehigh Valley. Trans. collateral trust 6 924,200 October totale, so is cin heseueees $9,834,500 
Saginaw Vs alley Traction Ist.... 5 584,000 Bridgeport Traction Ist........... a) 706,000 E November 
Canton-New Philadelphia Ry. Ist... 5 565,000 | Northern Illinois Light & Trac. Ist. 5 668,000 | Milwaukee Elec. Ry. & Lt. notes... 7 3,600,000 
Montgomery Street Railway Ist.... 6 350,000 | Niagara Falls & Susp. Br. Ry. Ist... 6 500,000} Milvale, Etna & Sharpsh Ist....... 5 741,000 
Oklahoma Pr. & Transport. notes.. 6 329,000 Se 
February total.........--....00++: $17,831,000 | Pittsfield Electric Street Ry. Ist.... 4 300,000! November total................... $4,341,000 
March Wisconsin Gas & Elec. Co. notes.... 6} 300,000 December 
Ind. & Northwestern Tract. Co. Ist. 5 2,470,000 | Winnipeg. Selkirk & Lake Winnipeg Washington Railway & Elec. gen... 6 1,000,000 
Danville, Urbana & er pect Ry lets iter he ca ote iid 400,000 | Federal Light & Traction notes... .. 7 947,000 
Rey: dats 2: oduct eee : 5 2,000,000 ——— | Federal Light & Traction notes... .. 6 715,000 
Eastern Wisc. Elec. Co. notes. . 7 1,200,000 July total. dé waearcoe eee +1ccy 8 $11,728,200 | Hagerst. & Frederick Ry. l-yr. notes 7} 540,000 
Ohio Central Traction cons. . 5 305,000 August oe een 
Kentucky Utilities deb......... eh 380,000 | Boston & Worcester Street Ry. Ist.. 43 2,460,000 December total |... .:/),:s ssh bee ee $3,202,000 
" 355,000 Bloomfield Street Railway Ist...... 5 50,000 
March total sp-s itoetaneiat $6, ‘: a Railway notes and bonds maturing in: 
Aprit Aougust totals sec aebbete sas waa, Mac $2,710,000: January: i. SN gence Gate ae $7,997,100 
Tri-City Ry. & Lt. Co. clt.. 5 6,696,000 HebrharG <5 ic sce Oi pevak eee 17,831,000 
Detroit United Ry notes.......... 7 4,500,000 = MBE OR. 5 cin minnie a hintc Mate ee eas Rie 6,355,000 
St. Louis & Suburban Ry. gen. hate 4,500,000 ADU. aory i aan eatene anh eee ee 21,887,000 
Wilmington & Chester Tract. Co... 6 2,305,000 r y a he 4 1 Pree | Se Re ie Loen) > be dar aids 00,000 
Springfield Street Railway ttn) 4 1 700,000 As indicated in the accompanying June Mn aa Sk cae ee Cea nS 4,228,000 
Jenver Tramway Power Imp. A i P LO oe eee ai ae nr 11,728,200 
Holyoke Street Railway deb... |. 5 265,000 ee ee sie Sige hee Sia call fs Naa dha Sie nol ae 2,710,000 
Evansville & Princeton Tract. Ist... 5 260,000 turities or e year is in Bepteniber’..uses cbWats edna kae 4,238,000 
en ig ee Ist, - i 3 ape striking contrast to the total of Gotober. .....+-. sl inact is a eahoed ME 9,834,500 
itizens Elec. Ry & Pwr. cons.. iti INOVOMLDOR ai ees. As < CY TW Upto dns 4,341,000 
Joliet Railroad general............ 5 400:000| $160,015.860 of maturities for the | permber 3,202;000 
ens) “YOR Laas pl ete 
April total $21,887,000 Grand total... cs2e peice ccd $94,851,800 
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of all utility financing as reported by the Commercial and 
Financial Chronicle was $910,476,895. This includes of 
course all utilities, among them gas compaines, telephone 
companies and water companies. For the entire year the 
Electrical World reports the financing for the electric 
light, and power companies and combined electric light 
and railway companies at $589,960,990. 

On this matter of statistics it is recognized that there 
is a need for comparable figures going into greater 
detail than those now ordinarily available through the 
usual financial channels. The newspapers and financial 
journals make a good job of the work which they at- 
tempt, but after all they are essentially newspapers and 
there are limits beyond which they cannot go. Recog- 
nizing this, the Investment Bankers’ Association of 
America, through its committee on public service securi- 
ties, is planning to keep a complete record of financing 
activities in the public utility field, according to a re- 
cent announcement. To this end, Henry R. Hayes, 
chairman of the public service securities committee of 
the association, has sent out a letter to all the members 
of the organization, urging their co-operation in this 
connection. The work of the committee includes, 


among other things, keeping in touch with the require- | 


ments of utilities, securities offered for sale, and legis- 
lation affecting the securities offered. 

Reference has been made previously to the trend of 
the bond market last year. That is by no means a 
criterion by which to judge accurately probable move- 
ments for 1923, but in referring to the prospects for the 
coming year the National Bank of Commerce says that 
the two major causes which explain the movement of 
the bond market during 1922 are of great significance 
in relation to its probable course in 1923. During the 
last twelve months that market passed through three 
distinct phases: a rapid advance, a period of relative 
stability with a moderate upward tendency, and a period 
of moderate decline. The upward swing which began 
in midsummer of 1921 was unchecked, save for tem- 
porary and quite unimportant recessions, until June, 
1922. This advance was more rapid and persistent than 
any recorded in recent financial history. All classes of 
bonds shared in the gains, and prime securities were 
brought back to what would have been an average yield 
before the war, if some allowance is made for the al- 
tered tax situation. 

During the period of rapidly advancing prices new 
offerings were very heavy. The approximate total for 
the ten months ending with October was $4,700,000,000, 
which. amount included refunding of old issues. Of 
the total $3,180,000,000 was offered from January to 
June. For a time, because of expectation of advancing 
prices, new issues were bid for eagerly, in some in- 
stances at prices to yield less than the investing public 
was anxious to accept. 

From July until autumn the undertone of the market 
was firm and the various averages of bond prices con- 
tinued to advance, although more slowly. The strength 
of good investment issues was especially marked. Dur- 
ing this period interest in new issues flagged. The 
market had definitely lost the enthusiasm prevailing 
during the earlier months of the year. The downward 
movement began in September and it was unchecked 
until the first week of November. Since that time the 
market has moved irregularly and through a very nar- 
row range. 

_ As a result of general business unsettlement in 1920 
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and the earlier months of 1921 many excellent bonds 
had declined below what they were worth for permanent 
investment. This situation was certain to be corrected 
as soon as business stability was regained. 

The second factor of change in the money market was 
the purchase of bonds with funds ordinarily employed 
in commercial and industrial enterprises. During the 
long period of liquidation many businesses accumulated 
funds which were not immediately required for their 
current operations. In the interim it was necessary to 
employ this money, and many turned to the bond mar- 
ket, at first because the yields on many issues were very 
attractive and later because of the expectation of profits 
on a rising market. 

Bonds bought for temporary investment were certain 
to come back on the market sooner or later, and under 
these conditions the market was also peculiarly sensi- 
tive to money rates. Declines in prices during the 
autumn months have been due in considerable measure 
to this situation, but they have been moderate, and it 
seems probable that the further elimination of this 
speculative element from the market will be so gradual 
as to have in itself little further effect. 

As the banking authority previously quoted sees it, 
in 1923 the general business situation will exert only 
its ordinary influence on the bond market. Stable busi- 
ness ought to be reflected in a corresponding stability 
in good securities. Political conditions will continue 
to be the dominant factor for some foreign bonds and 
money rates will exert their customary effect upon the 
course of security prices. It seems probable that for 
the first time since 1914 the American bond market 
will again become primarily an investors’ market. It 
will be increasingly discriminating and will be affected 
to a lessening degree by temporary and speculative in- 
fluences. 


TAX RECOMMENDATION RENEWED 


In connection with the matter of future finance, it is 
of interest to note here that the President in his mes- 
sage to Congress renewed the suggestion that the non- 
taxable feature of bonds of political subdivisions be 
removed. This, of course, is in line with the best 
thinking of the day on the matter. Eventually the goal 
sought to be obtained by the president will undoubtedly 
be attained, but just at this time the recommendation 
is perhaps of greater interest as a manifestation of the 
growing realization of the evil of the tax-exempt bonds 
than for any prospect it holds out of the end sought 
being achieved in the near future. 

But where does all this point? It points, unless all 
signs fail, to bright prospects for the future. Of 
course, industry has expanded in the last half of the 
year and commercial borrowers have again come into 
the market for goodly sums. This has had a tendency 
to stiffen money rates somewhat, so that they have ad- 
vanced, particularly to industrial borrowers. All busi- 
ness is hazardous, as the electric railway managers 
found out, but there are few lines of activity which, 
taken over a span of years, offer the stability that does 
a well-managed utility. Having won their case before 
the courts of law, having in most cases bettered their 
public relations materially, and having in many cases 
strengthened their financial structures, the electric rail- 
ways, it would appear, have every reason to look for- 
ward hopefully to financing capital expenditures during 
the coming year. 
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Railways Will Spend | 
$24.0,000,000 in New Plant and Equipment 


1923 Purchases for Modernizing and Producing the Service 
at Lower Cost Will Be 60 per Cent Greater than 
in 1922—This Gives a Definite Measure of 
the Improving Financial Conditions 


that must always be made for materials and supplies 

to keep the wheels turning, city and interurban elec- 
tric railways of the United States will spend the huge 
sum of $240,000,000 for new plant and equipment dur- 
ing 1923. This is an estimate of the budget of the 
industry for this year, as far as it relates to the pur- 
chase of new plant and equipment, paving, tools, econ- 
omy devices, etc. These planned purchases for 1923 
are practically 60 per cent greater than were the same 
expenditures for 1922, when the total amounted to some 
$151,000,000. 


These expenditures will be divided among the three 
main accounts, as set up in the A.E.R.A. standard 
classification, as shown in the accompanying table. 
This gives a very tangible measure of the extent to 
which the credit and financial ability of the electric 
railways are coming back. Their returning prosperity 
has been plainly evident as 1922 wore on and as now 
shown indisputably in the statistical studies made by 
this paper and published elsewhere in this issue. 


I: ADDITION to the very large normal expenditures 


Increases in. expenditures planned in the budgets of 
the electric railways for 1923 show unquestionably that, 
taken as a whole, the electric railways have turned the 
corner, their difficulties are rapidly mending, confidence 
in their future is more solid, and that the quagmire 
under their securities is certain to be dried out and 
become firm ground, thus enabling them in the com- 
paratively near future to proceed with the needed ex- 
pansion on a reasonable basis of financing. 


HOW THE FIGURE WAS OBTAINED 


In order to determine what the probable expenditures 
in new plant and equipment would be during 1923, the 
ELECTRIC RAILWAY JOURNAL requested information 
from the 107 Class A companies as to 1922 expenditures 
and what they planned to spend in 1923, both divided 
as among way and structures, equipment and power. 
Definite figures were supplied by forty-seven companies, 
practically all of the remaining companies responding, 
but either declining to give the figures or stating that 
they could not tell at this time, or indicating that a 
budget or the planning ahead of expenditures for the 
year was not a part of their routine. The figures for 
these forty-seven companies were summarized and the 
figures for the entire industry caleulated from them, 
proportionately, based on track mileage and cars oper- 
ated. Both track and cars were used because neither 
alone gives a proper measure of the buying power of 


the industry. The actual figures supplied by the forty- 
seven companies totaled as follows: 1922, $31,200,000; 
1923, $51,800,000; the latter being an increase of 66 per 
cent over 1922. 

A number of the companies which were unable to give 
any estimate stated that they were expecting to make 
large expenditures in rehabilitation work but this was 


“BLECTRIC RAILWAY JOURNAL” ESTIMATE OF 
EXPENDITURES DURING 1922 AND 1923 


Per Cent 
Increase. 
1922 1923 1923 Over 1922 
Way and structures... . $85,000,000 $105,000,000 23.5 
Equipments iis dehiectetccer 38,000,000 90,000,000 137.0 
POWED e540 4s haben eect 2SyO0;000 45,000,000 60.6 
Total a. gt tae. $151,000,000 $240,000,000 59.0 
contingent upon local political situations. It may be 


assumed, therefore, that many of these situations will 
be cleared up and expenditures will thus be made which 
will offset abnormal conditions that may arise with other 
companies tending to cut off expenditures, Further- 
more, several of those that gave figures stated that a 
much larger amount would be expended than indicated 
if the money’ market for their securities showed im- 
provement, or if some political difficulty or franchise 
matter was settled. Any improvement in such cases 
would then tend to improve the showing as applied to the 
entire industry. While some may say that the smaller 
companies will probably not make expenditures propor- 
tional to the larger companies in point of cars and miles. 
of track, there are many small companies which are 
among the most prosperous. Furthermore, a number of 
the very largest Class A companies are missing in the 
figures used as the basis for the industry estimate, 
and this tends to decrease any over-influence of the 
large corporations. Also the JOURNAL editors have made 
allowance in this direction by scaling down to take into 
account a possible differing situation with respect to 
the smaller companies. The main reason for approach- 
ing only the larger companies was to simplify the work 
of compilation and because comparatively few of the 
smaller companies operate on a budget basis. 


In looking into the detailed figures it is interesting 
to note that the largest increase in expenditures during 
1923 compared with 1922 will be in the purchase of new 
equipment. The expenditures for way and structures 


will lead in 1923 as it did in 1922, but will be only 16 per 
cent greater than for equipment instead of more than 
100 per cent greater, as was the case last year. 
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“The Attendants at the Convention Helped the Yellow Cab Company Pay an Extra Dividend” 


Over the Road with Father Time 


By G. J. MacMurray 


News Editor ELrctric RaAILwAay JOURNAL 


Some Sense and Some Non-Sense Glimmed Out 
of the Year’s News — The Bumps of 1922 Don’t 
Appear So Bad Now That You Have Taken Them 


this introduction every electric railway man is 

expected to respond promptly. He will if he 
happens not previously to know that the lady is already 
married. She has a husband of her own, and in the 
American Magazine she makes a few remarks about 
husbands in a most delightful way. In that respect 
she seems to score visibly over Ring Lardner, to whom 
was assigned the task of dissecting the ladies. One 
article was headed “Say It with Bricks’; the other 
“Say It with Oil.’ To Mrs. Putnam there is very little 
that is romantic about a man with shaving cream on his 
face and his suspenders draped over his hips. She 
loves her husband but she is not oblivious to his short- 
comings. The relation of the writer to the electric 
railway industry is somewhat similar to that of Nina 
to her husband. He loves it but he sees it too often 
with its face covered with lather, and its suspenders over 
its hips, as it were, not to enjoy its moments of un- 
concern. Thus it was at Chicago. 

Aside from the fact that the convention forsook the 
privately owned stock yards for the beautiful Municipal 
Pier as the place for holding the meeting, there were 
other seeming incongruities. For ‘instance, there was 
a beautiful map of the city got out by the railway 
association which showed among other things the street 
car lines that could be used to reach the pier, but if any- 
body in attendance at the convention other than the 
writer used these lines, there was no evidence of it. 
The attendants at the convention, concerned with means 
of boosting the electric railways, helped the Yellow Cab 
Company to pay an extra dividend. It was a great con- 
vention as far as the cab company was concerned, the 
greatest of all except one, the cab drivers said, and that 
was the bakers’. The railway men have the “rubber 


Ne WILCOX PUTNAM is a clever woman. To 


urge,” as Zenas W. Carter said, but apparently they 
don’t know they are victims of it. All of this may seem 
trite, but there isn’t much that remains to be said about 
the convention now that the JOURNAL editors have fin- 
ished discussing the meeting. So much for that. 

In the article similar to this which appeared in the 
JOURNAL for Jan. 6, last year, the writer referred to the 
statistics elsewhere in that issue being like hash, be- 
cause most anything could be put into it. All that was 
achieved by that excursion was to incur the temporary 
displeasure of the men who worked on these figures, 
so that the three-hour-for-lunch club among the editors 
was minus a member for several days. Statisticians are 


‘T know he { ‘1 wonder 
wouldnt dare Well. how long 
we're ready he is goin: 


for him to keep away 


“The Three-Hour-for-Lunch Club Among the Editors Was Minus 
a Member for Several Days” 


sensitive beings, it seems. Moreover, they appear to 
know all the different wheezes that have been got off in 
the past about them. They were patiently waiting 
this year for us to come to them and ask: “What do your 
figures for 1923 prove?” We felt the proud man’s con- 
tumely once. That was enough. 

As Will Rogers says, it is the opening that counts. 
Having placated both the railway men and the editors 
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at the start, it ought now to be possible to proceed, 
whether that be in chronological order, in historical se- 
quence from the most important subject to the less im- 


portant, or without any attempt at law and order. After 
all, the important thing in life is salesmanship. Some 
railway men forgot for a time that this was so. In con- 


sequence a gang of 
newspaper men is at 
work for state com- 
mittees throughout 
the country trying 
to get the public 
back on the right 
track and Labert St. 
Clair is busily en- 
gaged on a similar 
problem at the Amer- 
ican Association 
headquarters. This 
is all good stuff, and 
it would be nice if 
as much could be 
said of all the house 
organs, but it can’t. 
The contents of most 
of them are pretty 
good, but there is considerable room for improvement. 
In this connection Robert C. Benchley has made some 
pointed comments under the title “Effective House 
Organs” in his book “Love Conquers All.” Of course Mr. 
Benchley exaggerates, but so do all other humorists 
and satirists. That’s where their art comes in. They 
distort the truth without destroying it. It is easier to 
quote Mr. Benchley than to paraphrase what he says. 
As a typical example of house-organ inanity he quotes: 

“Every one is wondering who the person is who put 
chocolate peppermints in some of the girls’ pockets 
while they were hanging in the girls’ rest room Thurs- 
day afternoon, it being so hot that they melted and 
practically ruined some of their clothing. Some folks 
have a funny sense of humor.” 

Mr. Benchley suggests: 

“Perhaps some one will start a house organ edited 
by the employees for circulation among the bosses, con- 
taining newsy notes about the owners’ families, quota- 
tions from Karl Marx, and the results of the profit- 
sharing contests. This would complete the circle of 
understanding.” 

As this is the era of reform, it is to be hoped that 
the house organ will be next in line to be tackled by the 
Committee of One Hundred or some other strong organ- 
ization. To appropriate an expression used by Heywood 
Broun, some of these house organs are about as effective 
in their way as it would be for a man to help swell the 
Niagara current by spitting into the Niagara River. 

The sales idea as applied to transportation is some- 
times misapplied, but on the whole the industry is react- 
ing favorably in the matter. This has been evident 
at most of the convention meetings during the year. In 
this work the weekly pass has been a considerable factor. 
It furnishes concrete evidence of the willingness of the 
railway to do something extraordinary for the public. 
The spread of its use has been remarkable. Moreover, 
the realization has been growing steadily of the real 
value of the service performed by the electric railway 
in the community. Yes, it’s true. In a particular case 
here and there doubt may still be felt about it, but on 


“Every 
Chocolate Peppermints in Some of 
the Girls’ Pockets” 


One Is Wondering Who Put 


the whole it’s true. Saginaw may still be without elec- 
tric railway service, but as contrasted with Saginaw 
there are the settlements of the jitney question arrived 
at in Augusta, Toledo, Kansas City, Spokane, Provi- 
dence and Des Moines to mention just a few. True, the 
citizens of Augusta were without electric railway service 
for several weeks, but they appear to have learned their 
lesson. 

Strikes were among the other causes of service sus- 
pensions. One of the most bitterly contested of these 
has been the dispute in Buffalo. The brief Chicago 
strike discommoded the greatest number of people, but 
in Columbia, S. C., in the early part of the year there 
was a strike which so far as a small city is concerned 
was one of the worst that has occurred for some years. 
Steubenville, Ohio, not to be outdone by any big city, 
also had a serious strike. In the Buffalo case it cer- 
tainly is a strange study in contrast that the man at the 
head of this property should in Philadelphia be con- 
sidered as a benevolent chief, while in Buffalo he is 
regarded as a despot. In Philadelphia the socializa- 
tion of industry has been pretty nearly made a fact by 
Mr. Mitten, but in Buffalo, strange as it may seem, the 
attempt being made to achieve the same footing for the 
workers is being contested by the so-called representa- 
tives of the men. 

Everywhere the question has been how to better the 
service. In New York both the companies operating 
the rapid transit lines and those running the surface 
roads fell in with the ideas of the commission as to what 
should be done and a series of service standards was 
promulgated based on the growing ability of the com- 
panies to meet the demands which it was intended to 
make upon them. Instead of formal proceedings now, 
there is a monthly conference at which members of the 
commission and the officers of the surface lines go over 
the facts. In Chicago cars have been rerouted in the down- 
town section. Nashville, Memphis, Atlanta and Kansas 
City are among the other cities that have gone forward 
in the movement to better local conditions of service. 
In this connection the extension of service with one- 
man cars was extraordinary, as was also the application 
of light-weight cars to interurban service. At the same 
time there was a further extension of the idea of de 


“The Spread of the Use of Weekly Pass Has Been Remarkable” 


luxe service to the operation of the interurban lines. 
Thus the Kansas City, Clay County & St. Joseph Rail- 
way adopted the chair car idea with excellent results 
and the Sacramento Northern Railroad has put into 
commission a luxuriously furnished dining and observa- 
tion car, which is being operated over the company’s 
lines from Chico to Sacramento and thence direct to 
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San Francisco, via the Oakland ferry. Under this plan 
there is no change of cars during the entire 184-mile 
trip between Oakland Pier and Chico. 

Another innovation was the appearance of the turn- 
stile car. The ways in which this device has been 
worked out certainly speaks well for the ingenuity of 
the men engaged in street railway 
work. At a meeting of railway men 
a few years ago one of the speakers 
predicted the so-called push-button car 
for the future. It certainly looks as saranama 
if that device were on its way. The — 
subway trains in New York are fast 
approaching this goal, a great many 
being operated with only one guard on 
a train. Operation is becoming more 
automatic every day in every way. 
Perhaps M. Coué can suggest the way. 
' And now apparently this account comes to a direct 
pause. The subjects which the notes show should re- 
ceive attention are so diverse that it seems well-nigh 
impossible to tie them together. It is like committing 
journalistic hara-kari to admit this, but some one has 
said that open confession is good for the soul. On its 
financial side the status of the industry has improved 
considerably. There is still much left to be desired, 
but the record of earnings of some of the roads is 
impressive. Richmond had a surplus of $990,099, Bos- 
ton one of $1,117,621, Eastern Massachusetts an in- 
crease in net of $892,389, Philadelphia a net of $1,807,- 
292, not to mention in exact figures the Brooklyn City 
showing, the Illinois Traction System figures, the Mon- 
treal surplus, the Cleveland showing, etc. Money is 
being plowed back into the properties, too. For instance, 
in the case of Columbus, Ohio, the sum so reinvested 
amounted to $5,043,471 in three years. Even under the 
receivership in St. Louis $8,513,000 has been spent in 
three years. It was more or less of a revelation locally 
that 17,782 items of supplies had been bought. Inci- 
dentally, the speech in which these facts were brought 
home to his audience was a mighty good piece of better 


Money Has Been Plowed Back Into the Run-Down Properties 


public relations work on the part of Colonel Perkins, 
manager for the receiver. 

The home rule agitation was renewed in Indiana, New 
Jersey, California and New York and the Bacharach 
bill made its appearance in Congress. Except in New 
York it is extremely unlikely that the apostles of local 
control will achieve very much, and even in New York 
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State the result of any reorganization may mean that 
it will be put right up to Mayor Hylan to put up or shut 
up. And while New York is talking subways instead of 
building them, Chicago is doing the same thing. Again 
it is politics: This did not prevent one of the JOURNAL 
editors, Harry L. Brown, from telling Chicago how it 


pees San 
neu 
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Movie of Mayor Couzens and Fickle Detroit 


sought to be done. Speaking before the midwinter 
convocation of engineers Mr. Brown, like a true editor, 
differed with about everybody else who has spoken on 
the subject with respect to routes. Every one will agree 
with one of Mr. Brown’s statements, however. It is 
to the effect that Chicago is in need of some subway 
facilities now, and he showed how the construction of a 
certain small amount of subway would greatly relieve 
the rapid transit congestion, if tied in with the present 
elevated system. New York has a $218,000,000 con- 
struction program announced by its state-created Tran- 
sit Commission as opposed to a subway and bus scheme 
proposed by its Mayor. And while the representatives 
of the “peepul” in New York, Chicago, Philadelphia and 
other cities are quarreling among themselves over what 
shall be done to increase transportation facilities, over 
in Paris they have done a great big thing by tying to- 
gether in one transportation unit the urban and subur- 
ban railways, the omnibus lines and even the steamer 
service. Those among us who are prone to say, “But 
conditions are different over there,” should turn back to 
the JOURNAL for July 1, page 3. In line with these 
thoughts is the record of the opening of the Frank- 
ford Elevated Railroad in Philadelphia. For more than 
two years this structure stood in mute silence while 
the city and the Philadelphia Rapid Transit Company 
discussed operating terms. It mattered not that the 
Philadelphia Rapid Transit was right in insisting upon 
being guaranteed against loss in running this line, 
the people suffered in the meantime. Anyway, Mr. 
Mitten succeeded in putting his property back on a 
dividend-paying basis, after having elected his own 
slate to the directorate of the company at the annual 
meeting in February. It had been anticipated that the 
fight for control would be a great battle. It was, for 
Mr. Mitten. In a carhouse jammed with employee 
stockholders Mr. Mitten was entirely at home. 

But Mr. Mitten’s effort has been no more heroic than 
the efforts made elsewhere to put properties back on 
their feet or to keep others from slipping off their 
feet. The plan for the unification of the lines in New 
York may never materialize along the lines. originally 
proposed, but the Interborough Rapid Transit reorgani- 
zation has been accepted and that company apparently 
saved from receivership. Brooklyn has been building 
along substantial lines, and there is talk of taking the 
Brooklyn Rapid Transit Company out of the hands of 
Lindley M. Garrison as receiver early in 1923. So far 
as the operation of the divorced surface lines in Brook- 
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lyn is concerned, they are doing so well under the guid- 
ance of Clinton E. Morgan that they have been put 
back on a dividend paying basis. Through the effective 
work of President A. W. Thompson, the Pittsburgh re- 
organization has been approved and only the details 
remain to be concluded there. In all, the Pittsburgh 
program calls for the expenditure of $5,000,000 of new 
money in improvements. The New Orleans situation 
has been cleared up and the company there is working 
under a new basis advantageous alike to both the city 
and the company. This was due in large part to the 
efforts of C. C. Chapelle, who represented the security 
holders’ committee of the New Orleans Railway & Light 
Company, whose success lay in his ability to convince 
the New Orleans public and city authorities of the truth 
of four principles. When expressed, they seem axio- 
matic, but their general acceptance elsewhere would 
simplify reorganizations greatly. As applied to New 
Orleans they were as follows: (1) New Orleans needs 
efficient public utility service. (2) Such service cannot 
be supplied without money. (3) Money cannot be had 
from the present company. It hasn’t got it; it can’t get 
it. (4), No one can or will supply this money except the 
investor. After these principles were accepted the adop- 
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“Thus Times Do Shift; Each Thing Its Turn Does Hold” 


tion of an “assured service” plan, fair alike to the 
company and the city, followed as a matter of almost 
due course. Speaking of new operating agreements 
and franchises, there are the new grants in both Louis- 
ville and Grand Rapids. There is also the Des Moines 
grant, referred to before, which the courts have recently 
sustained and thus settled doubt here. A small coterie 
attempted to upset all the good work that had been 
done at Des Moines, but failed ignominiously. 

On the other hand, during the year the cities of De- 
troit and Ashtabula took over the local electric railways. 
For the road in Detroit the city paid $19,850,000 in 
partial payments, so much down and so much every six 
months. It appears to have been a personal triumph 
for Mayor Jim Couzens rather than for the municipal 
ownership idea. It was May 15 that the deal was 
formally put through. In November the same public 
that had backed the Mayor refused to listen to the same 
Mayor’s admonition for funds to carry out extensions 
and improvements which were part of the original plan 
approved by the same voters. Mr. Couzens wanted to 
see the thing through, but then came the resignation of 
Senator Newberry and the call of the Governor to the 
Mayor to go to Washington. Thus Mr. Couzens became 
a national figure in a day. 

In Detroit the agitation over the local railway 
problem has helped materially in making a national 
figure of the sponsor of the municipal ownership 


idea, while in Seattle, with the lapse of time, both 
Mayor Hanson and his successor, Mr. Caldwell, have 
been returned to private life by a “grateful” public. 
It will be interesting to follow the acts of Mr. Brown, 


‘the present incumbent at Seattle, and see how he suc- 


ceeds. In deference to public clamor he has arranged 
to reduce fares from 10 cents cash, or 8} cents at the 
ticket rate, to 5 cents cash with a 2-cent transfer. Rid- 
ing will have to increase 46 per cent to pay at the 5-cent 
fare, so the railway experts say. And yet Seattle isn’t 
afraid. It wouldn’t be Seattle if it were. Mr. Erickson, 
who has had a large hand in the Seattle municipal 
ownership pie since the pie was first baked, perhaps 
half-baked, wanted a 3-cent fare. Nobody seems to 
have stopped to figure out how many passengers would 
have to ride at 3 cents to make the road profitable, but 
if the estimate for the 5-cent fare is right, then the 
population of New York transported to Seattle might 
help considerably. 

Another important work of the year was the cam- 
paign for safety. An entire issue of the ELECTRIC RAIL- 
WAY JOURNAL was devoted to that subject. Aside from 
the interview by Harry Brown with Cecil G. Rice, the 
articles were all written by railway men themselves. 
Mr. Rice was then president of the Claims Association. 
Again in the issue of Sept. 9 there was a full page of 
“Safety Epigrams” by Mr. Rice himself. 

So far as meetings of electric railway men are con- 
cerned the most important in the order of their occur- 
rence were the annual Central Electric Railway Asso- 
ciation meeting on Jan. 26 and 27, the midyear meeting 
in Chicago on Feb. 28, the annual meeting of the Cana- 


- dian men in Quebec June 1 to 3, the Central Electric 


Railway Association boat trip the early part of July 
and the Chicago convention in October. The annual 
meeting of the C. E. R. A. was the one at which Labert 
St. Clair trotted out his renowned cookie jar. Some 
other very good cookies were also trotted out. It is 
seldom at a sectional meeting that so many good papers 
are presented on mechanical subjects. And most fitting 
of all, the Central men elected Sam Greenland to head 
them. At the midyear meeting Mr. Todd explained 
“What is a Hoosier?” That meeting was attended by 
more than 700 persons. Mr. Todd said Hoosier was 
derived from ‘“Who’s here?” Well, nearly everybody in 
the industry was there. It was at this meeting that 
the novelty was introduced of having a woman address 
a railway convention. The men who spoke did very well, 
but on this occasion even the inimitable Mr. Wickwire 
appears to have been outshone by Antoinette Funk of 
Washington. On the occasion of the Canadian meeting 


‘in June a goodly number of Americans were in attend- 


ance. Helical versus spur gearing was one of the topics 
of conversation, but that wasn’t all, indeed it wasn’t. 
The Central Electric Railway boat trip was a stormy 
meeting in the sense of being a rough trip. The boat, so 
the writer of the account in the JOURNAL says, got on a 
sand bar. It was at this meeting with the boat on the 
bar that certain railway men had the temerity to look 
into the future as far ahead as 1952. As for the Chi- 
cago meeting, reference has already been made to that. 

And here the notes are exhausted, and the author, 
too, but not the subject. If the reader is not by this 
time exhausted it is only because he sees himself here 
reflected as a participator in some of the events of 
which a line or two has been jotted down. 


“Thus times do shift; each thing its turn does hold; 
New things succeed, as former things grow old.” 


January 6, 1923 


ELECTRIC RAILWAY JOURNAL 


Nearly 200 per Cent Increase in 
Rolling Stock Ordered During 1922 


Pre-War Level Again Reached in New Car Purchases—Passen- 
ger Cars Arranged for One-Man Operation Constitute More than 
50 per Cent of the Total of New Passenger Cars for City Service 


motives ordered during 1922 is shown in the 

accompanying tables. The volume of new rolling 
stock ordered has again mounted to the levels of 1916 
and 1920 and has exceeded other previous records since 
1913. The total of 3,538 new cars and locomotives 
ordered during 1922 is nearly three times that of 1921 
and exceeds the yearly average for the previous ten 
years, which is 3,344. The statistics for new passenger 
cars ordered during the first half of 1922 as published 
in the July 1 issue of this paper showed that an excel- 
lent start had been made. It is now seen that the 
number of cars ordered during the last half of the year 
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The Division 
and Interurban Cars Is Not Made Prior to 1916 


is more than twice those ordered previous to July 1. 
This argues well for 1923. 

The one-man, single-truck cars with 28-ft. body which 
are quite universally known as safety cars are still 
being bought extensively. There were 772 of these 
purchased during 1922 as compared with 565 for 1921. 
There were also 269 one-man cars bought with bodies 
longer than 28 ft. Of these latter 196 had double trucks 
and seventy-three were single-truck cars. Of the one- 
man double-truck cars forty were purchased for inter- 
urban service. In addition to these types one-man, 
two-man cars make their first appearance in our tabula- 
tion of statistics this year. There were 471 one-man, 
two-man cars purchased for city service and 9 for 


interurban service. This type of car gives promise of 
becoming a very popular one for city service. 

An attempt has been made this year to obtain data 
as to the total number of cars in service that are oper- 
ated by one man. While the information received is 
not entirely complete, it appears that there are approxi- 
mately 7,500. Of these approximately 5,500 are the 
28-ft. safety car type. The accompanying table of cars 


ee 
TABLE I—NEW ROLLING STOCK ORDERED SINCE 1907 


Freight and 
——Passenger Cars—. Miscellaneous Electric 
Year City Interurban ars Locomotives Total 
1907 3,483 1,327 1,406 (a) 6,216 
1908 2,208 727 176 (a) 3,111 
1909 2,537 1,245 1,175 (a) 4,957 
1910 3,571 990 820 (a) 5,381 
1911 2,884 626 505 (a) 4,015 
1912 4,531 783 687 (a) 6,001 
1913 3,820 547 1,147 (a) 5,514 
1914 2,147 384 479 (a) 3,010 
1915 2,072 336 374 (a) 2,782 
1916 3,046 374 491 31 3,942 
1917 1,998 185 223 49 2,455 
1918 1,842 255 278 44 2,419 
1919 2,129 128 172 18 2,447 
1920 2,889 227 465 17 3,598 
1921 1,059 129 81 i 1,276 
1922 2,912 187 405 34 3,538 


(a) Included in ‘Freight and Miscellaneous Cars.”’ 
a 
TABLE II—SPECIAL COMPARISON OF NEW ROLLING STOCK ORDERS 


BY YEARS 
1922 1921 1920 1919 1918 1917 1916 

Number of railways reporting 

MO W-CATS 24 Ssticcencel aaa ee 145 94 172 160 140 182 250 

City Service 
Number of one-man cars (28 ft. 

BOY, Se LO ct eae eee 772 «565 1699 1383 644 280. 187 
Number of one-man cars other 

Chan 28 fbi bodys. ue ah ee 227 ee Movie 
Number of one-man.two-man cars 47] “ate Be Fie 8 Sh ae 
Number of two-man passenger 

MOtOL CATS |. vec cis egies ene 1290 38 847 635 1068 1316 2731 
Number of passenger trailers. . . . DO Ak 343, 50 130 402 128 
BSenvice carseat cnet ann. 103 104 3] (a) (a) (a) 

Total cars city service........ 3,015 1,106 2,993 2,160 1,842 1,998 3,046 

Interurban Service 
Number of one-man cars........ 40 

umber of one-man, two-man 

ADS sty atole ens reel reSictaievicns ah OP aataue ats oe vitor Mis ae LL seh 
Number of two-man motor cars* 122 103 195 96 200 158 303 
Number of passenger trailers... . 16 26 32 32 55 27 71 
Number of freight, express and 

miscellaneous cars........... 302 34 361 141 (a) (a) (a) 

Total cars interurban service.... 489 163 588 269 255 185 374 
Total number of cars........... 3,538 1,269 3,581 2,429 2,375 2,406 3,911 
Number of electric locomotives. . 34 7 17 18 4 49 3 


* Includes motor and trail cars for subway, elevated and train service. 
(a) Not available. 


aS i A RE SE a ee ee 
remodeled during 1922 shows a total of 768 cars 
that were remodeled for one-man operation during the 
past year. 

There were seventeen electric railway systems that 
placed orders for 50 or more cars. Of these the Chicago 
Surface Lines ordered 169 double-truck 59-ft. cars and 
forty-five double-truck one-man cars; the city of De- 
troit ordered 200 double-truck two-man cars; the Bos- 
ton Elevated railway ordered 160 one-man, two-man 
cars and forty motor cars for subway train operation, 
and the United Electric Railways of Providence, R. L., 
ordered 150 one-man, two-man cars and twenty- 
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Four Types of Cars Developed During 1922 
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No, 1—-Double-truck, one-man car for Chicago Surface Lines. No. 3—Light trailer for Yoronto Transportation Commission, 
No. 2—Light-weight, one-man car for Eastern Massachusetts No. 4—Light-weight, one-man car for the City Railway of Dav- 
Street Railway. ton, Ohio. 
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New England District 


uring 


192 


a TLS ; 
ae | i Sea i agi 
< 7 | { S 3 br 
\ @ Ps a Pie | Ee te aon | 
=e = a eS | | = » a 5 
5 ros 3 oe eas z| 3 | A 
5 £ ° a I (om am = cs) 
a BH! A g > eis ols 3 
. fs 5 u a ° re 2B = 
u a S a aq bo E BS 5 
S 6 a) 6 2 | Hee Bea 5 
> = ri 6 a On: a6 n 
SS] SOR ee 5 @ 2} 3 | gA 8 
Name of Company No. Class 5 = n fo) fs i a = i) 
a 3 CONNECTICUT 
eaten CrP OLRM ENR a oh. odie e ve le ce vas 35 | Passenger Cc Mies T 1 28’ 3”” | 32] 8.25] Yes 66P 
3 Passenger Le M]} DT | 40’ 3” | 54/13.85] Yes 218 
MAINE 
The Androscoggin & Kennebee Ry. Co..................... 1 Passenger I M]| DT 1 GOES VMS Oy tan iviag hae whl era i. 
3.| Passenger Cc IM} OS a | PAYA HCY) Vey Baka naa 
mp Oriy emule Orr Ce ion mcs cic conc oeeccsmeccce 1 Passenger I M}| DT 1 RO Meee SAN Sua A Veg el hs Rd src doce 
2 | Passenger Cc Mi) ‘SP 1 LOM R Meas DIR MSVIGR, WN merken cat a6 0 cake 
RoCDI RNIB OyER Grae Lee > ceils oo tc oes eee sc'ee oc 3 Passenger Cc M]| ST 1 ‘28’ 32} 8 | Yes 4IM 
3 | Passenger I M} DT 1 Ge ama SANTA Solo Wen tack vy cunscnla ees 
1 | Passenger I M| DT 2 40’ DANIT SOM NPING Ris testo ltaan gona 
Cumberland County Power & Light Co...................... 1 Sweeper Cc iY Uf Perrot Sa Ae pean Ae gt 51 ee ct 37 CM 
MASSACHUSETTS 
GstOMinne UALR OM SIR 160 Passenger ) MPD Dace | 5G Oe ABH DES 501 Vieaw il. alec o.oo curate 
' 40 Passenger (Subway) | M}. DT | Train|/47’ 3” |44 |22.00] No |............. 
2 Sweepers Cc Beer) ete S| ME ee, Gy eas heat Pea Ce OM acre het | avovercln« .c.0: seashore 
Brockton Myon Ste yess on css fl. ke Sic he ese csciua (od! Passenger I M;| DT 1 |40’ 3” 150 |14.00!Yes 3 IM 
Waa! Passenger Cc M) ST MeO ae eon BoOOn Ves | kre stl.uc ce een. 
Bastern Massachusetts St. Ry. Co. ...........0..0-ece002006 25 Passenger c M| DT 1 |41% 33/7145 |15.75/Yes |147 CM 
Massachusetts Northeastern St. Ry.Co..................... 1 Passenger Cc M/| ST I, }28" 33 BeSe Ne 3 fy. . tee heres 
(Nahant taamininynOOMe cf oc... ce le, 1 Snow Plow Cc eee Ne eee 2 Rye! eae ae ae a oo Rl ee, ee 
: ; NEW HAMPSHIRE 
Exeter, Hampton & Amesbury St. Ry......-.-.....-.0.----6 1 Passenger Cc M| ST 1 28’ S28, OEY eae ty... nocarcim ernest oes 
Neerie mem mmo e ts (oi eo cee lnc 3 Passenger C M| ST I |30’ 32| ... |Yes |2 CM 
; RHODE ISLAND 
MPa hed EMCO EIB ORUINe ci hulscisicwre vio. tvsiew sss sade sea Us 150 | Passenger Cc M| DT] 1-2 |41’ 38)15.30|/Yes |24 CM (Service) 
‘ 1 Sweeper Cc M| DT sane ook Pe? 491... 8 CM (Pass.) 
4 Snow plow Cc M! DT he a2 Ae MRD Ta Ree Ne Se PRL wiry 5 cp IS 
2 Dump Cc M| DT ote AC MeO aay ean DS ES Ril eo eet 
25 Passenger Cc M| ST Tepes NO re eS OS S4U Vem hel ccs. d.cyw ces fo ahe She 
Total for New England District...............00..00.000: SOTA | ne SR Shek dle oS Fe ie raed ORI, areca ices Wl Aide ed cae es NR (a 
North of the Ohio and East of the Mississippi River 
‘ 4 DISTRICT OF COLUMBIA 
BLT SE AAU) Ot Ca lh i 2 | Sweeper Cc M| ST PA il hig cee a a Ce MBA VERA Livers chee 
Washimetoniiywcs WeG'@orssstls0..6.0:..-... 0... cee 40 | Passenger Cc M| DT 1 42’ 3” | 46) 17.5|Yes 4 et 
, ILLINOIS . 
Bloomington & Normal Ry. & Lt. Co 10 | Passenger C M| ST WetecO Mer ar ee SZIPRIB i hVies rites ot sstciaid 25 99 ons 
Chicago, Aurora & Elgin R.R 20 Passenger I Mi DT GAD SSS Waal Ves Py ee a SeN eer s ceeee 
ClicazoNowpume iver ree 15 Freight I M! DT pee 0 AD ABE NTe ells Mae ek. 
] Line I Mio DE 50") 0" . (32.3 
7 Passenger I M!| DT Fi (oko Ee) 54149.55| No 
2 Passenger E M| DT 1 {477 6” | 5820 GAH et as ris hate 
1 Dining I M| DT 2 455’ 34” 5 en We 
2 Parlor I clin sd Bat & PRE O GR a NOE Seo Swe orale tele ne lpuecs aly ate sky 
; , 12 Passenger Cc M; ST ital Sakae 
ChicagoSurface Hines) i. 0...2 ts cee ssc... esse eee: f....| 169 | Passenger C M| DT 2 (487 11” 
Citicagoptitiaeeieinessis fier consi... .. 6. cc lc ee lace 45 Passenger Cc M| DT 1 [39° 73” 
3. Sweepers Cc M!| ST yeaa eed 
; 2 Snow plow (6) M| DT ae a One 
Chiicarone West Powns ty. CO. sisi bees c's eue ses cead een 4 | Passenger Cc DOr eave [4a OM 
TIRTI VIG Um LUVeeTR nr ol bea occ cc ccc ee avccue 16 Passenger C M| ST 1 |28" 4” 
LOPES Seo rad th gate bi O75 ai Se a le 5 Passenger € M| ST Les. 42 
LUE Gye aa OR, Ine 1 ork I ny Gah 8 te a 40’ 0” Bs 
Want Sue weenie wear DAN Tey aka. ccs. ssc. ce ccccccune 1 Passenger I M| DT 2a S3e 28" : 
‘ 1 Work I DED Tale Ee 40’ 6” : 
Metropolitan West Side Elevated Ry. Co................--.. 100 Passenger Elevated M| DT | Train |/48’ 0” } 
Prog ing: Goas as Lo a eee 50 Passenger SC M| ST Dig ( ZB eee 8 
Urbana & Champaign Ry., Gas & Elec. Co................... 9 Passenger Cc M| ST 1 28" » 3” 8 
INDIANA { v4 Freight, flat I ty DT a eae ss la u4s 1IM (Work) 
Chicago, South Bend & Northern Indiana Ry. Co......... Reda 1 Service Cc M| DT Smee Cues | coral laa mm ... || CM (Service) 
Leak Work I M| DT ea Ge ga eh aaa habe) alls oe Pe aR thang 
Indianapolis Street Railway Co....................2.00.... 3 Work G 4 ig| OSD Big ROPENIA PAD Ta tae hirer ee Cha, mal mee El: Capen 
PUMA MOMMBCEIIMEN ed tees cs whee Sigs eka siewes ce eec ste... 15 | Passenger Cc M| ST Va OO) rien COR cd. «| OU | rae stays ta eects eatsi 
EnLOratate EP MUMGIenVIOS GO. oh yo cc ec. c cele scceseeces.... 15 Freight, box I by es Os 8 t AD i ONE ARU ED TSIING | io ar jacestatislaals 
5 Passenger CS M ee 1 4 i 7 rt fe. oe Ane a ngicbe Sh 
Rainy erie mim vermEnOn nrc riders cscs. sevice seca sey oe 18 | Passenger C M; § 1 ae ie OB eae setitas vole are. 
, st 3 peaaelae! C M| DT Yee? 48/25 INO Ah Bes sick tesla nese 
1 Work Cc Daca bona aaa dt we theaeaes ef ede RA iolat, «lo alnes alice abit wf ae RS 
Dermre Hamberm ced Wl, Ol. vce so lb eeecdececaee 2| Stock I M| DT .. 134 SS PAoe Me totem teaiia voit cee meee 
' 7 | Stock I Be ec Na iene [faa crate ell ment a leat tal tth rol ool ak 
Wren hen Gos TLR cc 27 Passenger ye M;| ST FPL Bh eo  & 34! 8 Yes |3 CT 
MICHIGAN 5 Stock I ¥ ity Pisa nl Bade oe ae SCHR EOE? LL) foe Sa RR 
(City. of Detrott,Wept. of St, Ry... .. oslo cs. ccc ccc c cece. 200 Passenger Cc M| DT 2 |48 54” | 52/18.66)Yes |.. 
PBRO IZA ERN ATE SOR) AR Se SE Se ee eens RPA WML Laie ol ot atsieke oe wk ne ices | Spares Eee eee ik eee tes wioWas Se asi 
Krendl MeMiGn Ry NOO. he Ll teins ok pels came et oac ce. : 8 | Passenger Cc M| 8T 1 {28 32) 8.0 |Yes | 8 CM 
Menominee & Marinette Lt. & Traction Co..... Dea dee all eels Oe Fn ele RA pwn eae cog Ad EP 
NEW JERSEY 
Atlantic MUDUEA AIRY ces ea avde sds wee eX so wale vies 6| Passenger Cc M! ST UMAR gape ibis ot BTN CRY heb sya eleee acer 
(Gomberlantituctton (aes ca ee ks aac ce os sede en 2 | Passenger I M| DT Tao es 3) eect. Ra ee cee eae ee 
Trenton & Mercer County Trac. Corpn................. Seat 2 Sweeper G M| ST es 29" SLING Meas scale bala om mittee athe 
2 Plows C&!I M| DT 43 (eo OOb et Seen Beye pane ae. 2 
i Crane C&lI M| DT 45’ SRE a, Beto cake 2 IM (Service) 
1 Comb sC&lI M| DT 43’ HPA kala ipa | 2 IM (Sweepers) 
, | : 
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Table 11]—Details of Rolling Stock Ordered During 1922—(Continued) 
North of the Ohio and East of the Mississippi River—Continued 
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= 81s a 
FI a BIS 
sg my o r=] bile te 
 |$16/8] 2 lsl ale 
& Ss be 
SSS dpe emia a te z 
A A we a ° o| 2 13 | 
5 mee BI € | B S mea 
io} = = | 2 
ial : bo ro) FI “7 g 
Name of Company No. Class 5 - Ri ee <= a & ion Es 
> NEW YORK 
Binghamton Ry 
“4 iE Wale divipaneslse af 3s tats [016.5 anavee lately ip ane . 7 Passenger Ot 8216) OS Ge Abi. reievetace ae aeaene ‘ 
Bhuira Water, Light & RR: Cova’, . «00 sechicnnin mane 4 Passenger C M ST. | 2 10” 33 8 28 Yes 
Foe & Manhattan RAR. Co. :fagn. ses cases aordeuy poe 25 | Passenger Tube M| DT | Train |51’ 33” | 44/37 | |Yes |-----+--s+eesees 
nterborough Rapid Transit Co............+-.s..sscceecese 100 | Passenger Cc T| DT | Train [51% 47 | 44)27.5 |.....]-----seeeeeeeeee 
e'Long Island Railroad Co... 2 de. o8h ee 40 | Passenger I M| DT | Train |63’ 43” | 78)58.6 |Yes |....<+.+-s00es pe 
New York Central Railroad.................. 30 | Passenger I M! DT | Train |69 5” | 82164.5 [Yes |.....:+ese0e 
nema yi RY cess sie Scand ee 1 | Line C M el a ee 
ow Yor conn Cen By een ere ol ee i tne ee ee eed acco or : 
elanebarg Sty. Conse 202 TTT) ae eee cco) ge 0 vd ie ae ee le on 
Poughkeepsie & Wappinger Falls Ry. Co..............+.-0.-- 10 | Passenger C Mi> SI of. O10 1272 1049/42) 8 85) Yen. |. 22: sett 
OHIO 1 Sweeper Cc M| ST Tae Ronee ade oleh. L dnced ohacnis |= a\eu0' sea ES 
pantabule Rapid Transit System: ..5.400 aes Meese rae 10 | Passenger Cc M| ST 1 |28’ 4/ | 32) 8.25|Yes 
Incinnati & Dayton Traction Co..........-eecceeeecececee 16 Passenger Cc M| SsT Tt, }28°" 47 “| 32) 8.5. Nes. 42. ote 
Cincinnati, Georgetown & Portsmouth R.R. Go............... 4 Foe mh I M| DT 1 {30° 8” | 48113 © les |..~ <0 .eeurisie 
Gees i 1 i po RES, 25) Yes! |). cso eee ee 
Dhe Cincinnati Traction Co..........00+cccceeecercevecerce 75 reise Z b M Dr i=2 49 “46 14 = yes «ya's: a she kate te en 
The Oly Ry. Cove... scene wae urclenih hela Saurelgat et ke eases c M| DT| 1 {41 11” | 52/12.65/Yes 
(50 | Passenger Cc M| DT 2 1520 53 | 56122. V5|\ccs spe os oan er 
The Cleveland Ry............... | OE sens 5 Ae a hs ae a Pee Newt 
= «0,0 state, eco materia ere meee ais 6/ 1 en ee 
The Community Traction Co,.......s.+s+seseeveees vee} OL | Damp Cli) Del 2 Mo 6 |.c las bolero iceman 
Dayton, Springfield & Xena So. RY 35. Sho ee eee 2 Passenger Cc M| DT i |4y7 ui” | 52113 "Yes |. icc 
: yen eer I M! DT 1 aa 5 < A6113:.75) Yee)... 2s oe deere 
The Dayton St. Ry.Cor..2, sea ee 15 Gaerne 6 M st 4 38 yn 34|'8 Yes Local 
Dayton & Western Traction Co.......................0 0... 4| Dump Cars pe SS | cee esi ane alll 
The Fostoria & Tremont RY. Cos... 1.02.) 2 | Passenger tL Ml pa] “2 [4500 | aalib2al¥ee |. eee 
ma CW Ste Ry. adetesiy.o cos ek cies 2 ae Chee eee 20 Passenger Cc M! ST LP 1287 Brea SSis8 bg tae POPs 
Maumee Valley Ry. dic. 0.0.2 enn eee 7 Passenger hi M| DT 1339" Sal Yes . 
Northern Ohio Traction & Light Co.....................2... 4 | Express I T! DT 56’ 30 Ca 
phe Pennsylvania-Ohio Eleotrio Co. ....+2 204 (eel vecune ka 5| Passenger G M| st)‘ (28 97.132) 7.5 (Yes (assoc eee 
Fortamouth St. Ry. dé Lt.Co........0-erscentecnrsscuesscu+| 6 | Paneonger Cc MIDE |) 2. [42000152113 (Yes tad. onteneeee 
e Steubenville, East Liverpool & Beaver Valley Trac. Co 25 | Passenger Cc M| ST 1 [30". Vi Sol Bo Ved Cone cee Pat 
The Toledo & Western RR. Co: ...- » eh «dF eas testes tones 3 | Passenger I&éC | Ml DT] 2 [410 2" [45113 S5i¥en sles .on2s sea : 
The Pern Ohio Ry. Co, «a 5 in ie asters a Mueerenes Oana 8 | Passenger I M| DT 2 145 48\16.22| Vien . ned. var ete eee 
e Youngstown & Suburban Ry.Co ..............--...... 2| Passenger I M| DT 1 {417 6% |" 44/1455 [Ver esen oc « comteeeeennm 
PENNSYLVANIA 
Buffalo & Lake Erie Trac. Co...........00+-eeeeeeees 25 | Passenger Cc M; ST 1 |28’ 4” | 32) 8.18/Yes 
Conestoga Trae. Co... 5 sis s saci eeaee Cnet a ae 10 | Passenger Cc M| ST Tuo1300 1) $32) 9 idler 
Pastern Pennsylvania RYB....... 020.20... siiessseseeeesers| gi | Bossonger I M| DT| 2 [50 5 Pe ECE SURE <tkewe 
or ulev $ 
Harrisburg Ry = Go. : ve BERR op a Oe | . 50 | Passenger El. My}. (DT j Brain 155% 0 1) 53) oe liners can © cere «woe 
prthainpton Transit C6. iit, an cae eee PN es ee a fe Poe po okgebegaeelee aria ror laheelecl 
Philadelphia Rapid Transit Co..... 00.1... liicssssscssee see 3| Passenger Cc M| sr | 1 [ary | 33]'8° lves (o002002IT 
Philadelphia Rys. Co coerce gL TEED Durie Sai eens ic 0 ile as ae Segall Bc eee gr cn a le en 7 . . 
Philadelphia & West Chester Trac. Go.................22....|. 1 | Snow Plow |” tah Ml pT M50 SSS oalneoss |e soos ena 
Pittsburgh Rys. Co. «..... 2,0 «is.acee dene eee { Pi pame 2 ee a Da ye i a 
Reading Transit & Lt.Co...........ceceeeceneesenensersas 5 | Passenger c&r | M| pr| La {4s 313 | No [30°MGOpen) "7 
Y 1 | Dump a eer sd eae | eat onl Poe 
otk Railways Co. 30:3. ai. bass Ge a 7 Passenger Ce) M| ST 2 134 11" |} 3800S INO |. .04enwereerenee 
WISCONSIN 
East Wisconsin El.Co............ youn } 
Milwaukee Flee. Ry & Lt. 60.0000 LL) 1 | Rlatespee. © PM Be]! Bo Pp) Bh las a won 
1 | -Work crane Cc M| DT Sen RRO Se i tase es] oe anc +] eee epee ea 
10 Dump, side C T) DT ee eri So ar 6 NG RI a eke eee 
4 oe center es si Bp Dat Bg Bele ee hee aN Ge Aer, PEPE (Pye 
Wisconsin—-Minnesota Lt. &Power C or nee tents va Poorer ee efe le cea efan ee e[ene rere sesenenes 
Wisconsin Public Service Co... verre ILL] 2 | Passenger e |ml sr] | fae 1°) 34 9:5 lve | aoM 
‘ - . » , ial tae SR CPO en ee ae 
Wisodaain Ry., Lt. & Power Coil.,.cbh ithe ae ene aM Be” 1 deed} 33)'633 [en haces 
Total North of the Ohio and East of the Mississippi River. .| 1606 
South of the Ohio and East of the Mississippi River 
aE Ne Seat y AB Ss oe LEO es 2 ee ee 
é * FL 
lacksonville Traction Co...) 47 | Passengez c M| ST 1 |28° 4” | 3217.5 |Yes |12 CM 
Miami Beach BL Co, so cic... ccauat oranda eee 4| Passenger C M| ST 1 |28° 4” | 33] 8.00lYes 
Municipal Railway ot i. Poiadhare <2 eee ee af ame : ie Se ae FEUD RSD OLE St eee 
Pensaocis Eee, Coc. 1 eens ce ea SL Borne : Ace 1 Ha get Naat Bonen Beey ear nen 
PAPA Hleo, Co... we ec... scninhe nce es kr cme aals ate ee Cc M| BT | 1° [20 $” | 34) 8.00)¥ee [occc. ce. cay nsees 
mpa Electric Co...... GhoRG;A 4| Passenger re Mp ODI), a leldsta, Be TSG elena ticeiace tare 
au) 
Augusta-Aiken Ry. & El. Corp. of So. Carolina.............5+ 1 Express ae M| DT MS cd § eid 6 31 CM 
, 15 Passenger Cc M| ST fame Pines’ adi bie 40 Sn Wt Aree 
Brunswick & Interurban Ry. Co........c2cccccccercewverece oe ett enes wetes wicauat on Paarna rca krete but Sihe Scie ee sy ith oa iN ace ated athe ails Dio e tac fo IN 4 CM 
Columbus Eleo. & Power Go: teh sscudis evestoine wun suieioale 5 Passenger Cc M| ST 1 28” 4 33) DO SMS Ae caaes iintey ee ee 
Georgia Ry. & Power Ooi. 0c Pos ews te vce tenia da eeeeaee { oe ieee. “ = oe Z pn fk 48/17. 43)... fees seen eeeseeres 
Savannah Eleo. Power Co.): oh ashe ues sees oe xian. 30 | Passenger Cc M| ST 1 28° 4" SUCH alee We ge's's,4 akke etme 
KENTUCKY 
Kentucky Traction & Terminal Co,...........seeeeeeeeeeees { F ps hepa a M ut 2 40 Ce oe 5 CM (Open) 
Lowipeile By. Co: irc c daCheet mache ae ee eae ene 55 | Passenger 6, M| ST U 2)paes tT Sater. Pee Ts cc aces doounte 
1 Line C&lI M| DT Be PS GLA Nivalvsy car eeuneeenne 
1 Dump C&l M| DT ae game OM Fo Siaant Peeper) es gs inaca'eeewn . 
2 Dump C&l Ty DP BO SIG Wucealmendesendeeaeehe € 
: | MISSISSIPPI 
Delta Light & Traction Cos... bs sun devassieva dn eeaenae | Passenger Cc M| ST T 1h of 7 Sa 8.0 Fem tis cewie aks cues ap 
saeksod Publia Gbevios Co. bes sk icanehenicueaey sean oe Passenger Cc M! ST 1 128’ S-S.5 TR AAS ots eee enh 
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Table 11I1—Details of Rolling Stock Ordered During 1922 (Continued) 
. South of the Ohio and East of the Mississippi River (Continued) 
r x = L 
. : 2 | 2 5 
oS q 
a hy a q b EB | a % 
1 : oa A] 3S Ci fa] a) ~ 4 A 
; 2 ie ea ae PS) 8 be 
, Be 5 ° B Pl a 9 
3 = a $ > |) Ale 
; 4 hy u a ° CO] + on | 
he Hote = 4 w) B | 8s 3 
See cep le | Keay at mh Mae 3 
: 3 iy 8 
Name of Company No. Class 5 ts || et § 5 Ble 8 3 
VIRGINIA 
Newport News & Hampton Ry., Gas & Elec. Co............45 AHA) Lickaic EGO OCR EEE RC een SON ete Peer ease fle Sete eres eclO} CE 
WTO OS ere rrr 75 Passenger Cc M| 8ST 1 182’ 4°" | 32) 7.5.\Yes 6 CM 
2 Passenger Cc M| ST LoS? 0% See MGB a We srercisrsta wok sara e, 4 
WEST VIRGINIA 
Monongahela Power & Ry. Co 4| Freight, (Box) I a RON ners ELE As] ictaes aici ease 
Tygart’s Valley Traction Co.. 4| Passenger io) M| ST po Saieae | aN Fl Eas © eae Nr 
Wheeling Traction Co........ 3 Dump C-I M| DT Pee AO? lee eo OM cm meee eral na ieiatety entice ace ete 
1 Dump C-I alt DT 40’ 6” MG ecaieree tie aialein in ioiia tavererer eles) « 
Total south of the Ohio and East of the Mississippi River 1 326 
West of the Mississippi River 
CALIFORNIA } 
BioeeAme cle RymCORpyp net 7) le saii snd: Via saieetes es eee 75 | Passenger 8) M| DT 2 |48” 0” 32 19. 45 Fie ee eee 
Municipal Ry. of San Francisco.............0.-seeeeeeeee { et eee t BH 8 f ae IO: SGM eck Mie ee. 
; 200 Freight I Ty DT Se AL abate ts | Tiecadaine 1 CM 
PPR CUIC UN OCLUIOUL VME MMe lek ely tan vicle euiviejsieneisis tec ecee es | 50 | Passenger 2 M ee 2.|52’ 2” | 65127 9 |Yes |35 FM 
1 Crane xa a0 3 ie 
Petaluma G Santa Rosas... 26.6. vise ek eee cere ee eee 2 Freight flat I OF gg x ai 3 
foark LPR attra D A OS occa cise cens ve cicesenes 4 Stock I i Ue ae ia 
3 20 Freight I Me) Otters et 
SPEIER oy BICC ISN C2) 10 | Passenger Cc M| ST | 
r | Work Cc M| DT a 
San Francisco-Oakland Terminal Rys...............-0000005 1 Passenger Cc M| DT 2 
: {Ms Passenger Cc M! DT 2 
San Francisco-Oakland Terminal Rys............000.0.00008 55 Passenger Cc M|] DT 1-2 
LUPO SES ECE 2, eu ae ee a 4 Passenger Cc M| ST I 
COLORADO 
PLDe Wibatenmust a OWEN CO nics cc acess ecieaesccaerace 1 Passenger CG M| ST 1 N30 172s es 2ie9" | Yes 1 CM 
IDAHO 
MOANA WE M SER RELLOMOOreaer ey ele itclale)ciciainydrs sieve Gos os swe po (he BANGS ot en OFS] eC eee Send ae con Grcoapoetal Mok | anebry incerre 2 IM 
M IOWA 
MeO Lee OAD OEE metre oh eS feleyeis\ oldies «s+ win|o oes sie oy sels 20 Passenger M| DT Pa ete AM OMESE Oem Bee Ne crated pang slag. A Minute 
eplith lO a pietsce ih Cis) | AE i See 5 Passenger C M| DT] 1-2 |36’ 2” | 46)14 Yes [.sssereeeceeee. 
SSE tnt hee es Toy ke rrr 6 Passenger Yel ewe Bd MU ea Rr oes ae 2 De |e ee Pe 
r KANSAS 
AT CSOT RUMI OCPEOMCLAC Oey hc te. «worsen a sions eve eee as 2 | Passenger Cc M| ST Te 25ten 5 eS Oto Wrens 2 |Risar: Stace a etavenelsic s 
HER LSE e, Lin Tah LO a Se a a 5 | Passenger Cc M| ST [re Se aa he D2) 8) Ot | MOS a fletulareie) sah ince etorerale 
The Southwestern Interurban Ry. Co..............0ee0ee eee 1 Passenger Cc M| ST HPS eu SN OSAy Saas (NOB Y fare ce ecele mine crininiece,« 
earns (O20 e mn cide eae 10 | Passenger Cc M| ST Nhe] 28saes ee SO Seen Wegr |i shee sicw stninsetere!s\a'« 
PVAGIIGey enti e ce Muto Oars selsianss kts vats ais she sce rece ees 15 | Passenger Cc M| ST 28a ee SO Sib eV Ga bal ce lmselgin ss lere.e ole 
LOUISIANA 
Joi aprad re eZee ha Ol). | Se ee 5 Passenger Cc M| ST 1 |28’ 4/7 | 32] 8.00/Yes | 2 CM 
DVVONKOGssiniih Vem gli Ls eicia's es es.neu bonne eoeos 5 Passenger Cc M| ST lee ak aa 8 yale) Age Sis ere 
{ 2 Dump Cc M| DT AOL Net ee Iles. civtal ace sy ves.s ees alaregio/e tee 
New_Orleans Public Service, Inc.............00ceeeeeeneee 2 Dump Cc |) Oe: SP ACen erat 2S crests lla cede wlole, sere ats ons 
100 Passenger Cc M| DT 2 147’ 8” | 52|20.57/Yes |22 CM 
RUT as rg ON Sind nn ee cs 5 Passenger Cc M| ST ae 2S ee SOIT. FDI OB ie We con es store a eiablorera 
ee MINNESOTA 
WIsOORSIRRE atone OMEN OO). ci aie cleo div cieiv ou alenevioeees 3 Passenger Cc M| ST 1 |28’ 30] 8 Wiest lactate. sfeuttis ete fers 
MISSOURI 4 1} Dump ent Fi Merl) an ee I APG ee bv we Nee cleat clasiciswea Hepes 
BUiiig Wane eee VE OD eit sais tide iis vciececincbs ice wee nels 20 | Passenger C M| DT} 1-2. |44’ 10” | 58/21-29/Yes | 2 
2 Dump C-I TP DE a sO Oe MPT Gees tee, feadctnra tsp elnreds Yo'eun retest 
spose GMS CM etha( Chey 6 aes Or She jh Gib pleead GDM here Sie paar mea me FR ee oA oN eerste 5) etre gece foe Papert soe 
United Ris Coron st. Montes esi c ces cece cess ee eee 50 Passenger C M| DT 2 |50' 6” | 60/19.79|Yes | 5 CM 
NEBRASKA 
AIOE ica dieters toh 02 2 OE RUMEN caer ihie ata acct | cikeedors tinue. <3 Peale Aca hit sHe al eaaeRs Oe (Smit reece! joimackrerd 1 CM 
‘ 4 OKLAHOMA 
CHiciein ene ee Nees I is ce cs ajc ale eens oealsiean dels Ror RNP Rts arel ale Mfocseids areraus ees cues Teme eae Fe ee ee ere [ ed 
DERE ORCS ee ene ee ies asin kia’ oe ven ais elec cecneseees 6| Passenger Cc M| ST Vs )287 B72 Vo 32N 8,5 [Ness fie. s+ a eeisiets sale 
Oklahoma Ry Cian menteties ei site eas ne ee re eee wie eee 20 | Passenger Cc M| ST 1 28" 4/6 | 32) 8.5 |Yes |....-.2ssece see. 
TEXAS 
5 Passenger I M| DT 2 145’ 48/15 BNO (eye yatsists aie tab oaue 
BRE C IETS Aa ROS eee eee 4 I M| DT ae 45! (8? BANE Ile wieccta les elacele biel vitehe’p- oie ohare 
2 C& M; DT AAG DAL Te Od Assis es © complete ame alla 
Sia tar it Pema Siete nol ser <:sfelepwaisi die viee sae esse a eel te sae leo ees flier (seem ec | Gar 
BOYS Mecca AC latin 6) chibi tle akasvia,60ae ncnea aes SRM cise ae Oa | IA reer, snl EP vey iene e oe 
pe OME TL. cel ae A 10] Pas @) Mie DE} ot. 139% 7% | 4B/13.9 [Nes esas dances ven ees 
ee ee 25 Pacuber Cc M| ST Pe BE I SS) BOO PMES Oita esc a she aly ee uataisiy as 
1 | Freight, flat Cc ol Mal oe) rae col ee WE) Rep Pee es ene 
SER WeO od Wen (ic) cE sch Gn Oo 66. Si 15 Passenger G M; ST 28) 34] 8.4 |Yes |. vraag aL = 
puntos recent bie (yo (Gh Ry Se nr ae (OW eens eae ei oa ere yet Be Spe Seed tec lovey Gare 
UTAH 
Salt;Lake, Garfield & Western Ry. Co...... Sper erat ate, shah Swing nots 1 | Passenger (cl.) I a Der ee 1 Coen aa 
13 Passenger(op) I DT 55’ 8” |100)20 31T 
WASHINGTON j Neg: ¥ 
Lewiston-Clarkston Transit Co 1 | Passenger Cc M| ST LNs Soe 32) 8 orl Phen ae Orr 
1 Work Cc M| ST | eid ace e PPAR cos 7 (rape eh IF iar) Gast 
PF Vget Cee ile reise oie fon. o [eae ss 0,2 a: :5/0 005, \e'0 6 Te ite oho os\\cwnee oyaiors TR Get MS Ea ie | Ree tenes Ug 8 Sead fear = 
7h | OR ed ean a CEN Op cee ae 
Puget Sound International Ry. & Power Co............2.++-- 2 RE Se ae ae ees RANA bo 1 CM 
WYOMING . = ahs : 
Cal Py geveteceg ih ore ky Gas A a Pi 2| Passenger » ¢€ M| ST eL26r 33) 8 Stas a Se ie eater omecr 
\ 


Total West of the Mississippi River..............-...--.-- 843 
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Table 11—Details of Rolling Stock Ordered During 1922 (Concluded) 


Canada 
eo Te ie 
: af /2 m 
| So 2 . & 
a ‘ | BH | om | 
2 | 8 | 1G ies, 
= 2 a lon 4 a & 
BP ofl 8} a] 2 el ele 
s BH} Al ¢ £ |3|/a |= z 
a teh gfe ko 1ST eats Z 
Sd ilo malic ya. |B AR aes 5 
2 St fe e |2| $ | 33 z 
Name of Company No. Class ra) =| 36 § ale Bn: 5 
Ps BRITISH COLUMBIA 
itish Columbia Bieo. Ry, Co. THAI, ciptdick cle i's « Ae. Giawe stv cree pate tiene pion stare ptalen ix | 2 ols ate Stren ante ts 
awiiobi ae : Falta ala e'| 2a ator dapat aa Me ete 
Winnipeg Blesivic Rvs Gort... Wwe ame de he ee te 1 Service Cc Mi) DTP. 134 OF |[ 20). co.1s ced ce 8 Oe 
NEW BRUNSWICK 
Moncton Tramways Elec. & Gas Co., Ltd...........2.0-00005 2 | Passsenger Cc M| ST 1 428% a” | 30)°7.75|Yes |... ope eee 
1 Snow plow Cc MpeSD sy Pt Tol, Rae We wedins acciaies dls ts en 
ONT pi 
Eydro-Blestrie Pwr; Comin aasbancs, cesrtehe ele eee ee 4 Passenger I M| DT 1-2 | 43’ 
Oshawa Ry.. 2 Passenger Cc M| DT AS) eat: 
The International Transit Co. 5 | Passenger C M; ST | 
The London St. Ry. Co............. Fe 5 Passenger (9) M| ST 1 |28” 
Toronto Transportation Commission............0..0000e000- 100 Passenger Cc M; DT 2 47’ 
" 160 Passenger Cc 21) DYE beds 4 
5 Service, flat Cc M| DT 40’ 
8 Diff. Dump Cc M| DT 
2 Diff. Dump Cc fa SE Bs 
Kitchener & Waterloo St. Ry 5 | Passenger Cc M| DT 2 
The Hull Electric Co 2 Passenger 1) M| ST Ue eal 41} 11 Yes. |... s«s cee 
Levis County Riva. 5 cneves cle bese ee ee Lee 8 | Passenger C M| ST T1283 32) 8.5 |Yes 
3 Snow Plow Cc M| ST eet Se SPL eee REY Se Sc ee 
2 Snow Plow Cc M| DT .. 140° bn Pn We 
Montreal & Southern Counties Ry......-..---.0eeeeeecesees 2 | Passenger I M| DT ae) EY 60|30..5 |Yes | 0. <0) aa 
; 2 Passenger I A ES Bye 2) )55¢ 60/21.5 | No. | 2. ck oa 
Quebeo Ry;, 1t.; Heat & Power Oo. ya, 2. dha: doa os ogee a Jha | Se ccd +) eecleedoies ve] aes Paeent 2 <u Sh plasty erative ses cd oie er eng [later 21 CM 
Lotal for Canadaiwcsc. it ib teteun ets a Geers ow ale iad ee 259 


five safety cars. Aside from these, four other com- 
panies ordered 100 cars each, four more purchased 
seventy-five to 100 cars and five others fifty to seventy- 
five cars each. 

This year’s statistics include six rapid transit orders. 
The Interborough Rapid Transit Company, New York, 
and the Metropolitan West Side Elevated, Chicago, each 
purchased 100 cars; the Boston Elevated and the Long 


Island Railroad, New York, each purchased forty cars; 
the New York Central Railroad purchased thirty elec- 
tric cars and the Hudson & Manhattan Railroad twenty- 
five cars. 

The number of companies that reported new rolling 
stock ordered during 1922 is 145 as compared with 
ninety-four for 1921. These railways are approxi- 
mately 18 per cent of all those in the United States 


TABLE V—RECAPITULATION BY DISTRICTS OF CARS ORDERED 


DURING 1922 
COOH CO bog 3 
se em 5 ie 
NE rete coh may ae | 
a Soa Saga Sa Ss 
2: ee ak 32 aon ao B & S 
#2 ‘Sa.8 cma ed Seg = 
Ae 604 ott 68 28 2 Z 
A re ORS] 4 = De 8 
BA a2 55 82 2m $ @ 
Ae A te fe Ld es |= See, 
Number of companies reporting 12 72 17 33 «134 11 145 
City Service 
One-man ears, 28 ft. body. 3 71 278 269-9" 334 F52 20's ae 
One-man cars other than 28 ft. 
{ Single truck 3 65 2 1 71 2 73 
\ Double truck 25 GAS, 4 AOT SG ae 156 
One-man, two-man cars........ 310 PD he Shas 86 3 S7 1) om. 471 
Two-man cars (surface). a 476 36.352" 864 HT (975 
Motor cars for rapid transit trains AG Zio Stee, sew 51h Spey 315 
Trailers. ser SO cathe SOs FLOR A150 
Service and miscellaneous cars. 1 51 8 1 81 Peeves 
Total cars city service........ 460 1,387 319 594 2,760 255 3,015 
Interurban service 
One-man double-truck cars ..... 9 es fee | eee 40 40 
One-man, two-man cars. thee ME rant 5 4 9 
Two-man cars. Rey Oe ; 1 46 5 a2 52 
Trailers. . 14 16 16 
Motor cars for train service. 70 Oy 70 70 
Express and freight cars. . . By, tf men. 20n 287 
Miscellaneous cars............. . 13 2 5 15 
Total cars interurban service. . 1a. 22 7 249 485 4 489 
Electric locomotives............ 14 8 4 7 33 | 34 
Total cars and electric loco- 
motives ordered, . , fue 484 1,614 330 850 3,278 260 3,538 


TABLE VI—RECAPITULATION BY DISTRICTS OF CARS 
REMODELED DURING 1923 


COk OO * ico] 3s 
ad 2 aes eee: 3 
C8 Ong: BB Og 
so 2 eS o Pie - P .}) 
a elo EN pie pe 
a, “9a 7gs 36, 4. 
BE sGgsat =2 &, § & 
Re a 2 te 4 
2 ve ATA o.8 33 = 
BA bee 38 32 ga = 3 
Zin B Ee 8 x Oo 
Number of companies reporting 12 38 g 21 76 6 82 
City Service 
Number remodeled for one-man : 
operation. . 62 490 42 110 704 45 749 
Number remodeled for one-man, 
two-man operation. . ace 99 9 108 108 
Number remodeled for two-man 
operation. cobain ee 3 100 3. .183 9289. 321 1610 
Number of service and miscel- 
laneous cars remodeled....... 30 Bay ee 1 34 15 49 
Total remodeled cars city 
SOLIS on ay hares ean ae 95 692 45. 303" W3S5> F381 1506 
Interurban Service 
Number remodeled for one-man 
operator iid sel oun ees Cre. 5 2 dee 14 
Number remodeled for two-man 
n Pokhara gaa . PP 25 4 3 32 32 
xpress, freig’ t an misce ane- r. 
ous cars remodel Fo BALE 9 14 3 17 17 
Total remodeled cars for inter- 
urban service............. 7 39 9 8 SS. Fos 63 
Total city and interurban cars 
PemMGuGlad fue sen ens asks 102-731 54 311 1,198 381 1,579 


aie 


followed in previous years. Canadian 
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and Canada. In order to show at a 
glance the comparative amounts of Table VII—Cars Rebuilt During 1922 
new rolling stock ordered since 1907 New England District 
a chart and table have been prepared. & 
The table divides the passenger cars 3 sle jel 3 b = 
into city and interurban types and 5% Stale a|.9 ge 
gives séparate tabulations for freight So aE E & | as 8 
° * ty te ae 3 
and miscellaneous cars and electric 8 llc sear Mahe w |B.| Bp 
s : 2 3° te © eed & 
locomotives. The chart for the years E z » | 2 @P ere a) S 3 Ba 
since 1916 divides the number of cars Name Z 5 Sle Velen ae ele a 
purchased into those for interurban ae te CONNECTICUT laeie ie ) ais 
* * iar pl Ole Ae Se Ie ote ae Ck 5 CRA Peas \CEOICR] PUCECIOIS, OR TERE 
and city service. mT ate oes a, Wee |) C jeg oie ant ci He aes as 
A special comparison of cars or- 1] Sand Sea ik He Pea Re ake Ra 
) i i 1| Snow Sweeper | C Pe eee Galata Sates seed ele 
dered during the last seven VA llledl id The Shore Line Elec. Ry. Co....... 10 Passenger (8) VIMEO be rate escveie ree ail Sis. ehe,6 
given in Table II. Separate tabula- ne 
tions are given for cars in city serv- The _Androseogsin & Kennebec ive ane 
j j ys he ony Ops els Set Air cn Ree oer 3 Passenger CoM DT 1 36’ 32 ves 
1ce and those for interurban service. Panses Ry. & Electric Co.. abng 1 Passenger I M| DT} 1 39’ 40 | 23 Yes 
Referring to this table it is interest- ee ee ice. Ne ePeeeneeec bee emr ke shi nce ey. Vea 
; v4 Passenger © |M|.st Wil ; K: A. Bare Yes 
MASSACHUSETTS 
TABLE IV—ELECTRIC LOCOMOTIVES Boston Elevated Rys. Co..........- 1 Tower Car Cry Mean DESC MIG S | vets Cel sahste’ oii awh aie 
ORDERED DURING 1922 Eastern Mass. St. Ry. Co.......... 8} Sweepers Coal NE ion aze | ASCA Viren 205A |) cece 
Length Massachusetts Northeastera Ry. ay 6 Passenger ba Pe We Fan th | 36’ 32 118.6 | Yes 
Weight Over All Springfield St. Ry. Co. 4 Sweeper C |M| DT CN ee a Seer a Yes 
No. Tons Ft. In. 12 Passenger C |M| DT | 1 135’ 10” | 32 |17.75] Yes 
En District WRION Stns Colman viicicle «sis 3 Passenger COPE eu Pl Bi the AG a Cheomitne be |i RN let rece 
New England tr 
Aroostook Valley R.R....... 1* Bre: me Pe RHODE ISLAND 
poaton Bisvaten ey 27: 20. 7 United Hleo. Rys. Co. 14) P Cc |M| Dr | 1 | 3578” | 34 |19.20| Yes 
New York, New Pree and . ys. mith wie ACG Medel eye. 6 ete assenger 4 
Hartford R.R.. 12 180 69 0 Total for New England District 102 
mere ues Lo Ohio and I East a7, 
of the SSISSIPD' vers 1 - 
Baltimore and Ohio R.R..... 2 120 41 6 £ MMMPaTE Favieciene tee 
Chicago, Aurora & Elgin R.R. 1 50 37.4 North of the Ohio and East of the Mississippi River 
Penney iene Ee: - 3 200 re / 
ashington ominion 7 
RY. 0c eres cece yee nee | 50 DISTRICT OF COLUMBIA 
Youngstown & Ohio River ‘ By Washington Ry. & Elec. Co........ + Passenger G ve Le } 42’ 43” i fas a 
entice gow ly nha w el py ANGLE a ae / 1s INO 
South of the Ohio and East INDIANA vgs ? Belg 
of the Mississippi Rivers i hi ROO ANGE! ohio ee Tie) | stat act) Oil est Bas cea (rel Me aea| Meaaree 
Norfolk and Western Ry... . 4 200 he mee. Eee ent & he ee ‘ rs 
Westof the Mississippi River A )its bch oewld Bu, Oke ea eee ene Renee 14 Passenger Coy) SST fl 28’ 24 9 No 
Denver & Intermountain R.R, 2 28 37 | 21 Passenger C IM|IpT] 1 43/ 44 | 18 No 
Lincoln Traction Co,..... eg Boal i os Interstate Public Service Co....... 4 Flat I 10 (eT eee a am Pe eilieis iNT sister’ 
Northeast Oklahoma R.R.... | 50 eae ty Southern Indiana Gas & Elec. Co...} 7]............... I We tees | pera (Meee a oe Miaieavalinrs acted pena et 
Vain Wales Eeatparts: 2 60 37, 4 Union Trac. Co. of Indiana........ 5 Freight NA ey sacle gail ened Abo el aM Ceaib ss) |ciordse aflaleGuere « 
tion Gorime ene i. | 50 37 4 MARYLAND 
pre arate g! allway Co 1 3 Potomac:Publie Service\Co.........| .2|Freight Gondola] To j...)...5.Jece|. cee ccdetecdeceedpereees 
— MICHIGAN 
Total. . 34 Detroit United Ryi join... ce ccs 25 Passenger (Osa eats schema fel aedin UA ee cl WO RS] {Siar dem Lea 
* Built in company ’s shops. Grand Rapids Ry. Co............. 17 Passenger eR ADEE Ubeate a tN Re len aa tne hk seks 
NEW JERSEY 
ing to note how the number of safety Five Mile Beach Elec. Ry.Co...... I Bae Sos us 1s, 1S a eae Ce Ge tere Parcs ie ted Iara 
. Trenton & Mercer County Trac. 
cars purchased increased each year ~“Corpn...............0.00000+ 1| Service c_|M| sr 29 ry ee ae 
. . , Le, See Ue) if ew be So Se 
from 1916 up to and including 1920 ae Sone 2) “Service C&I)M) DT 319 17 
Bee pied ow the Tien e cepa | "3 Buses | & [| BEIT) id") a0 83s) Ye 
number of large two-man cars showed Fohda, Jo Johnstown & Golversville ngs PT tarsi) throne age cs eg 
: ‘ assenger d a 
a gradual decrease. A comparison by International Ry.Co.. | Passenger G M DT 45" Y 31 18.00 Yes 
assenger , i j 
percentage that the number of safety N. Y. State Rys. (Syracuse lines)... eee § a at i Pal tes OO ieee hie ee 
poo ey ES COP OPT eB g BTA 4 090s) Gane Cnn ena nee ae en assenger WO DI TU Ne in aph edaal taverns Pateveaals © 
care purchased is of the total number Olean, Bradford &SalamancaRy.Co.| 4 Passenger Cote (eu Gil 1 51a ayy Wea Ih fe are ep 7/8) ee ear ee 
of motor-passenger cars purchased Plattsburg TractionCo............ 4] Passenger Cc |mM] sr] 1|°° 307 '| 26 | 8.5 | No 
: fy s . Second Ave. R.R. 41 Passenger C |M| DT! 38/ 32 113.0 | Yes 
for city service shows that the high- southern N.Y. Power& Ry. Corpn.| | Milk I |Ml..... slopaen aaa coke Ne” 
: o M LAN AZ 22 ull | egaetiee oO 
est percentage for safety cars was  fyaque® pubumen RCo. >| 53 pascenger «| G& || sr || ari” | 26 [228 |. 
reached in 1919 and since that time United Traction Co............... We Eescuee z Mi oe : SEE Srrar is ae oe c= 
there has been a gradual return to ¥ ; oOHI0 ee 
n orts- 
the use of larger cars. These per- “mcinnati, Georgetow ‘| 4!) Passenger L|M| pr} 2] 42 | 32] 32 | No 
pe tbo Real WARE Os :s4. Ui io [ew ow wredararwie 9 Passenger 1 1 i 6 tal ee) ee Pat es 
centages are 6.4 per cent for 1916; Gaand “Alliance & Mahoning a ay Weta sg Macage 
: Valley RR: Co. a! ye ehace es reight | Fae ten tal (Seer 
18.1 per cent for 1917; 37.6 per cent Da ton & Troy Elec. Ry. Co.. 6 Passenger CME a DN Sd ree a a el | yeh 
y 
for 1918; 69 per cent for 1919; 64.4 The Pennsylvania Ohio Elec. Go... 5 Passenger c |M/ Dr ! ‘ger joel ax | oa Me 
e Portsmout oO. assenger i, } 
per cent for 1920; 59.6 per cent for 1] Passenger Cc |M| DT | 2 | 4376” | 36} 22 | No 
PENNSYLVANIA 
1921, and 27 per cent for 1922. The Altoona & Logan Valley R. R. Co... : Passenger & _ aN at ee = vu pits 
i i i i Passenger } - 6? artia 
big sabe in ca ee “hag 7 Buffalo & Lake Erie Trac. Cpeactccte oe Passenger CMA DE it ms ie Ee Ha es reece 
Yr Peete eae hee ip) thes Bias. Peta Mibeh, trate bs : es 
due to the more extende Soe ae Conestoga Traction Co.. 3 Passenger PML DT | 2 44’ 44 | 22 No 
larger cars operated by one man. Phila. ew eccheater. Trae, Co. i " Line - Me aN or ee PR, OES or Re 
Ch . t t s ; I PHS 28 e ee ont e253 (SPE 4 ees toh 
Details of the rolling stock ordered {Sithtm Cambria By. 0... 3) Passenger I |M| DT | 2] 50’ |'52) 32°) No 
by individual companies are shown in ca eee & Butler s(n ek ee Miser iean he, Seertnbine te eri hr eas 
Table III. The railways in each state Westchester St. Ry. Go. ZS BRATS oe tog Fk peace bape (8 Re eA bs i Pera 
are alphabetically arranged and the WISCONSIN é a. eid at ot Y Wen Sed aa bar oh 
various states are grouped into four Milwaukee Elec. Ry. & Lt. Co...... pan assenger TID Jovades 
districts in a similar manner to that Pee ee pre te ey 
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= companies are listed separately. The 
j i iven are 
: . : only details of construction gi 
Table VII (Continued)—Cars Rebuilt During 1922 type, ovamall length, aud welgisiciae 
South of the Ohio and East of the Mississippi River service for which the cars were pur- 
FI chased is also given. The district 
2 |s Z & 2 2 -~| a8 north of the Ohio and east of bss 
" 2 = *. * . . 
E E g iol & | 8128] EE Mississippi purchased 1,614 cars an 
3 ene! F161 esl ok ‘ ich is 45 cent of 
Ce ee Rae to gaan ih 2_| %,, locomotives, which is per 
8 Sleles|s| € a ae Bs the total rolling stock ordered. The 
5 4 (213) 26] 2 § |é|25| g@ percentage increase over last year for 
ae Bail Eaebemees cones Se SS a Le cars ordered by the various districts 
ALABAMA 7 is 582 per cent for the New prt 
AUN’ es . . 
Mobile Light & R.R.Co...........| 3] | Passenger Culpa st tt | 30 | 32]. 3 district, 161 per cent for the dis fee 
GEORGIA north of the Ohio no a Pe In 
Augusta-Aiken Ry. & Elec. CO | ine Aa ree ot LS ae ie ga ‘ n or e dis- 
South Carolina................ Passenger ¢ te oe 2 |. .60- sate a ae Mississippi, 392 per ce d tor the 
B ick & Interurban Ry. Co 3 Sewer Cc |M| sr |1| 327 | 32} 11 | Yes — trict south of the Ohio and eas 
Drunswic nterurban y. eee Mississippi, 295 per cent for the 
KENTUCKY aa 
Louisville Ry. Cou. eee 5| Passenger I IM ak ; aed Ms Re eS states west of the Mississippi and a 
f he) eee Se get decrease of 14 per cent for the Cana- 
VIRGINIA ae a | ¥en ; seule of 
Charleston Interurban R.R.Co....| 1 besos Lo 5 a) oe “ig ae eget beeteg No dian railways. A recapitulation 
measles |S kee a ale eC lectric loco- 
a the totals for cars and elec 
Total South of the Ohio and East of es A . iven 
the Mississippi]River ea tage motives ordered during 1922 is gi 
in Table V. 
a ar a tote oe The companies which purchased or 
West of the Mississippi River built electric locomotives during 1922 
| are given in Table V. The total baer: 
CALIFORNIA /7”| 44 |18.75|...... ber of new electric locomotives is 34, 
Los’Angeles Ry. C wesesescees+|106} Passenger C |M/ DT | 2| 44° 7" Bre) ory 4 
ee | Saye te! C M| Dr | 2 | 4479” 35 18.76 : ae which is the largest for any year since 
Pia sd 161s eee 
Serer Mermy sie) apicnie die Coe 2 Seeger & = es Se ee -) ce 2 a 1918. di eard 
acific Gas & Elec. Co............. assenger = : F . rdin 
San Diego Elec. Ry. Co............| 10 Passenger MIDE ID en oats cm che «cahunw ov cameo k Some information rega tes ‘ 
Sab ye ranciseo-Oakland Terminal Passenger | C |M|DT|2| 48’ | 48|46.9| No reconstructed during the year 1922 is 
08; ia Peres hake a a By ad aSse’ A : is i 
San Francisco-Sacramento R.R.Co.| 3 Peer ato it Cia iy aie a given in Tables VI and VII. This is 
CIVIQCTAGCOE [uk ee ravahretecie be wired rae «.acdcalDiaceleall,s wee @ i 
IOWA x : 1 Im! pr|113870”|36| 14 | No the first year we have pei he 
Iowa‘Southern Utilities........... 2 assenger 4 Cp ; j lation. Ei 1 
Mississippi Valley Electric Co......| 3 Passenger | = ic a Vo oo Pe ee Yes information in our peer ri 
LOUISIANA Re two railways reporte e re ae 
Shreveport Rys. Co............:.- 1 re yee aoe Fie! Bs oe Be aoe B.A oer ° tion of 1,579 cars. There were 
i into - 
cat: single truck ca|rs c|onverte ears reconstructed for Aaa pve 
MISSOURI ae a ae Sas i bes! - 
The Kansas City Rys.Co.......... 2} Passenger Cc |M| DT |i-2| 447107] 58 }19.40 Xee'\ tonvin city service an fo) ni 
Springfield Traction Co............ c bee 5 is as RRC ata frsraae! eee urban service. A total of 108 cars 
asse Or iia aife niche hs lowes ef sie © ape. sie : 
UnitedjRys. Co. of St. Louis....... 1 Passenger CNG OP ae 37 9 4242076812. <i were reconstructed for opera 
j ee 
ince Sean Gruner ol hel. csheabe either one or two men. weer ri 
The Lincoln Traction Co........... 5| Passenger A ig See of these are being reconstructe ie 
Eastern Texas Bles Go Sena sic nai 1 Wrecker CONT ee recap ta a Nias | ops irene the Brooklyn City Reg 0 es 
i a ee els Coe 1 heeea 6 M BT 30’ 10} 3211.0 | Yes change from left to rig an ae : 
uston Hlectric Co...........00: assenger : E mare . 
Aan ‘Araeats Public Service Co...... 30 Passenger GMA eS Beste 3203" $36 111-2 a tion by the British Columbia Elec Ae 
UTAH Railway and the New Brunswic 
7 Qn x 
Salt Lake, Garfield & Western Ry.. 3 Passenger I |M| DT BOL 8 N66 40 S85). acer. Dine Company made it bec to 
WASHINGTON Paar econstruct all their rolling stock. 

x 22’ 10”| 33 | 6.5 | Yes Yr : ’ 
Puget’Sd. Internatl. Ry. & Pwr.Co.| 4 Passenger C |M} ST J ; - " ari- 
Seattle Municipal St. Ry........... 29| Passenger a se et : pis i roe yes The information given in the v. ‘ 
Seattle & Rainier Valley Ry. Co.... , Passenger ook tableanee rolling stock was ob- 
Total West of the Mississippi River |311 tained from replies received to ques- 

tionnaires sent to all hep ial Bas 
i i an an- 
ini ways in the United States 

nada ; Sites : : 
Kaeo ada. It is quite impossible to receive 
replies from all railways when a defi- 
QUEBEC : sets at he wnat 
Quebec Ry., Lt., Ht. & Pwr. Co., - Cae Pr a aciee We nite date of publication mu ag 
Hall Hed Oho ey ee 4) Passenger | © |M| ST |i’ 31”''|'35'|"Ir'|' Yes’ put this year replies were in : 
Bad; Conc actieeaen mek tee es : a 
NEW ®BRUNSWICK ie a sts Wk from approximately ete Paice aids ee 

bre Ocunaw lek: we Lies Focuses by owe ele ex roma pee information thus obtained has be 

- a . . . S 

7 Serviod ys Ui) fee's lanes kecrnae Paedal Hates ars [eames oe | cape aioe added to by items previously ibe 
BRITISHT COLUMBIA Fey ra lists furnishe 
British Columbia Elec. Ry. Co......| 26] Passenger C }M/ DP jit ff 2 ae ro! aoe and by very complete 
{| Double End Pave } rr sei a a a by the car builders. Through the 
31| Double End Paye a o|n. ‘ : 
[3Single End Paye operation of the vari- 
41 Double End Pave pon angled for| on|e-man ojpera'tion. courtesy and co-op ‘ bast able Ba 
9|Double End ous car builders we have bee 
Z gr eet Chjangled frjom|left to |right} hand) opera- check these figures very carefully and 
ONTARIO ss ae * rel in some cases sche eae as po 
Brantford Municipal Ry...........| 1 Passenger 2 {i pines. kod eds (ike ae j from railways e into ie 
Port Arthur Civio Ry. nisletont dns o 60% Passenger Co WMS reaper amcstnc. Vente received y 


Total for Canada 


tion furnished by the car manufac- 
turers has been used. 
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New Automotive Equipment 
Ordered 


Many Electric Railway Companies Acquiring 
Motor Buses and Service Trucks 


N connection with the statistics of rolling 

stock purchased by electric railways this 
year there is included a new departure which 
consists of obtaining the number of motor- 
driven vehicles ordered by electric railways 
during 1922. This information has been 
classified to give the number purchased, the 
class of service for which they are intended, 
as far as possible, and such information re- 
garding the type of the chassis and body as 
will enable one to form a good idea of the 
construction. The number of gas-driven 
buses was 240, and in addition to these there 
were six trolley buses and two gas-driven 
rail cars. The remainder of the equipment 
purchased consists of 112 service trucks, 
including tower wagons, dump cars and trucks 
for carrying freight and express. No attempt 
has been made to include the large number of 
ordinary passenger touring cars and run- 
abouts purchased for official and departmental 
use in the operation of electric railways. In 
the table of statistics given in the Jan. 7, 
1922, issue, figures were given showing the 
total automotive equipment owned by the 
electric railways in the United States. The 
additional information now furnished should 
permit a satisfactory estimate as to total 
automotive equipment now being operated. 
In tabulating these statistics it has been 
somewhat difficult to assign every vehicle 
to the particular service for which it is to be 
used, owing to the fact that trucks are fre- 
quently used for several different depart- 
ments. They are therefore called service 
trucks in such cases. The mobility and speed 
of the gasoline-driven motors truck ha 
made it valuable as emergency equip- 
ment. 7 


Electrification Work to Proceed 


Se MONTAGUE BARLOW, Minister of 
Labor, speaking in the House of Com- 


“mons on Nov. 30. on the subject of the relief 


of unemployment and detailing kinds of work 
that would to relieve the situation, stated 
that the Chairman-elect of the Southern 
group of English railways had to press on 
with the electrification of the South Eastern & 
Chatham railway suburban lines, and extend 
the electrification of the London, Brighton & 
South Coast and the London & South West- 
ern Railways. The Government is renew- 
ing for another year the Trade Facilities 
Act and has increased from £25,000,000 to 
£50,000,000 the capital sum for which Gov- 
ernment guarantee of principal and inter- 
est for works of public utility will be avail- 
able. 


ELECTRIC RAILWAY JOURNAL 


43 


Automotive Equipment Ordered During 1922 


No. of Class of 


Company Vehicles Service 
Intercity Terminal Ry. Co., 

No. Little Rock, Ark........... 5 Motor Bus 
Los Angeles (Cal.) Ry. Corpn...... 3 Motor Bus 
Pacifie Elec. Ry. Co., Los Angeles, 

(G1 PS Arh Seta iain arr 5 Motor Bus 

5 Motor Bus 
5 Dump Cars 
Pacific ee & %Elec. Co., Sacra- 
RIOD SMEG shee vin ox folim xv ajetaee 1 Motor Bus 
San Diego Gai: ) Flee. Ry. Co...... 2 Motor Bus 
| Motor Bus 
1 Motor Bus 
1 Motor Bus 
1 Serv. Trk. 
1 Line Dept. 
Trk. 
1 Maint. Trk. 
San Joaquin Lt. & Pwr. Co.......... 2 Motor Bus 
Washington (D.C.) Ry. & Elec. Co. 6 Motor Bus 
3 Motor Bus 
Indianapolis (Ind.) St. Ry. Co...... 2 Tower 
Wagons 
1 Tower 
Wagons 
La Fayette (Ind.) St. Ry.........- 1 ¥Ert. “s Exp. 
rks. 
1. Frt.. Exp: 
Trks. 
Dubuque (Ia.) Elee. Co.........-- 1. Serv. Trk 
Louisville (Ky.) Ry. Co..........+ 1 Serv. Trk. 
New Orleans (La.) Public Serv. Co.. 1 Serv. Trk. 
United Rys. &jElec. Co., Baltimore, 
DPE aS Oo a sites aha) «odes a wiegave's 3 Trolley Bus 
27 Motor Bus 
4 Motor Bus 
Boston (Mass.) Elevated Ry. Co... 1 Motor Bus 
1 Motor Bus 
1 Motor Bus 
8 Serv. Trks. 
1 Serv. Trks. 
3 Serv. Trks. 
Worcester (Mass.) Consolidated St. 
FOL Tee temas otto ole Serve irks: 
1 : Serv. Trks. 
Twin City Hani ip aly .. Minne- 
apolis, Minn.. 1. Trolley Bus 
3. Serv. Trks. 
1. Serv. Trks. 
Springfield (Mo.) Traction Co....... 3 Motor Bus 
1 Serv. Trk. 
United Rys. Co. of St. Louis, St. : 
IS AAVEO | 5 cow ayes cfs-o) cS mtnie hee 2 Tower 
Wagons 
Lincoln (Neb.) Traction Co........ 1 Serv. Trk. 
Manchester (N. H.) Trac. Lt. & 

Pwr. Co:.050 1 Serv. Trk. 
Fonda, Johnstown & ‘Gloversville 

PACs Nba tees CxO a dip cays) 5638 ee 2 Gas Motor 

ars 
Jamestown (N. Y.) St. Ry......... 3 Motor Bus 
Second Ave. R.R. Co., New York, 

DEEN ee poeitneciens se expen a ere 3 Serv. Trks. 

Columbus (O.) Ry. Pwr. & Lt. Co. 2 Serv. Trks. 
3. Serv. Trks. 

Community Trae. Co., Toledo, O 1 Serv. Trk. 
2 Serv. Trk. 
3 Serv. Trk. 
2 Serv. Trk. 

Northern Ohio Trac. & Lt. Co...... 6 Motor Bus 

Pennsylvania-Ohio Elec. Co., 

Youngstown, On i sicje we isie cine s+ o> 2 Motor Bus 

7 Motor Bus 
1 Serv. Trk. 

Tulsa (Okla.) St. Ry...........-65 9 Motor Bus 
6 Motor Bus 
1 Motor Bus 
7 Motor Bus 

Jefferson Trac. Co., Punxsutawney, 

2 OES a pl Reece Sue ar eID aeden sarees Motor Bus 
Johnstown (Pa.) Trac. Co......... 3 Motor Bus 
Schuylkill Ry. Co., Girardville, Pa. 6 Motor Bus 
United Elec. Rys. Co., Providence, 

oi Ot ye ae oe Motor Bus 

2 Motor Bus 

6 Motor Bus 

4 Tower Trks 

1 Dump Car 

1 Dump Car 
Olympia (Wash.) Lt. & Pwr.Co.... 2 Frt. Exp. 

1 Serv. Trk. 
Pacific Northwest Trac. Co., 

GRUB WARD ct sips aves sc cc vets Motor Bus 
Puget Sd. Int. Ry. & Pwr. Co... 8 Motor Bus 
Seattle (Wash.) Municipal St. Ry... 2 Motor Bus 

1 Tower Trk. 
1 Serv. Trk. 


Type 
Chassis 


ite 


White-50 
Fageol 
Republic 
R 


Fageol 
Fageol 
White-15 


White-15 
Wnhite-50 


Ford 
G.M. 
Service 
Republic 
Republic 


Lansden 
Republic 
5th Ave. 

Coach 


Republic 
Mack 


White-50 


White-15 
White-20 


Ford 
Federal 
Federal 
Lansden 
Ford 
G.M.C. 


Reo 
Chevrolet 


Federal 
Federal 


White | 


Kleiber 
White-20 
Ford 


Body 
Builder 


Paterson 
Pac. Motor 
Body Co. 


Brill 
Hoover 


5th Ave. 
Coach 
Hoover 
Boston 
Body Co. 
Brown 


Body Co. 


Keen Bros. 

Abbott & 
Downey 

Springfield 
Exp. 


Bender 
Bender 


Garford 
Garford 
Kuhlman 


Body 


ATable continued on page DD.Q 


Capacity 


Seats 


Tons 


RUN 
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Automotive Equipment Ordered During 1922 (Continued) 


Capacit 
Seats ‘Tons 


: No. of Class of Type Body 
Company Vehicles Service Chassis Builder 
Seattle (Wash.) Rainier Valley Ry. 

SET ET RE tn Onn ph 2. Motor Bus . White: 4, ¥— Sih .uner oe 
Spokane (Wash.) United Rys.. 2  Berv, ivke. > Ford!» . aaeae 
mreneee (Wis.) Elee. Ry. & Ut. 

K ele nacre eee K's he dite 66 Motor Bus (a) Sk Stott 
41. Serv, Take,” 1b). 2) ae ee eee 
Wi Selig vane Serv. Co., Green 
Bay, s 1 Serv. Trk. Ford Appleton 
Toronto Cc ‘anada) T ransp.Comm.. 2 Motor Bus 5th Ave 5th Ave. 
Coac Coach 
|| Motor Bus  Pierce- 
WN Arrow Smith Bros. 
Winnipeg (Canada) Elec. Ry. Co... 1 Motor Bus G.M Sterling 
Lok Trk. Dodge ee 
crv kik. Dodge: Women 
Manila (P. I.) Elec. Co.. 2 Trolley Bus Atlas Atlas 


@) Whites, Fageols, Fifth Ave Goash and others. 
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(b) Fords, Nash, Sterling, Reos and others. 
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thirty-one 600-volt third-rail locomotives. 
From November, 1910, to November, 1918, 
they made a total mileage of 9,508,765, with 
a total of 121 engine failures, or an average 
of 78,600 miles per detention on account of 
locomotive trouble. During one year there 


cor ““""" was a total train delay, due to failure of 
be 5 motive power, of only fifty-five minutes. 
aon tt es These locomotives are now averaging about 
+ 4,500 miles per month. 
PIT eh The Norfolk & Western was the first to 
rt ii’ substitute electric locomotives for Mallet 


locomotives for mountain grade service. 
This road electrified a 30-mile route from 


Hey Traction Service Records 


The Author Quotes Data to Show Some of the Results 
Achieved by Several American Railroads with 
Electric Locomotives and Motor Cars 


By Homer K. Smith 


Railway Engineer Westinghouse Electric & Manufacturing Co. 


HE Long Island Railroad was the first in the 

United States to substitute electric for steam power 
on a large scale, the change having been made on this 
road in 1905. Multiple-unit cars with two 600-volt 
direct-current motors and the third-rail contact system 
were adopted. Since electrification, this road’s pas- 
senger traffic has increased nearly 400 per cent, and the 
freight traffic nearly 200 per cent, while the earnings 
have increased approximately 200 per cent. The annual 
passenger traffic is more than 600,000,000 passenger- 
miles, and at times the schedules require that more 
than 95 per cent of the equipment be on the road. 

The New Haven Railroad has approximately 550 miles 
of track electrified on the single-phase system, both 
locomotives and multiple-unit cars being used. In 1921, 
the electric passenger locomotives averaged 33,000 miles 
per locomotive failure and the average detention per 
failure was eighteen minutes. The mileage per loco- 
motive was nearly 69,000. The freight locomotive mile- 
age per locomotive failure was approximately 22,500. 
These locomotives frequently make two round trips 
between Harlem River and New Haven in twenty-four 
hours, a mileage of 272. Under steam operation in this 
section the daily locomotive mileage was from 100 to 
120. 

The New Haven has in operation sixteen electric 
switching locomotives which, from 1915 to 1921, were 
in actual service more than 70 per cent of the total time. 
In 1916 they were in actual service over 77 per cent of 
the time. These locomotives operate twenty-four hours 
per day and consistently make 140 miles per day (based 
on 6 m.p.h.). They have produced a coal saving of 65 
per cent over that required for steam operation on this 
service and have replaced steam locomotives at a ratio 
Glue won: 

On the occasion of the Yale-Harvard football game, 

ov. 20, 1920, between 8 a.m. and 11 a.m. forty-four 
special trains were dispatched from New York to New 
Haven in addition to the regular trains. On the same 
day forty-five extras were operated in. the opposite 
direction. The eighty-nine extra trains carried approx- 
imately 70,000 passengers, and all departed and arrived 
practically on schedule. 

In 1910 the Pennsylvania Railroad placed in service 
on its electrified extension into the New York Terminal 


Bluefield to Vivian in 1914, the electrifica- 
tion zone having: since been extended approximately 8 
miles to Farm. With steam operation, trains of approxi- 
mately 3,250 tons were hauled up the Elkhorn grade by 
three powerful Mallets at 7 m.p.h. Two 300-ton elec- 
tric locomotives hauled the same trains on this grade at 
14 m.p.h. Twelve electric locomotives were purchased 
to replace twenty-four Mallets. 

In a service where the average main-line haul is 
short, and where there is considerable coal mine setting 
out and gathering service as well as pusher service, 
these locomotives consistently do more than 100 miles 
per day. During 1920 they made an average mileage of 
37,820. The steam locomotives formerly used in this 
service averaged about 60 miles per day. 

The New York, Westchester & Boston Railway 
operates heavy motor cars on the single-phase system, 
in local and express service, from Harlem River Sta- 
tion of the New Haven Railroad. Local trains make a 
schedule of 22 m.p.h. with a stop every mile. The ex- 
press train schedule is 37 m.p.h. with an average dis- 
tance of 24 miles between stops. In 1919 the average 
mileage per car was more than 42,000, and the average 
car mileage per minute of delay over 2,700. 

In 1915 the Broad Street Terminal of the Pennsyl- 
vania Railroad in Philadelphia had reached the limit of 
its capacity of 160 trains per day on sixteen tracks with 
steam operation. The terminal was electrified on the 
single-phase system with the result that the time re- 
quired to bring a motor car train into the station and 
get it out again is approximately one-third of the time 
required with steam operation. The track movements 
per train turn-around have been reduced from six to 
two. Approximately 600 trains per day are now oper- 
ated through the six-track “bottle neck’ at the inter- 
locking tower. Between 5 and 6 p.m. fifty trains pass 
this tower, and during one seventeen-minute period of 
this hour there is a train movement every minute. 

On the Chicago, Milwaukee & St. Paul electrification 
the passenger service from Harlowton to Avery is 
furnished by 3,000-volt direct-current locomotives with 
a one-hour rating of 4,200 hp. and a continuous rating 
of 3,400 hp. Soon after these locomotives were placed 
in service, it was decided to run them through the en- 
tire 440 miles without turning in at Deer Lodge shops 
for géneral inspection, as had been previously done. The 
locomotives are given a light inspection at the end of the 
440-mile run and are sent to Deer Lodge for a general 
inspection on a mileage basis of from 3,000 to 5,000. 

Individual locomotives in this service have made as 
much as 12,000 miles in one month. They have made 
the through run of 440 miles per day for twelve con- 
secutive days during the most severe winter months. 
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Receiverships Lowest in Kight Years 


Only Fourteen Companies Fail During 1922—Several Emerge from Receiv- 
ership as Trying Period of Financial Stringency Passes—Total 
Number of Railways in Hands of Courts Decreases 


HE total number of electric railways still in 

receivership Dec. 31, 1922, is slightly less than 

that for the previous year. The whole situation 
as regards the credit condition of the electric railways 
still reflects largely the effect of the war time period of 
depression on electric railways. During the past year, 
only fourteen companies, with a total mileage of 695.43, 
Went into receivership. Two of these, the Michigan 
United Railways and the Cleveland, Southwestern & 
Columbus Railroad, alone, included 466.46 miles of 
the total shown. A comparison of these figures with 
the statistics of electric railway receiverships for the 


fashion. Tables I and II give a record of electric rail- 
way receiverships and foreclosures by years since this 
work was first begun in 1909. The figures given in 
these first two tables are not cumulative but show the 
new companies involved in each individual year. The 
figures have been corrected in line with information 
received since they were published a year ago, conse- 
quently in comparing them with last year’s issue, atten- 
tion should be given to the footnotes. 

The cumulative totals of all companies in receivership 
as of Dec. 31, 1921, and Dec. 31, 1922, are shown at the 
foot of Table V. This tabulation includes all the indi- 


TABLE I—RECORD OF ELECTRIC RAILWAY RECEIVERSHIPS 


Number Miles of 

of Single Track Outstanding Securities 
Companies Involved Stock Bonds 

22 558.00 $29,962,200 $22,325,000 

11 696.61 12,629,400 75,490,735 

19 518.90 29,533,450 38,973,293 

26 373.58 20,410,700 11,133,800 

18 342.84 31,006,900 47,272,200 

10 362.39 35,562,550 19,050,460 

27 1,152.10 40,298,050 39,372,375 

15 359.26 14,476,600 10,849,200 

21 1,177.32 33,918,725- 33,778,400 

29 2,017.61 92,130,388 163,257,102 

48 3,781.12 221,259,354 312,915,104 

19 1,065.31 28,758,455 72,283,575 

19(2) 986.42 32,909,525 36, 177,800 

4 695, 43 18,140,150 20,304,400 


TABLE II—RECORD OF ELECTRIC RAILWAY FORECLOSURE SALES 


Number Miles of 

of Track Outstanding Securities Receiver’s 

. Year Companies Involved Stock Bonds Certificates. 
eee 21 488.00 $22,265,700 $21,174,000 (a) 
VOTO ees 22 724. 36 19,106,613 26,374,075 (a) 
i ee 25 660.72 91,354,800 115,092,750 (a) 
1912... 18 267.18 14,197,300 10,685,250 (a) 
TOUS. Lo 17 302.28 15,243,700 19,094,500 (a) 
1914... 11 181.26 26,239,700 44,094,241 (a) 
[OU5:): 19 308.31 30,508,817 16,759,997 (a) 
1916... 19 430.14 13,895,400 22,702,300 (a) 
9 Baan 26 745.19 27,281,900 27,313,045 (a) 
POTS. 2, 23 524.22 37,740,325 20,149,384 (a) 

1919... 29 2,675.48 89,893,400 79,836,738 $42,300 

1920.., 13 259.90 7,782,400 11,227,328 52,000 

1927: 13 777,97 33,642,255 30,863,526 5,000 

922). 13 322,88 7,491,500 12,640,600 114,683 


(a) Corrected by adding to figures, shown last year, data for three companies: 
West Helena Consolidated Co., La Fayette Service Co., Pottstown & Phoe- 
nixville Ry. Co., which went into receivership in 1921, but were omitted through 
failure to receive information in time. 


Table II does not include companies which were sold or reorganized without 
foreclosure proceedings. 


previous years shows that the tendency toward an im- 
provement in the street railway industry is continu- 
ing. The rising tide in the number of receiverships 
and foreclosures, and the mileage and amount of se- 


-curities therein involved, reached the maximum point 


in the year 1919. In 1920, however, there was a ma- 
terial reduction in the number of companies which went: 
into receivership and again the year 1921 showed a 
slight decrease in mileage and securities in receivership. 

In order to permit comparisons with previous years 
the statistics have been presented’ herewith in the usual 


TABLE III—ELECTRIC RAILWAY RECEIVERSHIPS—1922 


Miles of Receiver’ s 
Single Track Outstanding Securities Certifi- 
Involved tocks Bonds cates 
Chicago & Interurban Traction Co. 
(Chicago, Ill.)................... 50.00 $1,000,000 $1,350,000 None 
. Joliet & Eastern Traction Co. (Ill.).. 25.00 300,000 None None 
Manhattan ig Interurban Ry. 

(Manhattan, OTS hes RR ies 16.00 612,150 90,000. None 
st ea eT seca posts 257.46 7,000,000 12,355,800 None 
Ogdensburg St. Ry. Co. ensburg, 

5 Oh RR PP oS Dita is a7 ee 7.93 150,000 150,000 None 
Steinway Ry. Co. (Long Island City, 

oS ener SoS Wales nies 26.00 None 1,500,000 None 
Asheville & East Tennessee R.R. Co. 

(Aptevillor Mey ec eked. 00s 6.34 70,000 35,000 None 

Cleveland, Southwestern & Columbus 

y. Co. (Cleveland, O.).......... 209.00 6,648,000 3,510,000 None 
Dayton, Covington & Piqua Traction 

‘0. (West Milton, O.)........... 38.00 1,150,000 550,000 None 
Gallipolis & Northern Traction Co. 

PECTS slat” ol 0.) Dae ee a .00 $20,000 $48,000 None 
Bangor & Portland ‘Traction Co. 

(Bangor Las cea ees cn ss a .70 130,000 130,000 3,000 
Pottstown & Phoenixville Ry. Co.. 

(Pottstown, oo tae + ek 15.00 500,000 114,600 None 
at oe ma ta) 18.00 360.000 400,000 21,000 

t. ans wanton Traction Co. 
Geti Diba. Wey A ie ot 13.00 200,000 71,000 None 
Total for 1922 (14 companies).... 695.43 18,140,150 20,304,400 24,000 


vidual companies shown in last year’s Table V with the 
exception of those which were sold at foreclosure, com- 
pletely abandoned, or otherwise relieved of receivership 
during 1921. These were removed from the list. To the 
list have been added fourteen new receiverships which 
occurred during 1922, also three companies mentioned 
in the note under Table I which should have been 
included in 1921 but were omitted because the informa- 
tion was not then available. In accordance with more 
recent information certain minor changes and correc- 
tions also have been made in the various figures in order 
to bring them up to date. The companies emerging from 
receivership in 1922 have been deducted from the total 
of roads in receivership as of Dec. 31, 1922 (Table V). 

A somewhat smaller number of companies have 
passed into the hands of the receivers during 1922. A 
résumé of their status—total mileage, outstanding 
securities, etc.—shows a steady improvement. These 


TABLE IV—ABANDONMENTS—ENTIRE— 1922 


(Includes only companies whose entire traction property has been dismantled or 
permanently abandoned and not likely to resume operation) 


Miles Stock Bonds 

St. Alb &S ton Traction Co. (St. Albans, 
DR Rt a On ee R 3.00 $200,009 $7,000 
Joliet & Eastern Traction Co. (Joliet, Ill.)...... tay i one 
Pleveland & Erie Ry. Co. (Girard, Pa.)........ 30.00 300,000 1,000,000 
Interurban Ry. & Term. Co. (Cincinnati, O.).... 47.55 3,500,000 1,650,000 
Springfield Ter. Ry. & Pwr. Co. (Springfield, O.). 30.00 350,000 250,000 
N. Y. & North Shore Trac. Co. (Roslyn, N. Y.).. 38.12 979,350 770,000 
Aberdeen R.R. = Seip mera See: pees on {a} (3) 
Coatesville Trolley Co. (Coatesville, Pa.)....... ; a a 
Monmouth County Elec. Co. (Red Bank, N. J.).. 18.50 350,000 500,000 

Total for 1922 (9 companies)........-..-... 213.02 5,979,350 4,241,000 


(a) Data not available. 
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Table V—Electric Railway Receiverships and Foreclosures 


as of Dec. 31, 1922 


Miles of 
Year of Single 
Name of Company Receiv- Track 
ership Involved 
CONNECTICUT 
Danbury & Bethel St. Ry. Co. (Danbury) 1917 13.00 
Hartford & Springfield St. Ry. Co. 
(Warehouse £6).o. ccceeutvy laa 1918 48.00 
Shore Line Electric Ry. (New London)(28) 1919 67.20 
MAINE 
Atlantic Shore Ry. (Kennebunk)........ 1915 49.93 
MASSACHUSETTS 
Brockton & Plymouth St. Ry. Co. 
(Plymouth) (2468 oaks eiciente 1919 22.00 
Concord, Maynard & Hudson St. Ry. Co. 
(Greenfield)? 2 2c tea le eh eee 1921 18.15 
Connecticut Valley St. Ry. Co. (Green- 
Held) acces b ac wore ee ok ees 1921 47.05 
Northern Massachusetts St. Ry. (Green- 
HEA). Sree ceine & usiv eee eecele ee mare 1921 44.09 
NEW HAMPSHIRE 
Portsmouth, Dover & York St. Ry. 
(Portamouth) sic cdew aisles testes 1917 41.46 
VERMONT 
Barre & Montpelier Trac. & Pwr. Co. 
(Montpelier) i: 2.05.0 beech ee 1920 9.75 
St. Albans & Swanton Trac. Co. (St. 
‘Aibais) (8) 23. je tee cee. ee 1922 13.00 
Springfield Elec. Ry. Co. (Springfield)... 1918 9.00 
Summary 
Total /U/22t5 vauien ce Aatds ea shee 11 cos. 370.50 
Net changes and corrections.... ae 0.87 
Receiverships added during 1922.. Ico, 13.00 
Less properties sold or reorganized l co. 22.00 
Net receiverships 12/31/22....... 11 cos. 360. 63 


New England District 


Capital 
Stock 


$320,000 


785,000 
1,000,000 


1,000,000 


250,000 
235,000 
620,000 
500,000 


(2) 


120,000 


200,000 
100,800 


4,810,800 
0,000 
200,000 
250,000 
4,880,800 


——Outstanding Securities ——— 


Funded 
Debt 


$588,500 


961,000 
2,725,000 


1,746,250 


260,000 
230,000 
580,000 
500,000 


707,000 


100,000 


71,000 
100,000 


12,713,521 
4,215,771 
260,000 
8,308,750 


North of the Ohio and East of the Mississippi 


ILLINOIS 


Alton Granite & St. Louis Trac. Co. 
CARGO Sis eee d ste alae Se nc ore ee 
Aurora, Elgin & Chicago R.R. (Aurora) (33) 
Third Rail Division (4) 
Chicago & Interurban Trac. Co. (Chicago) 
Chicago & Oak Park Elev. R.R. (Chicago) 
bere Aurora & DeKalb R.R. (Aurora) 


(32) 
Joliet & Eastern Trac. Co. (Joliet) (5).. 


INDIANA 


Beech Grove Trac. Co. (Beech Grove).... 
La Fayette Service Co. (La Fayette) (6).. 
Winona Interurban Ry. Co. (Warsaw)... 


MICHIGAN 


Houghton County Trac. Co. (Houghton). 
Marquette City & Presque Isle Ry. 

(Marquette) (24) 
Michigan United Rys. (Jackson) . we 
Saginaw-Bay City Ry. (Saginaw) (7)..... 


NEW JERSEY 
Monmouth County Elec. Co. (Red Bank) 


(1 
No. Jersey Rapid Transit Co. (Hohokus) 


4 NEW YORK 


Binghamton Ry. Co. (Binghamton)..... 
Brooklyn Rapid Transit Co. (New York). 
Brooklyn Heights R.R. Co. 
sibs Queens County & Suburban 
Coney Island & Brooklyn Ry.. 
Nassau Electrio Ry. 0. .ccese cee s4ka 
New York Consolidated Ry. 
New York Municipal Ry. 
Buffalo & Depew Ry. (Bu ‘alo) ty 
SiG Lackawanna Trac. Co. Soe 
Hornell Trac. Co. (Hornell 
Interborough Consolidated Corp. (N. Y.) 
Manhattan & Queens Traction Corp. 
(Long Island City) (8@).............. 
New York & North Shore Trac. Co. 
CRoalyn).(D)\s 5.00 j.ccksetee unt eon ene 
New York Rys. Co. (New York) (19).. 
Ogdensburg St. Ry. Co. (Ogdensburg). . 
Penn Yan & Lake Ae, y. (Penn Yan). 
Richmond Lt. & R. R. Co. (Staten Island) 
Rochester, Corning & Elmira Trac. Co. 
(Rochester) «i écc00 <a> oss ba eee 
Second Ave. R. R. Co. pts ew York).. 
eit Line Elec. R. R. Co. (White Plains) 
Staten Island ae Ry. Co. (N. Y.) 
Steinway Ry. Co. (Long Rian ¢ City) C6) 
Westchester St. R. R. Co. (White Plains). 


1920 
1919 
1919 
1922 
1911 


1916 
1922 


oe ot ot oss 


1920 


10. 
Holding Co. 
at. 


(12) 2. 
1 F 
fe 


8. 
32. 


20 
12 
66 
93 


50 
05 


3,189,000 
6,200,000 
“***"1,000,000 
10,000,000 


950,000 
300,000 


150,000 
1,250,000 
0,000 


957,200 


200,000 
. 7,000,000 
2,600,000 


350,000 
800,000 


978,995 
ts 


900 
297,400 
105,925 
683,184 


io a eee S05, 000 
55,000 

117,900 

(28) 50,403,634 
20,000 

979,350 
$17,495,060 
150,000 

94,000 

(18) 1,932,000 
271,000 
1,862,000 
50,000 
1,000,000 

None 

700,000 


3,000,000 
3,636,000 
4,735,000 
1,350,000 
5,992,500 


427,500 
None 


1 
1,250,000 
2,343,700 


677,000 


100,000 
12,355,800 
2,063,000 


500,000 
800,000 


(9) 2,422,160 
68,114,700 
0,000 


4,531,000 
5,474,000 
13,571,928 
22,936,000 
2,207,000 

0,000 


1,000,000 
150,000 
(28) 63,808,000 
(10) 2,090,000 
770,000 
58,773,027 
0,000 
100,000 
(18) 1,482,000 
1,000,000 
5,720,000 
None 
1,000,000 
1,500,000 
168,000 


, 


aad 


Receivers’ 
Certificates 


$100,000 


None 
None 


None 


None 
None 
None 


None 


30,000 


None 


None 
None 


110,000 
20,000 
None 


None 
130,000 


None 
None 
None 
None 
2,210,000 


None 
None 


None 
None 
None 


None 


None 
None 
None 


17,500 
None 


30,000 
12,000,000 
None 


None 
None 
70,000 
None 
None 
60,000 
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companies, with the exception of 
two, previously mentioned, are 
practically all quite small com- 
panies, forced into bankruptcy 
through decreased earnings. The 
total amount of track mileage 
and securities in default repre- 
sents, therefore, a promising de- 
crease when compared with a 
corresponding table for 1921. It 
is true that the Brooklyn Rapid 
Transit Company, the United 
Railways of St. Louis and the 
Pittsburgh Railways are still in 
the hands of the receivers, but 
notable efforts have been made 
toward straightening out the 
affairs of these three large com- 
panies. In the case of the Brook- 
lyn Rapid Transit Company, a 
reorganization is hoped for early 
in 1923 and the receiverships are 


NOTES 


1—Sold at foreclosure during 1922. 
2—Included in that of Atlantic Shore 
Railway. 
8—To be sold for junk. 
4—-Sold and reorganized as Chicago, 
Aurora & Elgin R.R. Co. in 1922. 
5—Road has been dismantled. 
6—Receiver discharged during 1922. 
7—Service discontinued August, 1921. 
8—Removed from last year’s list be- 
cause of reported foreclosure sale, 
set aside by the court. Final fore- 
elosure 1922. 
—$68,160 in car trust certificates. 
10—No bonds issued. Cost of construc- 
tion carried by temporary notes. 
11—Reported sold prior to 1922. 
12—These figures exclude track and 
securities of formerly controlled 
companies which have been re- 
turned to their owners. 
18—Figures cover only proportion of 
securities represented by railway 
property. Estimated at 67.4 per 
cent of total. 
14—This company is reported as hav- 
com oa right-of-way, but no track 
uilt. 
15—Receivership lifted during 1922. 
Not operating now. 
16—Part of New York & Queens County 
Ry., which is not otherwise in- 
volved. 
17—Road has discontinued operations 
and is now being dismantled. 
18—Reported sold, but sale not yet 
confirmed. 
19—Broadway and Seventh Avenue 
Railroad and Sixth Avenue Rail- 
road, operated by the New York 
Railways, are also in receivership. 
20—Sold during 1922. 
21—Notes, bank loans and $85,050 
in car trust certificates included in 
funded debt. 
22—Figures cover total combined prop- 
erty. $38,553 in car trust certifi- 
cates included in funded debt. 
23—At the close of 1922 a reorganiza- 
tion plan eliminating the Inter- 
borough-Consolidated Corporation 
securities was practically but not 
completely consummated. 
24—-Receivership lifted during 1921. 
25—Receivership, which was limited to 
Chattanooga lines only, was lifted 
during 1922. Now owned by Ten- 
nessee Electric Power Company. 
26—Figures cover total combined prop- 
perty. Railway value cannot be 
separated. 
27—Underlying railway bonds only. 
28—Property is being disintegrat 
reorganized. 
29—Sold and now being operated by 
the Union Traction System. 
380—Sold and reorganized, but receiver 
not yet discharged. 
81—Stock has no par value. 
value SB pe 
32—As included in last year’s cai 
No new information receiv 
83—Balance remaining after separation 
of Third Rail Division. 


and 


Nominal 


January 6, 1923 


likely to be terminated in the 
two other cases before the end of 
this year. There are, to be sure, 
many legal and financial problems 
to be settled, but the increase in 
the net earnings, attributed to 
better economic conditions and 
improved operating methods, has 
made the terminating of the re- 
ceiverships a practical question. 
Moreover, a growing apprecia- 
tion has been shown on the part 
of security holders of the fallacy 
of too stringent insistence upon 
mortgage rights where such in- 
sistence may mean the disinte- 
gration of a system and destruc- 
tion of earning power that inheres 
in the operation of a single 
system. 

It is in New York City itself 
where a large part of the securi- 
ties and mileage are in receiver- 
ship. Nevertheless, the situation 
during the past year has im- 
proved considerably due to the 
reduced cost of labor, increased 
traffic, and in the case of the sur- 
face lines, a virtual increase in 
the fare, brought about by the 
break-up of some of the systems. 
Moreover, the situation will be 
materially relieved by the extin- 
guishing of all of the $63,808,000 
of 44 per cent Interborough-Con- 
solidated bonds, all of the $45,- 
740,500 of preferred stock of 
that company and all the common 
stock, which at $5 nominal rat- 
ing a share would be valued at 
$4,663,134. This reorganization 
plan was practically completed on 
Dec. 31, 1922. The reflection of 
this improved condition of finan- 
cial affairs in New York City is 
also to be seen in the higher 
quotations for all traction securi- 
ties. In the case of the Inter- 
borough Rapid Transit Com- 
pany, the threatened receiver- 
ship has been avoided and the 
condition of the company mate- 
rially improved as a result of the 
rearrangement of the terms, of 
lease under which it operates 
the Manhattan Elevated Lines. 

Of the interurban properties 
in the hands of the receivers, 
both the Aurora, Elgin & Chi- 
cago Railroad Company and the 
Cleveland, Southwestern & 
Columbus Railroad Company are 
being reorganized in a rather 
drastic manner. In the former 
case, the Third Rail Division 
was sold and reorganized as the 
Chicago, Aurora & Elgin Rail- 
road and is now being so 
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Table V (Continued)—Electric Railway Receiverships and Foreclosures 
as of Dec. 31, 1922 


Year of 
Receiv- 


Name of Company ership 


OHIO 


Ashtabula Rapid Transit Co. (Ashtabula) (1) 1920 
ene Lawrenceburg & Aurora Elec. 


Se Rys(Cinemmath) heen. oscses on 1913 
vache Alliance & Mahoning Valley 

COWRA VODDS) sali occ se vss 1920 
Cleveland, Southwestern & Columbus Ry. 

(Cl evelan oe ane IEN focees's fides e 1922 
Dayton, Covington & Piqua Trac. Co. 

(West. Milton) . 1922 
Gallipolis & Northern Traction Co. 

(CERIN cla Te Oty a Resp Coen eg 1922 
Interurban Ry. & Terminal Co. (Cincin- 

MAT CL ny Mer eee hilo chars « « 1914 
Ohio Electric Ry. (Springfield) (28).. 1921 

Columbus, Newark & Zanesville Elec. 

Ry. (Springfield) (6).. 1921 

Fort Wayne, Van Wert & Lima Trac. 

Cow (TN) ip elit ois ete hreiaia Vie e's 1921 

Indiana, Columbus & Eastern Trac. 

Co. (Springfield) PRE Re Seen 1921 
Ohio River Electric Ry. & Pwr. Co. 

EG Cae ee ee 1919 
Maumee Valley Ry. & Lt. Co. (Toledo)... 1921 
Springfield Terminal Ry. & Pwr. Co. 

(Springhield))(2)8) soc ccs ass eee 1919 
Toledo & Western R. R. Co. (Sylvania).. 1921 

PENNSYLVANIA 
Bangor & Portland Trac. Co. yee: 1922 
Buffalo & Lake Erie Trac. Co. (Erie).. 1915 
Cleveland & Erie Ry. (Girard) (8)....... 1920 
Ephrata& LebanonSt.Ry.Co. (Lebanon) 1921 
North Branch Transit Co. (Bloomsburg) 1915 


Northampton, Easton & Wash. Trac. Co. 

(Easton) (18) 919 
Philadelphia Rys. Co. (eiilanelptia) (6) 1919 
Pittsburgh Rys. (Pittsburgh) 918 
Pottstown & Phoenixville Ry. (Potts- 

BOW CE) a einer ee ede cca esl anavece 
Slate Belt Transit Co. (Pen Argyl)....... 1922 
Sunbury&Susquehanna Ry. (par) (82) 1913 


Summary 
PROb es Me feae ei: Case eles coche es cuaite Sa act 51 cos 
Net changes and corrections. 5 cos. 
Receiverships added during TO2 2 eine 11 cos. 
Less properties sold or reorganized. . in | ee C08: 
Net receiverships 12/31/22............. 53 cos 


Miles of 

Single 
Track 

Involved 


South of the Ohio and East 


ALABAMA 
Birmingham Ry., Lt. & Pwr. Co. 
(BeMIMGHAM) sic d aes ccls ewe ee 1919 
Birmingham Tidewater Ry. Co. 
(Barminghama))nciniienes cine ce cietiie aes 1919 
Montgomery Light & Traction Co. 
(Montgomery). ossicuieitekts <a eee 1919 
North ‘Alabama Trac. Co. (Albans) (1)... 1919 
FLORIDA 
Jacksonville Trac. Co. (Jacksonville).... 1919 
Pensacola Elec. Co. (Pensacola)......... 1920 
‘NORTH CAROLINA 
Asheville & pet peer: a R. 
(Asheville) (1). . 1922 
SOUTH CAROLINA 
South Carolina Lt., Pwr. & Rys. Co. 
(Sparcanbure) (1) Ss ereccieds «sieve nares 1921 
TENNESSEE 
Chattanooga Ry. & Lt. Co. se haiie: 
DOOWA) CLD os dew i vicles series ox 1919 
Memphis St. Ry. (Memphis) 1919 
WEST VIRGINIA 
Morgantown & Wheeling Ry. Co........ 1916 
Summary 
Total MAY Zee eae laws 2h 10 cos 
Net changes and corrections. Ar 
Receiverships added during 192: 1 cos. 
Less{properties sold or reorganized ess 4 COR 
Net receiverships 12/31/22............. 7 cos 


153,55 
32.63 


38.00 
7.63 


64.00 
24.49 


21.00 


Capital 
Stock 
500,000 
808,900 
1,100,000 
6,648,000 
1,150,000 
20,000 


3,500,000 
11,000,000 


2,025,000 
1,000,000 
4,025,000 


300,000 
1,000,000 


350,000 
2,000,000 


130,000 
7,500,000 
300,000 
189,000 
500,000 


1,250,000 
400,000 
21,726,750 
500,000 


360,000 
600,000 


226,585,599 
12,660,858 
17,258,000 
10,709,350 

245,795,107 


4,232,800 
325,000 

(26) 2,000,000 
75,000 


1,500,000 
(22) 1,100,000 


70,000 


3,200,000 


(26) 5,000,000 
5,000,000 


345,000 


te 


West of the Mississippi 


ARIZONA 

Tucson Rapid Transit Co. (Tucson) (6).. 1919 

ARKANSAS 

West Helena Consolidated Co. (Helena) 1921 
COLORADO 

Denver Tramway Co. (Denver)......... 1920 

IOWA 
Des Moines City Ry. Co. (Des Moines) (6) 1918 


4.35 


5.50 


226.42 


94.00 


500,000 


469,975 


6,156,300 


1,305,000 


Funded 
Debt 


382,000 
750,000 
1,100,000 
3,510,000 
550,000 
48,000 


1,650,000 
7,254,200 


4,704,000 
1,470,000 
7,900,000 


315,000 
800,000 


250,000 
2,000,000 


130,000 


532, 500 


739,000 
400,000 
52,185,133 


114,600 
400,000 
640,000 


371,135,013 
1,795,335 
20,108,400 
15.205.600 
377,833,148 


of the Mississippi 


(18) 8,767,044 
1,500,000 
(26) 1,430,000 
225,000 


(21) 4,122,050 
(22) 1,780,453 


35,000 


4,629,000 


2” 2, 790,000 
"025,000 


500,000 


33,015,400 
753,147 
35,000 
7,679,000 
26,124,547 
114,800 
None 


17,555,585 


5,981,000 


Outstanding Securities —-————. 


Receivers’ 
Certificates 


7,500 
None 
8,000 
None 
None 
None 


None 
None 


None 
None 
200,000 


None 
None 


18,683 
None 


3,000 
920,000 
None 
None 
None 
15,000 
None 
None 
None 


21,000 
None 


24,410,526 
6,637,443 
24,000 
117,683 
[18,679,400 


(18) 414,021 
18,000 
(26) 250,000 
None 


62,500 
(22) 25,000 


None 


None 


None 
None 


214,000 


1,060,060 


983,521 


None 
None 
None 


10,000 


—oeoeoeleleleeeee—eeeeeeeEES[——_ _30u03030303030 ‘lc 


48 


operated. The Cleveland, South- 
western & Columbus Railroad 
Company, which did not go into 
receivership until this year, has 
submitted to a plan whereby the 
securities are to be scaled down 
within the limits of the com- 
pany’s earning power. A segre- 
gation of the various lines 
which made up the system of 
the Ohio Electric Railroad 
Company is being made. The 
Columbus, Newark & Zanesville 
Electric Railroad Company, for- 
merly operated by the Ohio Elec- 
tric Railroad Company, reports 
the discharge of the receiver. 
Certain bonds of the Michigan 
United Railways have been in 
default for some time and the 
appointment of a receiver for 
that company was not, there- 
fore, wholly unexpected. AI- 
ready a reorganization plan has 
been worked out whereby the 
outstanding securities are to be 
scaled down within the limits of 
the company’s earning power. 
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Table V (Coneluded)—Electric Railway Receiverships and Foreclosures 
as of Dec. 31, 1922 


As the earnings of the first ten 
months of this year are re- 
ported to be sufficient to pay the 
new bond interest 1.55 times, it 
is hoped that the receiver will be 
discharged early in 1923. 
During the past year thirteen 
companies have been sold or 
reorganized. One now undergo- 


ing reorganization is the Cleve- 
land, Southwestern & Columbus 
previously mentioned. It was the second large Ohio 
company to go into receivership during the past two 
years. In an official statement issued by the coun- 
sel concerning the receivership, it was stated that 
the company was unable to pay the bond interest be- 
cause of extreme loss in gross operating revenues, 
resulting from unfavorable economic and industrial 
conditions. Another reorganization now in process is 
the New Orleans Railway, Light & Power Company, 
which has successfully carried through a plan whereby 
the interests of the city and the company are both 
well protected for the future. The city, moreover, will 
gain very largely through the money put back into 
the property for improvements. Of those companies 
which have been sold and reorganized, the Ashtabula 
Rapid Transit Company, Ashtabula, Ohio, is also of 
interest as it represents an experiment in municipal 
ownership, having been purchased by the city in April, 
1922, for $150,000. The La Fayette Service Company, 
forced to sell through jitney bus competition, has been 
purchased by the La Fayette Street Railway Company. 
Although these companies have been forced to sell at 
foreclosure, it augurs well for the future of the in- 
dustry that new capital has been found to take them 
over and service will not be suspended. 

Eight companies have been sold for junk during 1922. 


In many cases the suspension of service and subsequent. 


total abandonments were due to the increased number of 
private automobiles, which rendered electric railway 


Miles of Outstanding Securities 
Year of Single 
i Receiv- Track Capital Funded Receivers’ 
Name of Company ership Involved Stock Debt Certificates. 
KANSAS 
Manhattan City & Interurban Ry. 
(Manhattan) (29) . 1922 16.00 612,150 90,000 None 
Southwestern Interurban Ry. (Ww infield). 1919 25.00 150,000 None None 
LOUISIANA 
New Orleans Ry. & Lt. Co. (New 
Onleans) (SO) 5 tie nacre md sine a wie aa « 1919 222.12 (26) 30,198,850 (26) 38,361,200 1,180,000 
MINNESOTA . . 
St. Paul So. Elec. Ry. Co. (Hastings)..... 1918 17.54 658,225 425,400 None 
MISSOURI 
Kansas City, Lawrence & Topeka R. R. 

Go: Goansas Cley) wane amce se caso 1919 12.00 250,000 400,000 None 
Kansas City, Outer Belt Elec. R. R. Co. 

(Kansas City) (82).. 1912 (14) None 1,298,000 100,000 
Kansas City, Ozark & So. Ry. (Ava.) 3 2) 1913 15.00 300,000 one None 
Kansas City Railways (Kansas dae 1920 314.88 (31) 100,000 30,032,336 None 
Missouri Elec. R. R. Co. (St. Louis) .. 1919 18.83 1,000,000 700,000 None 
United Rys. Co. of St. Louis............ 1919 460.78 41,296,000 50,690,000 4,200,000 

OREGON 
Southern Oregon Trac. Co. (Medford)(11) 1918 8.19 150,000 150,000 None 
TEXAS 
Austin St. Ry. Co. (Austin)............. 1921 22.67 810,000 786,000 None 
Bryan & Central Texas Interurban 

(Bryan) (7). soee eemcmemme ble i 1920 27.20 300,000 300,000 None 
Bryan & College Interurban Ry. (Bryan) 1920 7 pie bs 40,000 100,000 None 
Corpus Christi Ry. & Lt. Co. (Corpus 

Chrtstt) (23), 2: seat thins ius 1919 9.75 None (26) 1,694,507 14,539 
Standard hae. Co. (Dallas). . 1921 1.50 10,000 None None 

Summary 
Total 1/1/22.. t “ate 18cos. 1,486.94 82,884,375 148,536,620 5,544,539 
Net changes and corrections. Mei sterei cnn hs 1 co. 6.54 809,975 52,208 40,000 
Receiverships added during 1922. . l co 16.00 612,150 90,000 None 
Less properties sold or reorganized. . 6 cos. 159.49 2,867,150 8,830,307 24,589 
Net receiverships 12/31/22............. 14 cos 1,349.99 81,439,350 140,348, 52] 5,480,000 
Recapitulation 

Total'l/ 1/2255 este wate teria eas here aes 90cos. 5,448.84 337,055,774 565,400,554 31,125,125 
Net changes and corrections. . 6 cos 126.04 13,593,633 1,615,081 5,733,982 
Receiverships added during 1922 14 cos 695.43 18,140,150 20,304,400 24,000 
Less properties sold or vo: Lane 25 cos. 719.58 22,171,500 81,474,907 Srey 
Net receiverships 12/31/22............ 85cos. 5,550.78 346,618,057 552,614,966 25,272,921 

Railroad Company, service by those companies impracticable. A notable 


instance of the results of such competition is the Joliet 
& Eastern Traction Company, Joliet, Ill., which was 
abandoned and sold for junk. The Gallipolis & North- 
ern Traction Company reports a suspension of opera- 
tions and the intention to dismantle entirely. It is hoped 
that in the case of the Asheville & East Tennessee Rail- 
road Company, service may be resumed by the taking over 
of the properties by a new company. Of these com- 
panies, four have gone into receivership during the past 
year. It is especially interesting to note that during 
1922 increased earnings have enabled six companies to 
terminate the receivership. Of these, the Chattanooga 
Railway & Light Company has been reorganized as the 
Tennessee Electric Power Company. The Shore Line 
Electric Railroad Company of White Plains, N. Y. (1.5 
miles), which went into the hands of a receiver in 1920, 
reports that it is no longer in receivership but is 
awaiting a court order pending dissolution. 

The list of abandonments of parts of lines, to be 
found in Table VI, has been tabulated this year to 
show both city and interurban mileage. Statistics for 
1921 showed a total mileage of 149.61 of track aban- 
doned by the 71 companies listed. The past year, how- 
ever, shows a total of 110.53 miles of city track and 
105.09 miles of interurban track, making a total of 
215.62 miles abandoned by 97 companies. In many in- 
stances, however, the abandonment is due to a change 
in route or elimination of unused sidings, turnouts and 
other short pieces. 


_ Bridgeton 


January 6, 1923 
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Table VI—Abandonments—Partial—1922 


(Includes all pieces of track,*sidings, yards, etc., permanently abandoned—Companies arranged alphabetically by states) 


-—-Miles—— 

Inter- 

City urban 

Bakersfield stig Elec. Ry. Co. ee: oie Sn ere ert OF48S ered se 
Pacific Electric Ry. Co. Ses ae er eaten: OE Dar tates 
emineiiar iy. Co. (san vose; OAl.)......2.-. cee eee en eee cces Of95 eas. 


Petaluma & Santa Rosa R.R. Co. Recetas Cal.). re ON re 0. 
San Francisco-Oakland Terminal Rys. (Oakland, Cal. Nee i ek Ee 0.09 i 
74 


Southern Pacific Co. (San ean REPEN OD eath merc ene erase a 
PO WEVEL,| COLO.) S.40,+ 10 ssc ys sane 


Denver & Interurban R.R. C 


_ The Connecticut Co. (New Haven, Conn.).. AL ese Oe tracks 8 
Danbury & Bethel St. Ry. Co. (Danbury, Conn. a) ae PACT | To eae 
The Shore Line Hlectric.R.R. Co. (Norwich, Gonna: aoe tances Mae: 28,22 
Grand River Valley Ry. Co. (Grand Junction, Colo. is Sines 0.06 
Southern Colorado Power Co. (Pueblo, Colo.) . ; DESAY SAS ter 
Trinidad Electric Transmission Ry. & Gas Co. (Trinidad, Colo. 2 , SOO Kees 
Western Light & Power Co. (Boulder, Colo.) . i Oi AB tetenws 

Augusta-Aiken Ry. & Elec. Corpn. of 8. Carolina (Augusta, Ga,). | egortinss aia 
Georgia sey Mowemcocationta, Gas) ec. cie cece seus eevee 0.20 1.68 
EO TUCLE Vice NTA GOI GHG Se wce bec cea secaverscees. eens 2.63 
EINE St, ATO ONUBOIEGyIGBNO) icles acces vacawee ge dees cece Lie eh a 
Alton, Granite & St. Louis Traction oe ough Ill. ays: lek aR OOS soe 
Chicago & Joliet Elec. Ry. Co. (Joliet, L Str hist Whois een, fs 
Chicago Surface Lines (Chicago, IIll.)................ OND GM es 
La Fayette St. Ry. Co. (La _ ette, Ind.) . moe C2605 ic xs os 
Albia Lt. & Ry. Co. onan ick de: Lactate Sek eR 6200 R35 
Des Moines ity Ry. C (Des Moines, Ia.) .. | ee 
Tri-City Ry. Co. of ees oes Ta ae ae ON64 Steen 
Kentucky Traction & Terminal Co. (Lexington, Ky. ds. cetveR eve | a rc 
Louisville Ry. Co. (Louisville, Ky.) aN EN sean 
New Orleans Public Service Co. (New Orleans, La.). VSO areanns. 
Cumberland County Power & Light Co. (Portland, Me. Nee (ee 2 eee alge 
United Rys. & Electric Co. (Baltimore, Md. De pie SORE CEA DTD dere: 
Berkshire St. Ry. Co. ruiceeld, Mass.) . DERE Cersg oie oP cages 0.83 
Boston Elevated Ry. Co. (Boston, NERD EC cts as a cA PAC. ae AA 
Connecticut Valley St. Ry. Co. (Greenfield, iN CRN) ee TS ek fae 8.96 
Eastern Massachusetts St. Ry. Co. (Boston, Mass.).. é 1.16 10.81 
Massachusetts Northeastern St. Ry. Co. (Haverhill, Mass.)...... 0.01 1.89 
Middlesex & Boston St. Ry. Co. (Newtonville, Mass.) . ee ate 6.44 
Benton Harbor-St. Joe Ry. & Lt. Co. (Benton or agae Mich. ). DZS ies 
City of Detroit—Dept. of St. Rys. (Detroit, Mich.).. OEB2 te 
Detroit United Bch EIRENE NINOS) Sofotae ori) a dine aie ste at n+ LO ASA te 
Grand Rapids Ry. Co. (Grand Rapids, Mich.)................ Dy ae as 
Twin City Rapi Transit Co. (Minneapolis, Minn. cat Je As 0.01 0.03 
Wisconsin Ry., Lt. & Pwr. Co. (Winona, Minn.)................ DEZ6" Mele. 
Meridian Lt. & Ry. Rae nbericists, IMISS,). See ee hoe LS eras 
St. Joseph Lt. Ht. & Pwr. Co. (St. Joseph, Mo.).....2...... WSIS. se 2 itasners 
Springfield Traction Co. (Springfield, Mo.)................0... (ie iy ee 
United Rys. Co. of St. Louis (St. Louis, Mo.) SAM tarot cs aves ‘fe OR0GS Made 
Tancou DrachionGovClancoiny, NOD.) oc. ckcte cue ea gece awe aan SEUG boss 
Bridgeton & Millville Traction Co. Reedecton, INE Oko panne creme: 10,00 
Trenton & Mercer County Traction Corp. (Trenton, N.J.)....... O04 I> SS... 
Interborough Rapid Pat Ganunew Tork, N.Y.) i... cecedaee OOF xis: 


-—Miles—. 


Inter- 
City urban 
International Ry. Co. (Buffalo, N. Y.)........... : F sod 0.91 6.31 
New York State Rys.: 
Rochester Reeaye Pea ene: Fale ay cial niet tay ia ate SEER Eirias WBA ep eees ee 
MVTACHEBUINOS Ga timaaet tess sa oi sie wire nan + eS aes 05. Mie. cte 
MEIC OMAISOR 5 eles ch adiateneta es eH vnc Sige iiitre © elaswlarteky Ws Bs ee O30) aes s 
Rochester & Syracuse R.R. Co. (Syracuse, N.Y es itas« 0.73 
Syracuse & Suburban R.R. Co. (Syracuse, N. Y.)......0. 0.02055 0 ee ees 0.47 
Third Ave. Ry. System (New York, N. Y.)..........- 1 ee |W Ae, AS ge 
Cincinnati Traction Co. (Cincinnati, O.)..............- i OF BASSAS, 
Gane oe ( Dia botig Oecd ti Waveney opetinsn has ei oD as Ay eG Chae eee 
Columbus, Delaware & Marion Elec. Ry. Co. (Columbus, 0.)....  ..... 6.21 
Community Mradtion Oo Loledo: Oo) spose. Mesclven eee xi ofaeis DeOny tach a 
Northern Ohio Traction & Lt. Co. (Akron, 0.)............25-5 TSea Ramer atc. 
The Ohio Service Co. (Coshocton, O.). Senate, @ A |) | nee 
Allegheny Valley St. Ry. Co. (New Kensington, “Pa.). ene 2. OF Pie 
Altoona & Logan Valley Elec. Ry. Gireenal 12):)))>,... aoe eae es UATE sees 
Buffalo & Lake Erie Traction Co. (Erie, Pa.)..............0005 2.24 0.26 
Chambersburg & Gettysburg Elec. Ry. Co. (Chambersburg, P Pa.). Orga). wate 
Citizens” Traction’ Co. (Oil City, Pa.) 0 ccc Sew sus ee 0.26 om 
Coatesville Trolley Co. (Coatesville, Pa.) . A ee Be 5.00 
Harrisburg Rys. Co. (Harrisburg, Pa.).............4. O73) eta 
Jefferson Traction Co. (Punxsutawney, Pa.).......... aed 7.00 
Johnstown Traction Co. (Johnstown, a PRE tsi ti DUOSLES ...Gc 
Lehigh Traction Co. (Hazleton, Pa.). Ta Se Natta rn tg nd ah ats 0.24 
Northwestern Pennsylvania Ry. Co. ; oe. 1.12 
Philadelphia Rapid Transit Gp (Philadelphia, Pa. i Fae TS ad ME ae 
Pittsburgh Rys. Co. (Pittsburgh, Pa.)................ DADS em ooh 
Vallamont Traction Co. (Williamsport, Pa.)........0...065 OSDZ @ nts 
West Penn. Rys. Co. (Pittsburgh, Pa.).. 0.10 0.28 
Charleston Consolidated Ry. & Ltg. Co. (Charleston, § Re Git: OSA Tt hai 
Columbia Ry., Gas & Elec. Co. (Columbia, S. C.). ae 79 |) Urea 
Memphis St. Ry. Got. (Memphis; Tenn). ite cece secs QRS4re ake 
Brownsville St. & Interurban R.R. Co. (Brownsville, Tex. De LagO's 5). 
Northern Texas Traction Co. (Fort Worth, Tex.)...... ee 0.08 0.26 
San Antonio Public Service Co. (San Antonio, Tex. yi O86. sy -ce 
Virginia Ry. & Power Co. (Richmond, Va.).. ee 4.29 0.46 
Puget Sound Hlec. Ry. (Tacoma, Wash.).....). 0.5... eeeane (em wens 
Puget Sound International Ry. & Power Co. er erett, Wash.) . O08) Sas 
Seattle Municipal St. Ry. Co. (Seattle, Wash.).. : BS ATb Ta ne 
Spokane United Rys. (Spokane, Wash.) . hee ee 21.05 
Walla Walla Valley Ry. Co. (Walla Walla, Wash.) . OOM eee 
Yakima Valley Transportation Co. (North Yakima, Wash.).......... 0.01 
Charleston Interurban R.R. Co. (Charleston, W. Va.). O69" em 
Milwaukee Elec. Ry. & Lt. Co. (Milwaukee, Wis.) . 50! O12 
CANADA 
Kitchener & Waterloo St. Ry. Co. (Kitchener, Ont.)......... : 0.80 
Toronto Transportation Commission (Toronto, Ont.) ........ . QAO erate 
Montreal Tramways Co. (Montreal, Que.). BREAN 0.90 ae 
British Columbia Elec. Ry. Co. (Vancouver, farsi) oe ke 9 fe ee 1,26 
110.53 105.09 


The majority of electric railway companies still in 
receivership are now reporting more satisfactory earn- 
ings and there is every indication that the coming year 
will see the discharge of many receivers. The city 
lines show a greater improvement relatively than the 
interurban companies. The readjustment of fares to 
a reasonable and profitable basis, reduced operating 
costs and improved methods are all factors which have 
helped to bring about a more healthy condition of the 
industry. Owing to the unreasonable interest rate for 
money, only imperative financing has been done dur- 
ing the past few years. However, the gradual lessening 
of the interest rate is a promising factor which will 
make possible the handling of present and future busi- 
ness, to a greater advantage and at a relatively smaller 


cost. With credit being restored, the railways can now 


confidently look forward to securing long-needed new cap- 
ital for additions and economy-producing improvements. 


TABLE VII—SUSPENSIONS OF SERVICE—1922 


(Includes miles of track on which companies have ceased to operate, but which 
have not been permanently abandoned or ripped up.) ao 
iles 


Columbus Elec. & Pwr. Co. tee CE eS ae eee 

Louisville Ry. Co. (Louisville, 

Eastern yeni pg aces St. Ry. Co. (Boston, Mass.)......... 

Grand Ra i ep Ry. Co. (Grand Rapids, Mich. a Te ew ee eee ae; 

Saginaw- ay City Ry. Co. (Saginaw, Mich.).. ETT 

Kansas City Rys. Co. (Kansas City, Mo.)................. Ss : 

Millville zecedon ore (Bridgeton, N. J.).. 
International Railway Co. (Buffal ris o 3.) 
acuse & Suburban R.R. Co. (Syracuse, N. Y.). 
ait nig Me Traction Co. (Toledo, : 

Conestoga Kae: Co. (Lancaster, Pa.) 

West Penn. Rys. Co. (Pittsburgh, Pa.)..................... 
Sound gare) eh Ry. & Power Co. Ree verery Wash.) 

Walla Walla Valley Ry. Co. (Walla Walla, Wash.) 


SUSERN Lon 19 2a GA COMIPAINED) cious rice nce oa wcsvis'elaies os vie selec ee ee oe 
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Hauling Wagons with Electric Cars 


HE accompanying illustration shows a wagon 
mechanism which has been developed by the Berlin 
Street Railway, so that heavy loads can be hauled on 
the rails throughout the city by electric cars, thus doing 
away with the necessity for horses which are scarce. 


Wagon for Use Either on Track or Pavement 


When the wagon is hauled over the rails, the large 
wheels used for transporting over pavements are raised 
and the small flanged wheels on either side of the larger 
wheels take the load and follow the track. The wagon 
can be raised and lowered through a mechanism oper- 
ated by hand levers. 
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Statistics Showing Extent of 
the Industry 


Number of Operating Companies, Miles of Tracks, Number 
of Cars and Buses Comprised in Electric Railway 
Field in 1922 


S IN PREVIOUS years the ELEcTRIC RAILWAY 

JOURNAL has again compiled statistics of the miles 
of track and type of rolling stock of the electric railway 
companies in the United States to compare with a 
similar table which was published on page 41 of the 
JOURNAL for Jan. 7, 1922. This information was 
obtained from the August, 1922, “Electric Railway 
Directory” of the McGraw-Hill Company and is indica- 
tive of the conditions as they existed about July 1. 


The country has been divided into the 
same geographical divisions for the purpose 
of comparisons, but two changes have been 
made in the form of the table. The prin- 
cipal one is to include a column giving the 
total number of cars in each state. The 
other is to add a column of buses owned. 
A few changes have been made in the totals 
for 1921, as reported last year, because of 
additional information received and the dis- 


Figures elsewhere in this issue show that the cars pur- 
chased or built this year greatly exceed those purchased 
or built in 1921, but as already explained probably there 
has been a greater writing off from inventories of old 
equipment. 

The column of bus data, it should be remembered, is 
for July, 1922. Later figures published in Bus Trans- 
portation show. that by September, 1922, the number of 
buses owned by electric railway companies had in- 
creased to 345. 

There seems to be a slight tendency toward the use 
of the trailer by electric railway companies, and it 
seems that the passenger motor cars are suffering in 
number as a consequence. The increase in the former 
amounts to 1,482 over 1921, while at the same time 
the latter has decreased over last year by 2,479. 


STATISTICS OF CARS, BUSES AND TRACK OPERATED BY ELECTRIC RAILWAY 


State 


New England 


covery of some errors in the calculation. States 
2 Tae Connecticut... . 
Although, according to these statistics, Maine. - Sines 
there has been a slight decrease in number pis sp eatiad 
of companies, miles of track and ‘number of  fhode Island... 
cars reported, this does not mean that there ay 5 


has been a decrease in the number of cars 
and miles of track operated. At least some 


Eastern States 


Delaware....... 
of the decrease is due, in the opinion of the Jy,0,4o1umbia- 
compiler, to the decision of several com- ee SeeeT o- + 
panies during the last year no longer to in- Pennsylvania... 
clude in their reports equipment whose use Wr virginia! 
was given up some time ago. oo eee 


In this connection a word of caution 
should be said against too great reliance on 


Central States 


Tilinois..... 


F Indiana. 
the figures of this and previous tables as Towa... 
giving the exact status of the industry from yyiehiean 
year to year. The only claim made for these Vinnesota...... 
tables is that they are compilations from the SE teens 
directories, and in these compilations some 
: . dk i ae oe 
assumptions have had to be made in regard 
to proportioning track and cars between ‘S7uthermn 
lessor and lessee companies, holding and pre ae vane 
subsidiary companies, etc. But the same  Florida......... 
* Georgia........ 
compiler has prepared the tables for the last Louisiana. |). 
Mississippi... .. 


three years and the same bases for estimat- 
ing these divisions have been followed each 


North Carolina.. 
South Carolina. . 


: : Tennessee...... 
year. Other bases assumed in the compila- Wan 
tion of the table were explained in connec- a> 
. . « . . . estern 
tion with the article in the Statistical States 
Arizona... 


Number of 1922. 
According to the table there has been a 


California. 


decrease of eleven companies and 406 miles Le ge a 
of track in June, 1922, as compared with eee 
June, 1921. Of these 406 miles, 116 be- Nevadpc +: 
longed to the eleven companies which had North Dakota... 
entirely suspended operations, so that only Oregon......... 


290 miles belonged to companies still in ence 
business. waellniont 3 

During the same period the rolling stock. Wvomins..---- 
decreased 869 after allowance for the Bh ce (e323. 
seventy-seven cars belonging to the eleven Total U.S. 1921. 


eompanies which suspended operations. 


COMPANIES IN THE UNITED STATES IN JULY, 1922 


3 2 
8 pe 
a OE 
g 3 ri : ol 
oy 3 Passenger Bs Freight 2 
Os r= Cars 3 Cars 3 z ae 
Sf SS ge 4 £8 ee 8 Ce 
sé de EB 38 Ss 4 ES 
men — gr) = 5 
Ze Se gs heen Saeaet oe 2 A 
8 1,618.42 1,696 75 108 63 18 281 1 2,242 30 
14 527.42 456 10 9 45 82 94 38 rl a 
303 <2,775. 60m 202-8267 ee he 61 8 883 87 6,600 Y § 
1 245.85 303 aor i] 4 1 25 15 349 
4 425.83 1,056 46 3 32 46 175 5 1,363 
7 98.00 08 4 4 11 1 15 1 144 
74 5,691.12 8,901 402 137 216 156 1,473 147 11,432 37 
141.80 188.4107"... Silees Ba eis SBS ees 
6 377.68 1,091 277 6 5 29 108 eis 1,516 a 
10 704.52 2,055 59 1) 5 48 30 38 2,246 52 
25 1,540.30 3,261 107 2 22 1 350 41 3,784 2 
189 5,433.66 17,266 2,050 130 111 64 1,716 507 21,844 5 
04 4,588.19 7,502 521 5. 155 104 OTe eS 207 9,468 3 
13 447.27 859 64 3 16 32 53 5 1.092 cca 
15 624, 38 499 14 19 19 30 37 41 659 
263 13,857.60 32,721 3,199 176 336 308 3,303 839 40,882 65 
58 3,528.09 5,784 892 60 36 2,146 656 88 D662 jasc 
28, 2,328 10" 01;790; 9 250b ante 50 482 148 218 2,930 3 
23 957.07 792 53 39 24 «421 80 «141 1,550 3 
7 493.38 781 ye 16 10 148 8 1,025) as 
24 1,819.42 2,715 300 22 128 200 196 306 3,867 3 
13 769.06 1,252 8 6 Sloe eae 24 94 1,430 2 
22 1,148.89" D533) 255. 4 19 26; "332 54 3,203 2 
63 4,040.01 4,291 583 29 258 360 557 330 6,408 15 
16 765.50. 1,038 1290-507 11 27 «Aad 21 1,566 34 
254 15,844.59 20,956 2,508 179 588 3,672 2,478 1,260 31,641 62 
12 360.74 443 130 3 6 82 58 17 y ee 
8 126. 26 225 19 1 6 18 | +272 12 
7 197.41 321 11 10 20 20 eee 362)“ 
11 479.17 625 45 1 7 12 44 27 761 beg 
8 309.50 670 47 8 1 109 2 837 Ae 
7 94.79 109 20 2 nae. iene 4 2 137 As 
11 382.48 314 23 18 6 167 30 9 567 ae 
4 128.65 152 ia Si ae 1 5 13 162 + aie 
10 437.83 701 68 1 17 13 36 23 859 1 
78 2596283213, 560)) 25745 =25 $5 ° S02. 3324 96 4,736 13 
3 43.79 ADTs we der er uain | rinthie eee ana Sn Od Rees 
36 «3,281.74 3,796 481 73 63 1,640 565 11 6,729 43 
12 470.15 388 150 8 12 156 112 6 Ba2- 5% 
3 100.20 35 eee. 25 4 Aeviekts 68 
14 514.69 382 39 Z 20 118 30 14 605 3 
7 847.30 117 26 OD ite 5 15 “A 253 
5 254.65 556 63 3 Pe 63 689 2 
1 7.50 Reet ea. $e 5 Was 
2 10.95 10 S09: a sate NS An 16 ia 
4 25.79 51 23 Nace este 8 O28) 
15 357.63 313 12 7 be bY 8 5 454 18 
10 706. 13 716 OF 522 4 446 182 31 PL Egan ak 
3 26.60 BS egal Aa ares 2 Wil Dire SF aK 
20 0,005.82" 1,358-" TE 1 22 13 97 39 1,641 = 43 
5 465.75 216 as) ti 10 244 13~ 2% TOO. Re 
15 1,099.04 1,260 98 28 18 730 78 32 2,244 14 
2 22.00 13 he Seber ets d 1 4 eee a 
158 9,239.73 9,304 1,141 255 180 3,465 1,183 453 15,981 123 
827 47,149.87 75,442 7,624 772 1,375 7,903 8,761 2,795 104,672 300 
838 47,555.23 77,921 6,142 760 !,324 7,712 7,005 4,754 105,618 129 
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January 6, 1923 


As has been explained previously, unless the same 
official reports the cars each year, there is bound to be 
some discrepancy in the division of cars into “freight” 
service and “other” cars. The terms, are more or less 
ambiguous and interchangeable, but it has been the 
purpose of the compiler to classify as much as possible 
the column “other” cars and he has succeeded further 
this year. This column has been diminishing as fol- 
lows: the 1919 table reported 10,144 “other” cars, the 
1920 table 6,899; 1921, 4,754, and now in 1922 the 
figure has been reduced to 2,795 cars. As a result of 
this decrease the freight, and express, both motor and 
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trailer, and the service cars have increased. It is 
worthy of note that the number of electric locomotives 
is always on the increase. The policy of eliminating 
trailer freight cars of companies operating a large per- 
centage, in comparison to other types of cars, has been 
continued this year. 

In the Jan. 7 issue of last year of the JOURNAL there 
was produced on page 42 a graphical chart of the rolling 
stock as operated in the various states in 1921. This 
chart would apply for 1922, as the conditions have not 
changed enough to warrant any marked adjustments on 
the map. 


Track Extensions and Reeonstruction 
Work Increased 


The Amount of New Track Built During the Past Year Showed a Small Increase Over that Reported for 
1920 and 1921 — Track Reconstruction Shows a Considerable Increase — More Miles Were Rebuilt 
During 1922 than in Any Year Previously Recorded 


and rebuilt during the year 1922 and show that 
very little new construction has been undertaken, 
but that track forces have been particularly active in 
reconstructing old lines. While the amount of new 
track constructed exceeds that reported for the years 
1920 and 1921, still this remains at the low level that 
has existed since 1916. The mileage reported for urban 
and interurban track extensions during the year 1922 
for the United States and Canada is 211.38. This is 
divided: 126.27 miles for city lines and 85.11 miles for 
interurban lines. Few additions of any considerable 
extent were carried out, and practically all of the in- 
creased mileage is made up of spurs and short exten- 
sions. 
Electrification of steam lines was also at a standstill 
during 1922.. The extensions reported amount to but 


Te following tables give statistics of track built 


ee oe 


ble Difference 1s Electrified 
WA ‘ Steam, Line ‘ 


report reconstruction as having been carried out during 
the past year, and they report a total of 739.70 miles 
reconstructed. This is greater than for any year since 
the JOURNAL began compiling this information, the 
largest amount previously reported being that for last 
year, when 615.21 miles were reconstructed. 

The accompanying chart and tables give a compari- 
son of new track extension by years since 1907. The 
shaded area in the chart represents the amount of 
electrified steam line extensions, which has dropped to 


SUMMARY OF TRACK CONSTRUCTION FOR 1922 
° 


ogy 8g 
~~ os 3 
eee 2 
ae) DiS ea OF eee ao ‘A a 
a ee 3 
YS cad wae $8 be & 
ca 3 av % qo a oa es 3 42] 
oi Rex | hr eid Ss 3 q 
Sin Oe ie ieee a: 
Zinn hes Ea 5 - e) o) 
Track Extensions 
Number of companies... LA 4] 10 33 95 9 104 
Miles of track 
RDA ST). Patsale ad F545 9023, SIL os 25) NOBL18 3809 126527 
Interurban........ 3. Bo ohare Ok, On 492”. SS he Ge SET 
Total track extensions 11.08 51.85 13.21 97.15 173.29 38.09 211.38 
Track Reconstruction 
Number of companies... 25 92 29 53 196 16 212 


Miles of track 


vy, Orbaat cess 94.80 242.52 43.93 145.89 527.14 57.61 584.75 
% oof Za _| piel ras Ewe Gane? 53.20 72.09 5.99 23.67 154.95 ...... 154.95 
. 600 Total track rebuilt.... 148.00 314.61 49.92 169.56 682.09 57.61 739.70 
400 COMPARISON OF TRACK CONSTRUCTION 
Extensions ————————___ 
ia No. of ie gag Wiha £ cg are ie Be 
Year Companies’ Trac rac Steam Lines ‘ota ebu 
"1907 1906 1909 1610 Tor TOD Te 19M IWS Tle IT 19 le 10 Ten) Ie 44 (a), Othe gen ett aL eae 
i 1909. 160 WAST a ee P92, 40 887.16 (a) 
Miles of Track Built by Years Since 1907 1910 17 1,204 8 192.40 1,397.20 (a) 
; ip eee 1911 223 1,105.0 86.50 1,191.50 (a) 
12.35 miles, which is slightly greater than that reported 912 171 869 4 530-80 90: 26 (a) 
for the years 1920 and 1921. The fact that electrified 914 163 716.5 229.00 946.40 (a) 
i : : : 1915 136 596.0 448.20 1,044. 20 (a) 
steam lines have added very little mileage during the {3)2 104 115.40 240.90 388.00 744.30 (a) 
ls i i ith 1917 121 251.10 125.60 66.00 442.70 375.40 
past three years makes these totals in comparison wit eet a yey re pei ha h aeeoas 
totals for previous years seem very low. 1919 73 119 90 29.67 287.60 428 7 390.64 
While new track extensions have been at a standstill, ;92) 78 108-1 5 38.95 18-08 193 18 61 3 21 
railway track forces have been kept busy by a large ree i hora 
amount of reconstruction. A total of 212 railways 
U. oF D 
% - 
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Statistics of Track Built and Rebuilt During 1922 


NEW ENGLAND DISTRICT Extensions, Miles Rebuilt, Miles 


Railway City Interurban City Interurban 
" Extensions, Miles Rebuilt, Miles Rochester & Syracuse BB. Co 0.61 - 

Railway City Interurban City Interurban Sauthern Mew York Pwr. « Ry. 6 fa Aen es oe A See 
Connecticut : Oneonta. . Sn RE Ste Oe bs iste 0.34 0.50 
The Connecticut Co., New Haven..... 0.33 0.39 af is 2.91 Second Ave. R.R.. 04 PIS eae eee ee eee: 
The Shore Line Elec. Ry. Co., Norwich. ..... . 26. valk 9. ae 0.56 2 acta & Eastern po Co. Syracuse wiuiee) Dee ae ee 
Maine i ve. Ry. Co., New York... J22.. .....+ 7.06 
Aroostook Valley R.R. Co., PresqueIsle ..... 9 2.200 0 ee eee 4.00 United Traetion Co:, Ang eaig3 aes chek 
- Androscoggin & Kennebec Ry. Co., 1.50 seine bula Rapid T Comkabianot 

Pe) Rear is Oe ee eee ERR nie orien sy 4 tabula Rapid Trans. Co., CL Se em Scr 1.00 ‘ 
Bangor Ry. & Elec. Co., Bangor. zs WES: 0.05 0.14 +1. 18 Cincinnati & Dayton Trae. Co., 
Central Maine Power Co., Rockland... ..... 00... 1.00 eet Hamilton....0 2... cen ene ences tees cee 0.09 tee 
Cumberland County Power & Light Co. 0.20 ..... 5 D7. es Ole pag eros Tenetion Co., Cincinnati. . . pene chee 5. 00°") ie 
K PEENE RSs e City: Ry: Co.5 iiwanigne each es PoE Pitts a eee aS 
Berkshire St. Ry. Co., Pittsfield. ...... 0.01 1.14 0.14 Oey Oo. ee oe No ee 6.99 
apie ogo eer ieee ae yee) en ees 20.52 xa The) Columbys,, Delaware & Marion oa 
Plymouth fe occ) as ce ree, | bern 1.00 2.00 The Columbus Ry., Pwr. & Lt. Co..... 4°64 4.83 6.97 Bip 
Conn; Valley St. Ry. Co.; Grectield:. inv acere. linc lmnee 0.50 The Community Tract. Co., Toledo... 0.09 . 4.53 at: 
Eastern Mass. St. Ry..............5+ 0.42 1.93 18.59 12.75 Northern Ohio Traction & Light Co... 0.06 1.26 1.97. 2.34 
Holyoke St. Ry. Co., Flolvobe. (258 aia ee cure 1.10 0.96 People’s Railway Co., Dayton he: ‘ ; 0.50 = 
Massachusetts Northeastern St. Ry.Co. ..... 9. ...- 0.03 4.22 The Dayton & West Tract Co ; Dayton Pike eee ; 0.75 
Middlesex & Bost. St. Ry., Newtonville ..... © ..... 5 B0ny wees -Ohio Elec ungstown ..... .....  ~—-3.63 : 
Milton Fee 0 The Penn.-Ohio Elec. Co., Youngstown ..... = .....-- 3.63 esr 
Robey: . Peso Rt ein stn se te eel, Pe tes. Sean ae :: 4 Boles: : Bowling Green & Southern 
Springfield gan st. By seer ieee oar G “450 a Ok raction Co, Minder vu chara a ee tiene ne oa wt 2.00 
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Chicago, South Bend : & Northern aed i — Co... eae heh 0.17 noise 
ndiana Op South Bend cx vein: iss eater 225 estmorelan ounty 05 
Gary Street Batlvay Co., Gary...... Osteo 1.50 Pittsburgh, fac acee08 sive ewe oe vested Seelam et stan Eero 1.00 
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So. Indiana Gas & Blec. Co., Evansville 0.06 ..... 1.88 Stas ny had Le P &S Cc 25 
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Extensions, Miles 


Railway - City Interurban 


West Virginia 

Charleston Interurban R.R. Co....... ..... 

Monongahela Pr. & Ry. Co., Fairmont. 

Ohio Valley Electsic Ry. Gas c.* 

Princeton pune Compan: eS Princeton, 

Nate Valley Traction Grafton. . bis 
BUMS CEYTACHONOOn i iliirscacicee siete cee 


PEOURIM ret eels sce ees tai 2.04 
West of the Mississippi River 
Arizona 
Tucson Rapid Transit Co............ ..... 


Arkansas 
The Pine Bluff Company............. ..... 
Southwest. Gas & Elec. Co., Texarkana ..... 


4 California 
Fresno Traction Co................. 3.50 
. Los Angeles Mice bia Corp 
4 Market St. Ry. C 
iy Municipal Ralwas of aes eee tgua 
w Pacific Flectric peany Cs Ss? 
& Petaluma & Santa Rosa R.R. Co., - 
TEESE Soe oie 4 Sa 
San Diego Electric Railway Co 0 
Sara renga Napa & Calistoga Ry. 
Cop ES Qo ait ao Sica AEA eee ro eae ee 
San Btaneine-biatinad Terminal sug 0. 
San Francisco-Sacramento R.R. Co. . 0.36 
BOWSPED SU AOIHCUC On lfelate cele cisqe'vies vaia.e ss 
Wisalia DlectrigAR RN Cojecke. ss sictecs tac ess 


Colorado 

Colorado ee & el he A Ry. Co. 
Denver & Intermountain R.R. 

Fort Collins Municipal Railway....... 0.28 
Southern Colo. Power Co., Pueblo... . . 0.50 


Idaho 
ae Street Car Co...... SAS Ge SAO RCE OI 


oder Rapids & Marion City Ry. Co. Ae, Ee 
The City Railway Co 
Clinton St. ys y. 
Des ae 5 


Mississippi Valley BUSOU O tats isk sisieicls) ve; <it.> 
Ottuma Railway & Light Co...... ft Ee ae ae 
Sioux City Service:-Co. ij esc ese wees 
Tri-City Railway Co., 


Kansas 
The Hutchinson Interurban Ry. Co.... ...... 
Salina Street Railway Co............ 0.13 


Louisiana 
Monroe Street Railway.............. 0.0... 
New Orleans Public Service, ing feck 2.87 


Minnesota 

Mankato Blec. Trac. Co... ....2..0255 sees 
Twin City Rap. Trans. Co., Minneapolis 3.48 
Wisconsin Ry., Lt. & Pwr. "Co. Winona...... 


Missouri 

Cape Girardea-Jackson Int. Ry........ ...+.. 
HiamnibalivnGnbnee On, Sv esisct cs. suse 
The Kansas City Railwa Bie o/s )din ete 0.11 
The Missouri & Kansas Ry. Co....... 0.15 
Springfield Traction Co............-. ..... 
St. J org ee By, dais, eat & Pwr. Co... . 0... 
United Railways Co. of St. Louis...... 2.66 


Montana ‘ 
Greet Falls StaBiverrer ee ke ec liecile Cece 


Nebraska 
Omaha € Council Bluffs St. Ry. Co., 
Omaha sear aster stayt sien cisine eo ee 


Oklahoma 

Northeast Oklahoma R.R. Co., Miami. ..... 
Okliphomacwy Cov wee ck ale fins dees) can as 
Pittsburg County Ry. Co., McAlester.. 0.09 
Tulsa St. Ry. Co 


Oregon 
Pacific Power & Light Co., Astoria..... ..... 


Texas 

Dallas Railway Co......-.........-- 
Eastern Texas Elec. Co., Beaumont. . 

El Paso Electric Railway Co 
Houston Electrie Co...............+. 
Northern Texas Tract. Co., Fort Worth 
San Antonio Public Service Co........ ..... 
Wichita Falls Traction Co........... 1.50 


Washingto 
Grays arbor Ry. & Lt. Co., Aberdeen. 
Lewiston-Cl. pba aig ‘Clarkston. 
' Seattle oe = 
: okane United R: 
—~— Walla Walla Valley E coe AR ee eee 
Yakima Valley Transportation Co..... ..... 


: Outside the United States 
_ Alberta oY 
Lethbridge Municipal Ry............ ..... 


British Colum! Canada 
a heats: Columbia . Ry. Co., Ltd., 


Rebuilt, Miles 
City Interurban 


A=OOO—NN 
“I 
o 


_—o 
Co 
wn 


Uo 
an 
=) 


5.00 
1.25 


9.00 
9. 66 
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Extensions, Miles Rebuilt, Miles 


Railway City Interurban «City Interurban 

New Brunswick, Canada 
New Brunswick Pr. Co., St. John, N.B. .....  ..... 0.47 
Nova Scotia, Canada 
Nova Scotia "Tramways & Power Co., 

PTT ALA Seems sicels Were aioe Me fou wipe 2.00 
Ontario, Canada 
The Corowall'StuRy., lit, & PwreCot.. vs.le) | waaee 1.00 
Dominion Power Transmission Co., 

Mauer MLAM GOD aes wenn Ree crab ns) bins ety be vleis'e 1.55 
Kingston, Portsmouth & Cataraqui 

Meo Ey yO: RUMRBLON Aas, fete b Siereveni ceive Meieioe.s 0.50 
Kitchener & Municipal St. Ry. Co.. 2.00 0.25 
The London Street Railway Co....... 22.200 wees 1.20 
peer, St. Catharines & Toronto Ry. We 
Toronto Transportation Commission.. 27.72  ..... 34.69 : 
Quebec, Canada 
Hull Electric Company.. Coe. Semon 0.17 5 
Montreal Tramways Company. eee Leys: seis 10.76 
Quebec Railway, Light & Power Co. WeOStee weenie. ols ee 
Sherbrooke Ry. & Pwr. Co............ OS ieee eke ar 0.69 
Saskatchewan, Canada 
Regina Municipal Railway........... SL MRS Son «= nea sated 
Saskatoon Municipal Railway........ CODE eos we Pals He Reeve 

BOCA eis ace ices siaremiare nchelsreatvtare ya Ca Lea ey 2 57.61 


almost nothing during the last three years, but which 
gives every indication of becoming greater than ever 
in the next few years. In the table the mileage for 
track extensions has been separated between urban and 
interurban service since 1916. Previous to that date 
information for such a segregation was not available. 

The large general table gives the single-track mile- 
age for extensions and reconstruction by individual 


ELECTRIFIED STEAM LINES 
Extensions, 
Miles 

British Columbia Electric Railway 
Denver and Intermountain R.R 
Lake Erie and Northern Railway (Ontario). 
New York Central R.R 
New York, New Haven and Hartford R.R.. te 
MoOubhern PACU CO, sere a piasew.c lars ais s/o orb seaceie are alere ties Bysis yes wlerege: ous 


companies. Following our usual prag¢tice the various 
railways are alphabetically grouped by states, and the 
states are divided into five geographical districts to 
correspond with other similar tables in this issue. The 
group west of the Mississippi River has made more 
extensions of new track, but the group north of the 
Ohio and east of the Mississippi River has done more 
work in reconstructing old track. The information for 
this table was prepared from replies to a questionnaire 
sent to all railways in the United States and Canada. 
Approximately 750 companies replied. New York State 
has the largest mileage for track rebuilt with twenty- 
two companies reporting a total of 72.12 miles recon- 
structed. Sixteen companies in Canada report 57.61 
miles of track reconstructed. 


Indicator Shows Location of Car 


AS INGENIOUS “road guide” is being tried out on 
the Metropolitan Electric Tramways, Ltd., London, 
to indicate to passengers just where they are at any 
particular time. As described in the Electric Railway 
and Tramway Journal, this indicator is a box arrange- 
ment, some 36 x 14 in., containing a film or chart of the 
road being traveled. Midway along the glass dial is a 
pointer, which indicates to the passenger the exact posi- 
tion of the tram at all times. As the tram moves along 
the chart unwinds itself from one spool to another, and 
on this moving chart are printed all the features of the 
journey, such as streets, compulsory stops, museums, 
places of business, etc.; in fact, it keeps the passenger 
well informed at all steges of the journey. 
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Association News & Discussions 


Recent Air-Brake Developments 


At Its December Meeting the New England Street Railway Club Devoted One 
Session to Discussion of Air-Brake Development, with Particular 
Reference to Recent. Improvements in Traction Equipment 


COMPREHENSIVE paper, cover- 

ing the whole field of air-brake de- 
velopment, in both the steam and elec- 
tric railway fields, was presented at the 
December meeting of the New England 
Street Railway Club, held at the Engi- 
neers’ Club and the Copley-Plaza Hotel 
on Dec. 14. The speaker was Joseph C. 
McCune of the New York office of the 
Westinghouse Air Brake Company. In 
opening his paper he said that many of 
those closely associated with the air- 
brake art feel that the subject of brakes 
is not given the consideration in the 
transportation industry that really be- 
longs to it. 

Mr. McCune pointed out that the air 
brake may be considered, first, as a 
safety device and, second, as a utility 
device. The importance of provision 
for stopping a car is so great that the 
ability of the air brake to bring this 
about has rather obscured its utility 
characteristics. By this he meant the 
effect on schedule speed, resulting from 
ability to stop a car quickly. Mr. Mc- 
Cune then gave a detailed statement of 
the history of the air brake, leading up 
to the variable-load brake. This was 
applied first on cars designed in 1914 
for the subway service of the New 
York Municipal Railway, under the gen- 
eral supervision of W. G. Gove, super- 
intendent of equipment. 

This variable-load brake has as its 
basic element an automatic brake. The 
deflection of the truck springs corre- 
sponding to the passenger load on the 
cars is utilized to cause movements of 
various parts of the air-brake system 
so as to adjust the braking effort to 
the load on the cars. The reservoir 
volume by this means is changed as the 
load on the car changes. As a result 
the cylinder pressure secured from a 
given pressure reduction is made to cor- 
respond to the load on the car. In addi- 
tion, limiting valves are used which 
limit the cylinder pressure obtainable to 
the proper value for whatever load the 
car may be carrying, and give a finer 
adjustment than is secured from the 
variable reservoir volume alone. 

The newest development is an attach- 
ment to the braking equipment of sur- 
face cars, which may be added to 
straight air or semi-automatic brake 
equipment, so as to enable the loaded 
ear to be braked to a greater degree 
than has hitherto been possible. The 
need for such an attachment originated 
in the recent development of light- 
weight city cars with a high passenger- 
earrying capacity. 

In the late fall of 1921, said Mr. 


McCune, John Lindall of the Boston 
Elevated Railway was making studies 
of designs of surface and subway cars, 
both involving cars of low weight 
empty, but with high passenger-carry- 
ing capacity. From these studies it be- 
came evident that if the usual brake 
equipment were applied to these cars 
their full traffic capacity could not be 


="SX-2 Brake Valve To Contactor 


an emergency application, therefore, it 
has been the practice to limit the maxi- 
mum braking effort upon the empty 
weight of the car. This was all right 
with cars having a relatively low ratio 
of live to dead load. Where the ratio 
is high, however, the case is different. 

Mr. McCune next described in detail 
the operation of the variable-load at- 
tachment, which was covered in-an 
article in the issue of this paper for 
Sept. 16, page 934. This article dealt 
with the new light-weight one-man 
cars for the Eastern Massachusetts 
Street Railway, which were the first to 
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Sectional Diagram of Air-Brake Equipment With Wariable Load 


utilized. Thus the variable- load attach- 
ment was developed. 

The speaker said that the difficulty 
heretofore encountered has been that 
the air brake developed a certain re- 
tarding force which was based on an 
empty car weight, and was a constant 
force regardless of whether the car was 
empty or loaded. With straight air- 
brake equipment it might be possible to 
use a high reservoir pressure and de- 
pend upon the motorman to use in his 
brake cylinder only enough pressure 
properly to control the car. In actual 
service, however, it was not considered 
advisable to provide too high a pres- 
sure, because the motorman could not 
always be depended upon to use exactly 
the pressure needed for a particular 
load and therefore there would be a 
tendency to flatten the car wheels. 

With semi-automatic equipment, or in 
any equipment when an emergency 
valve is provided, the control of the 
cylinder pressure obtainable in emer- 
gency valve is provided, the control of 
the cylinder pressure obtainable in 
emergency is taken away from the 
motorman. To prevent wheel sliding in 


which the new device has been applied. 
In summing up this part of his paper, 
Mr. McCune pointed out that with this 
device the braking effort is adjusted to 
the weight of the car by a mechanism 
which in effect weighs the live load. 
Advantage is taken of the fact that as 
the load on the car increases the body 
bolster approaches the truck transom 
through the compression of the truck 
springs. 

Some of the advantages secured from 
the variable-load attachment were 
stated by Mr. McCune to be as follows: 
First, with respect to safety, its use 
makes it possible to stop a loaded car 
in a shorter distance than has hereto- 
fore been possible. Quicker stops are 
obtainable, not only when an emer- 
gency application is made, but also in 
service applications. 

To illustrate the benefits to be ob- 
tained from quicker stops, he assumed 
the case of a car weighing empty 
82,000 lb., in one case equipped with 
the usual brake apparatus and in the 
other with the variable-load apparatus 
added. Assume in each case a braking 
ratio of 100 per cent and a live load of 
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100 passengers, or 14,000 lb. The 
loaded car without the attachment can 
be stopped from 20 m.p.h. in 9.6 sec- 
onds, while with the attachment it can 
be stopped in 7.4 seconds. With sixty 
stops per single trip the saving would 
be 132 seconds, or 4.4 minutes for a 
round trip. If the cars on an assumed 
line had a four-minute headway this 
would mean a saving of one car. It is 
true that the saving of 2.2 seconds 
could not be secured on every stop; 
moreover, it is possible only with a 
high ratio of live to dead load. The 
example, however, indicates the poten- 
tiality of the variable-load attachment 
for saving. 

Other advantages of this device men- 
tioned by Mr. McCune were: The cut- 
ting down of running time in order to 
increase schedule speed; the more uni- 
form braking secured, and the ease of 
changing the adjustment of the limit- 
ing valve so as to vary the braking 
ratio on the car. 

In conclusion the speaker mentioned 
also, as very recent developments in air 
brake equipment, the apparatus de- 
signed for gas rail cars as used in 
steam railroad service, and the auto- 
motive brake equipment as applied to 
trolley buses, auto buses, trucks, etc. 
These are special applications of 
straight air or semi-automatic equip- 
ment. 


Central Association to Meet in 
Louisville on Jan. 18 and 19 


At Beek program for the C. E. R. A. 
has been announced by Secretary L. 
E. Earlywine as below. The meeting will 
be held at the Seelbach Hotel, in Louis- 
ville, Ky., on Thursday and Friday, 
Jan. 18 and 19. The Interstate Public 
Service Company has arranged to fur- 
nish a special car to be operated be- 
tween Indianapolis, Ind., and Louis- 
ville on Jan. 17, leaving at 3 p.m. and 
arriving at 6:45 p.m. The car will re- 
turn on Friday at a time to suit the 
convenience of the passengers. 


THE PROGRAM 
THURSDAY, JAN. 18, 9 A.M. 
Meeting of Executive Committee 
Morning Session, 10 a.m. 


Report of Secretary and Treasurer and 
Appointment of Convention Committees. 
Presidential address by S. W. GREENLAND, 


- general manager Indiana Service Corpora- 


tion. 

Address on “The One-Man Car and Eco- 
nomic Need” by C. E. MorcGan, general 
manager Brooklyn Rapid Transit Company. 

Discussion led by Mr. Greenland, E. M. 
Walker, and G. T. Seely. 

Address on “Publicity” by ARTHUR 
Krock, managing editor Courier-Journal- 
Louisville Times. 

Discussion led by E. R. Kelsay and 
W. H. Sawyer. 


Afternoon Session, 2 p.m. 

Meeting of the Engineering Council, 
Harry Reid, president, Interstate Public 
Service Company, Chairman. Report of the 
Pe E St by H. C 

aper on “Emergency ops” by TOs 
DeCamp, assistant general manager, The 
City Railway, Dayton, Ohio. 


General Discussion 
Paper on “Operation of High-Speed, 
Light-Weight Interurban Cars” by E. B. 
GUNN, superintendent of transportation & 
equipment Western Ohio Railway. 
General Discussion 
Papers on “Full and Semi-automatic 


Versus Manually Operated Substations for 


'C. M. Davis, 


Electric Railways,” by C. A. Butcher, gen- 
eral engineering department Westinghouse 
Electric & Manufacturing Company, and 
railway engineering depart- 
ment General Electric Company. 


General Discussion 


Address on ‘Co-operation between Sec- 
tional Associations and the American Blec- 
tric Railway Association by W. H. SaAwyER 
president Hast St. Louis Railway. 

Annual dinner for members, Safety Hall, 
Louisville Railway, 6:30 p.m. 
ladies, Pendennis Club. 


Dinner for 


FRIDAY, JAN. 19, 9 a.m. 


Paper on “Use of the Interurban Bus” by 
G. T, SEELY general manager Pennsylvania- 
Ohio Electric Company. 

Paper on “City-Bus Operation,’ by A. C. 
BLINN. vice-president and general manager, 
Northern Ohio Traction & Light Company. 


General Discussion 


Paper on “The Safety Chairman, His 
Duties, His Authority, His Responsibilities,” 
by N. W. Funk, safety chairman, Louisville 
Railway. 

General Discussion 


Address on “Modern Regulatory Fran- 
chises,’”’ by CHURCHILL HUMPHREY, assist- 
ant general counsel, Louisville Railway. 

General Discussion 


Address on “Marketing Your Own Com- 
modities,” by R. H. Wyatt, general super- 
intendent, Louisville & Interurban Railroad 
Company. i 

General Discussion 


Unfinished business, report of committees, 
and election and installation of officers. 


New Name for Southwestern 
Association 


FFECTIVE Jan. 1, 1928, the name 

of the association previously known 
as the Southwestern Electrical & Gas 
Association is changed to Southwestern 
Public Service Association. The office 
remains Slaughter Building, Dallas, 
Tex. The 1923 convention will be held 


in Fort Worth, May 15 to 17. 


Banquet in Washington 


PPLICATION blanks will be sent 

out from association headquarters 
next week to be filled out by those who 
wish to attend the banquet to be held on 
Feb. 16 at the New Willard Hotel, 
Washington. 

The committee in charge of the pro- 
gram for the midyear meeting on 
Feb. 16 is completing arrangements for 
the program but is not yet prepared to 
make a definite announcement as to 
who will present addresses. It will be 
remembered that the general topic to 
be considered in the morning session is 
that of public utility regulation and in 
the afternoon session that of taxation 
of public utilities. 


Educational Committee 
Announces Plan 


HE American Association commit- 
tee on education has addressed a 
letter to member companies outlining 
the first step in the year’s activities. 
The committee first points out that 
there are three fundamentals in the 
educational problem, as follows: 
1. Vocational training of employees. 
2. Education of employees for re- 


sponsibilities of advancement in rail- 
way work, 

8. Co-operation with educational in- 
stitutions to assure a supply of capable 
recruits for the industry. 

It then asks for the appointment of 
an official on each property to organize 
the educational work along these lines 
and act as a connecting link hereafter 
between the company and committee. 


American Publicity 
Committee Meets 


] Bat joint meeting of the publicity 
committee of the American Elec- 
tric Railway Association and the sub- 
committee on information of the Com- 
mittee of One Hundred was held in New 
York Jan. 3. Those in attendance were 
C. D. Emmons, F. R. Coates, B. C. 
Cobb, Barron Collier, P. H. Gadsden, 
Henry R. Hayes, J. W. Welsh and 
Labert St. Clair. The purpose of the 
meeting was to review the work of the 
publicity department of the advertising 
section of the association and to lay out 
plans for the future. Recommendations 
will be prepared by the two committees 
in regard to future work, and they will 
be presented to the Committee of One 
Hundred. 


Special Reports Available 


HE American Association  an- 
nounces the preparation of the 
following special reports which are 
available to members in good standng: 
Public Utility Laws: A summary of 
the laws creating the state public util- 
ity commissions, giving an analytical 
digest of the main provisions covering 
their jurisdiction and powers over 
transportation companies. This is the 
eighth and last installment of this com- 
pilation, which was begun last June. 

Wages of Employees Other Than 
Trainmen: Gives wages paid shop, 
barn, overhead line, way and power 
house employees by more than 150 elec- 
tric railway companies. 

One-Man Car Operation: Summary 
of the replies to the Association’s ques- 
tionnaire on the subject, showing the 
number and types of one-man cars 
operated, fare collection methods, acci- 
dent record and attitude of public 
toward operation with one man. 

State Motor Vehicle Laws: A tabu- 
lated statement prepared by the Motor 
Vehicle Conference Committee showing 
annual state taxes and fees on motor 
vehicle operation and size and weight 
restrictions in state motor vehicle laws. 

Electric Railways Operating Motor 
Buses: A list of fifty-eight companies 
operating bus routes, showing length of 
route, number of vehicles, type of vehi- 
cle, fare charged, method of collection, 
transfer arrangements, etc. 

Supplement to Weekly Pass Compila- 
tion: Gives data on three additional 
companies received too late for inclusion 
in Noy. 1 compilation. 

In addition to the above, supplements 
to the “Wage Bulletin,” the “Fare 
Bulletin” and “Cost of Living Studies” 
have been prepared, bringing them 
down to date. 


News of the Industry 


Outline Construction Activities of 
1922—Surveys Outlook for 1923 


Robert M. Feustel, president of the 
Indiana Service Corporation, Fort 
Wayne, Ind., has issued a statement re- 
viewing the construction and service 
activities of the past year, and giving a 
few views on the outlook for the coming 
year. He says that $800,000 was spent 
on construction work and of this all 
but $125,000 was spent in Fort Wayne. 

Excerpts from his statement follows: 


The new substation for city railway and 
light and power purposes at Webster and 
Melita streets afforded the. greatest indi- 
vidual improvement in service to our pa- 
trons. This station, which cost $150,000. 
enabled the company to raise the voltage 
on all city railway lines so that the im- 
proved power conditions could be had at the 
ends of all the city lines. This has assisted 
materially in maintaining the new and 
faster schedules with an increased number 
of cars on the lines. This substation has 
also permitted the company to hook up the 
underground power lines which serve the 
downtown merchants from the south side. 

This substation-expenditure is just a 
sample of the construction costs which must 
be met by a utility company purely in the 
interest of better service. 

Fifteen new cars of the improved type, 
with air controlled doors and up-to-date 
devices, were ordered last spring for No- 
vember delivery. The first six of these 
cars arrived six weeks late and were re- 
cently put in service. The remaining nine 
cars are en route between St. Louis and 
Fort Wayne and will be put into service 
within the first week of the new year. The 
cost of these fifteen cars was $120,000. The 
increased riding this winter will require the 
use of the new cars and every other avail- 
able car for city service. 

Power station changes comprised the in- 
stallation of a new 6,000 kw. 60-cycle gen- 
erator, The company is in the midst of 
changing all the interurban substations 
over to 60-cycle plants so that all of the 
small towns which are served with light 
and power can have advantage of the 
modern 60-cycle equipment instead of the 
25-cycle service which was in vogue when 
these interurban lines were built. 


Of the pass Mr. Feustel said: 


One of the service items which did not 
require construction money but which 
proved to be of great value to our patrons 
was the installation of the dollar weekly 
pass. This was put in the last of Febru- 
ary for a six months’ trial and has proven 
so popular that it will probably be con- 
tinued indefinitely. It is of interest to the 
Fort Wayne patrons to know that while 
Fort Wayne was the second city in the 
country to adopt this pass, more than 
twenty cities now have a weekly pass which 
is being sold for $1 to $1.50 depending on 
local conditions. 


He outlined the needs and require- 
ments for the year 1923 saying that the 
demands for additional facilities were 
staggering. The growth of the city in- 
cluding its industrial developments 
was responsible for these needs. In 
conclusion he said the only problem 
would be how to get the construction 
money. 


Votes Down Service at Cost 
and Municipal Ownership 


Both the service-at-cost contract and 
the purchase by the City of Ottawa of 
the Ottawa (Ont.) Electric Railway 
were defeated by the public on Jan. 1. 
During the past year the railway com- 
pany has been negotiating with the 
City of Ottawa for an extension of its 
franchise. 


The questions on which the people 
voted were whether the city should sign 
an agreement for a new franchise 
allowing a flexible rate of fare and a 
guaranteed return of 74 per cent to the 
company on $4,500,000 and on $500,000 
to the city, which was the city’s equity 
in the road, or whether the city should 
buy out the Ottawa property and assets 
for $4,500,000 and have it operated by 
an independent commission. As a re- 
sult of the vote no additions to the 
plant or equipment are contemplated 
in 1923. The questions at issue were 
dealt with previously in the ELECTRIC 
RAILWAY JOURNAL. 


Hydro Radials Voted Down 


By a majority of 5,245 votes Toronto, 
Can., rejected on Jan. 1 the agreement 
to give a free six-track right of way 
on the city’s waterfront for provincial 
Hydro-commission radials. However, a 
proradial board of control was elected 
by a small vote. 

Mayor Maguire, the champion of the 
agreement, was elected mayor for 1923, 
over R. J. Fleming, who led the anti- 
waterfront forces, by a majority of 840 
in a total poll of over 80,000, the largest 
ever recorded in Toronto. The 1922 
board of control, were all re-elected 
with the exception of Controller Russell 
Nesbitt. An unusually large number 
of new men were swept into alder- 
manic seats on the crest of the anti- 
radial agreement wave in the business 
wards. 

The old council endorsed the agree- 
ment in September last by 18 to 10, 
with one alderman absent through 
illness, while the new council stands 
16 to 13 for the agreement. There will 
probably be no advocacy for the present 
agreement however, since the rate- 
payers have disposed of it, though the 
vote does not preclude the council from 
entering into new negotiations. 

The electors also seemed to think that 
Fleming, who was manager of the 
Toronto Street Railway up to the time 
of its transfer to the city sixteen months 
ago, and is said to be a stockholder, 
might, if elected mayor, be in a posi- 
tion to influence the city’s action on 
the award for the car system which will 
come before the 1923 Council. 

During the campaign the antis em- 
phasized that they were not opposing 
radials, but only the agreement between 
the city and the commission, which, it 
was contended, gave too much. The 
right to collect fares within the city 
and thus compete with the city’s own 
system and the underground franchise 
to the heart of the business district 
particularly were regarded as objec- 
tionable. 

In Hamilton, Ont., the hydro radials 
were also defeated. The result was not 
unexpected. Guy Long was elected 
hydro-commissioner and the hydro 
radials by-law was rejected by 1,200. 


Subscribed Fund to Be Returned 


Arrangements for the return of a 
fund of $25,000 subscribed by persons 
living along the line of the abandoned 
Springfield, Troy & Piqua Railway, to 
the subscribers has been made by Judge 
John E. Sater of federal district court. 
The fund was subscribed some months 
ago when promoters sought to organize 
a new company to take over and operate 
the traction line. The project failed, 
however, and the property was sold to 
the Schonthal Company of Columbus 
which has taken steps to junk it with 
the exception of a strip between Spring- 
field and Maitland which may be taken 
over by a local company to be used for 
switching and transfer purposes. 

The court ordered the payment of 
taxes due Clark, Champaign and Miami 
Counties by the traction company, to 
be made out of the sale price. The 
penalty. however, was eliminated by the 
court. The taxes ordered paid amounted 
to $10,029 plus a penalty of $700, cover- 
ing a period of four years, and are 
against personal and real property of 
the company. 

The transmission lines of the com- 
pany have been sold to the Springfield 
Light, Heat & Power Company, and 
will be left standing. They will be used 
to supply electricity to towns along the 
route by the Springfield company. 


Railway’s Value Again 
Being Disputed 


G. F. Fisher, Mayor of St. John, N. B., 
has notified the Investment Bankers’ 
Association of America through Henry 
R. Hayes, chairman of the committee on 
public service securities of that asso- 
ciation, that he does not wish to discuss 
further the matter of arbitrating the 
dispute between the city of St. John and 
the New Brunswick Power Company. 
He has instructed Mr. Hayes that he 
wishes the latter to direct all communica- 
tions to the City Council and not to him- 
self, as Mayor of St. John. In reply 
Mr. Hayes has advised that he would 
rather communicate with the Mayor and 
not the City Council. 

Mayor Fisher has stated that the city 
will not offer more than $2,577,665 for 
the company’s property. According to 
him, at least $1,000,000 would be needed 
to put the railway into first-class con- 
dition. Representatives of the company 
say that the railway property is now 
in good shape. 

Mr. Fisher reiterates his refusal to 
submit the dispute over the price to 
arbitration. He states the city has made 
its offer and the offer has been refused 
by the company. The Investment 
Bankers’ Association of America is 
making an effort to reopen the negotia- 
tions and on Jan. 10 a delegation of the 
association will be heard by the City 
Council of St. John. 


_ corm 


January 6, 1923 


New Governor tor Home Rule 


New York Executive Declares for City Instead of State Control of Purely 
Local Utilities and for Municipal Ownership—Cities Should 


\ 


OVERNOR SMITH of New York 

in his inaugural message delivered 
to the Legislature on Jan. 3 made recom- 
mendations for “home rule” of utilities 
and sweeping changes in the public 
service commission law along the lines 
which have been predicted and have 
already received much publicity. He 
also made reference to the water powers 
of the state, postponing his direct 
advice on this matter till later in the 
legislative session. 

The Governor said that probably no 
political principle has received so much 
statewide discussion as the question 
of a greater grant of power by the 
State to municipalities over such things 
as are wholly local. In his opinion the 
cities of the State today, and partic- 
ularly New York City, find themselves 
restricted by what is really a charter 
of limitation. The phenomenal growth 
of the cities brings up constantly for 
settlement new problems that in his 
opinion the city should be left free 
to determine without interference by 
the State. He said in part: 


The Legislature of 1921 passed an amend- 
ment to the Constitution to bring this about 
which is now pending before your honor- 
able body for passage the second time. 
If, in your judgment, this amendment 
accomplishes the purpose it should promptly 
pass. If objections raised against it are 
of a minor nature it might be well to pass 
it any way and then start the legislative 
machinery again looking to further amend- 
ment that will cure any defect to which 
any real objection has been made. I make 
this suggestion having in mind the delay 
of the whole proposal that would occur 
through _an entirely new initiation. What- 
ever action is taken on the present amend- 
ment at this session, I suggest for your 
consideration the initiation of a new amend- 
ment that would give to the communities 
of the State that full degree of local self- 
government which they are demanding and 
to which they are justly entitled. As this 
is a matter exclusively for the Legislature 
and the people themselves, I leave that 
matter for determination by your honor- 
able body. 

Illustrative of this whole principle has 
been our treatment of the subject of control 
of public utilities. 

About thirty years ago, the State, through 
a commission named by an act of the 
Legislature, provided for the construction 
of subway railroads in the city of New 
York. : ; 

In 1907 that commission was abolished 
by the enactment of the public service com- 
missions law and its duties transferred to 
the Public Service Commission. The new 
commission exercised supervision over con- 
struction and also regulatory powers as to 
character of service and certain supervision 


over the issuance of bonds or certificates’ 


of indebtedness of any kind. 

In 1919 the Public Service Commission 
for what was known as the First District, 
which was New York City, was radically 
changed by separating regulatory powers 
from supervision of construction and pro- 
vision was made for a single commissioner 
with regulatory powers and a single com- 
missioner to supervise construction. 

In 1921 the two single-headed commis- 
sions for New York were abolished and 
there was created in their place a single 
commission composed of three commission- 
ers. This commission, known as the Transit 
Commission, was given power to propose 
routes and supervise new construction. In 
addition, it was given certain powers of 
regulation among which was the right to fix 
the fare, although the fixation of the fare 
had, prior to that time, been a matter of 

tract between the city of New York and 
the Ge esa | companies. Power was also 
lodged in e State to cancel contracts 


Be Free to Adopt Any Form of Transit 


between municipalities and public util'ty 
corporations. This enabled the_ Transit 
Commission to nullify contracts under which 
the city by investment of its own funds 
had secured the agreement of the railroad 
company to a 5-cent fare. I need hardly 
tell you of the violent storm of opposition 
that came practically from a united, press 
and from the great majority of the people 
when the State divested the municipality 
of power over her own contracts. 

Rapid transit construction is purely a 
municipal enterprise and a municipality is 
not assisted by the State in its conduct of 
this activity in the slightest degree. In 
every other municipal activity the city of 
New York has always enjoyed a free hand 
to work out the will of her citizens through 
her own elected officials, as for example 
when the Legislature empowered the city 
of New York to bond itself for $150,000,000 
in order to provide an adequate water 
supply. The State granted an extraordinary 
power to the municipality in giving it the 
right to go outside of the city’s corporate 
limits and condemn property for the pur- 
poses of a water supply. 

Naturally the people are unable to under- 
stand upon what theory the State under- 
takes to supervise the construction of its 
subways. They are wholly within the lim- 
its of the city. They are paid for entirely 
by the city and they do or will in time be- 
long to the city and cannot be considered 
as anything other than a purely municipal 
enterprise. 

The Public Service Commission of the 
State exercises regulatory powers over all 
public service corporations, except railroads 
within the city of New York. In the fifteen 
years that have passed since the organiza- 
tion of the two public service commissions, 
we have had fifty-four commissioners and 
the Public Service Commission has not yet 
succeeded in being much more than an 
object of political patronage. I think that 
I am within the truth when I say that the 
theory in itself never commanded a great 
amount of public respect. It makes ttle 
difference upon what you predicate it. The 
people in cities are unable to understand 
why the State interferred with the things 
that they believe to be local to themselves. 

In the last reorganization of the State 
Public Service Commission in 1921 the 
people of the State found that the control 
that they exercise over their own public 
utilities through their franchise agreements 
was taken away from them and vital por- 
tions of the contracts were nullified and the 
powers formerly exercised by the cities 
were transferred to the Public Service Com- 
mission. No defense can be made of this 
as it constitutes an absolute denial of 
self-government and home rule in the mat- 
tér of contracts in all the cities of the State. 
The Public Service Commission is merely 
the agency of the State for the exercise 
of police power. There is no reason why 
the State should not select a municipality 
as its agent. To my mind we would get 
a better result. J 

In a democracy the people want the kind 
of government that suits the majority and 
not the kind that squares with some prin- 
ciple that has in all probability outgrown 
its usefulness. 


In this connection the Governor said 
that the people. are thinking more about 
their public affairs than they did some 
years ago and the State can make no 
mistake by selecting the elected offi- 
cials of the cities to determine ques- 
tions that have to do with the welfare 
of the municipality, such as proper 
regulation of its public utilities. He 
then continued: 


The people of the State, in the funda- 
mental law have granted to cities through- 
out the State exclusive power to pass upon 
any proposal to lay down railroad tracks. 
Where this power rests all other power 
should rest with it to the end that there 
may be no division of responsibility. It is 
obvious, therefore, that no State commis- 
sion can take any action looking to the 
construction of additions to our subway 
system or railroads in other cities without 
the consent of the cities.» No proposal by 
a State commission can result in actual 
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construction unless that proposal receives 
the approval of the city. This divided 
power has resulted in complete deadlock, 
which can be broken only by placing the 
statutory powers in the municipalities which 
already has the constitutional powers neces- 
sary for authorizing construction. You 
cannot give the constitutional powers inher- 
ent in the city to a State commission and, 
therefore, in my judgment, it is necessary 
to give the city the statutory powers also. 
Not only do I believe that all jurisdiction 
over the construction of rapid transit rail- 
roads should be given to the local author- 
ities, but I also believe that they should 
have delegated to them the State’s police 
ee ee control over all public service 
eo ona operating within their corpo- 
There are certain public utilities th: 
not within the confines of a Sinele nie oe 
their operations are either between cities 
ee ae As to these utilities the State 
eto ain its powers of control and reg- 
It may also be that some of the citi 
of the State may be unwilling to Aaatene 
the obligations of regulation. We must not 
force it upon them, as that would again 
constitute an interference with home rule 
we might, in such cases, say that should 
a city by resolution of its Common Council 
and, in the case of the City of New York 
by its Board of Estimate and Apportion- 
ment, or after referendum to its people 
petition the State to perform its regulatory 
service for it, the State should do it through 
its Public Service Commission. If a city 
decides to carry out its own regulation, it 
should be left free to bring into existence 
by local ordinance the board, commission 
bureau or agency to perform this service. ‘ 


\ In order to carry out this policy it 
is the opinion of the Governor that the 
present Public Service Commission 
should be abolished and power given 
to him to appoint not more than three 
commissioners to regulate such util- 
ities as will not be regulated by the 
cities, either because they operate out- 
side the corporate limits of a city or 
because the city may, by proper resolu- 
tion, request the State to do it. In this 
connection he recommended: 


1. That in the preparation of the 
legislation to abolish the present Pub- 
lic Service Commission the power here- 
tofore held by cities over the terms of 
their franchises be returned to them, 
where it belongs. 


2. That the Transit Commission in 
the City of New York be abolished and 
all its power with regard to the laying 
out of routes and supervision of con- 
struction be transferred to the Board of 
Estimate and Apportionment, to be 
exercised by this body through any 
agency which it may select. Its reg- 
ulatory powers should be restored to 
the Public Service Commission Act 
which will contain the provision that a 
city may be the agent of the State for 
carrying’ out these powers unless it 
should, by proper resolution, request 
the State to relieve it of the duty. 

In conclusion the Governor said: 


Directly in line with this program is the 
municipal ownership of public utilities. 

Public utilities have become so essential 
to the life of our great cities that the cities 
themselves should be permitted to purchase, 
build, own or operate them when a munic- 
ipality determines this to be in its best 
interest. 

As far as transit is concerned the cities 
should be free to adopt any form of con- 
veyance found suitable to their needs, 
whether it be railroads or omnibuses. This 
is not the introduction of any new _and 
untried principle in government. New York 
City now owns railroads and owns. and 
operates ferry boats. I am simply asking 
for an extension of the principle to all the 
utilities and for all other cities. _ 

To the people themselves, as distinct from 
their organized communities, certain polit- 
ical rights and privileges of which they 
have been deprived, should be restored, 
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$24,000,000 Construction Program 


Roads in London Plan to Expend This Amount in Addition to Similar 
Sum Now Being Spent—Important Plans Under Way 
for Linking Up Lines 


HE London underground electric 

railways have announced a further 
scheme of developments, which if carried 
out are estimated to cost more than 
€6,000,000. This is in addition to the new 
works now under construction, which 
will cost a similar amount. The notices 
which were given in the latter part of 
November show that in the 1923 ses- 
sion of Parliament the London Electric 
Railway and the City & South London 
Railway intend to promote bills to 
authorize them to carry out the new 
scheme. This means the development 
of a policy which has already been 
partially carried out, namely, the ex- 
tension of the “tube” railways through 
the outer suburbs, the connecting of 
them with surface lines in the country 
round, and the interconnecting of the 
“tubes” themselves so that through 
trains may be run from one ‘to another. 


TUNNELS BEING WIDENED 


The tunnels of the City & South 
London Railway are at present being 
widened to approximately the same 
diameter as those of the other railways. 
At the same time a junction line is 
being formed near Euston to connect 
this line with the Charing Cross & 
Hampstead Railway. Further, a 4é- 
mile surface extension from Hampstead 
to Edgeware is now being built. This 
wil enable trains to be run from Edge- 
ware in Middlesex through the City of 
London to Clapham, a southern suburb 
—a total distance of about 12 miles. 
The new proposal is to extend the City 
& South London Railway for 6 miles 
southwest to: Norden in Surrey, where 
a junction will be formed with the 
authorized Wimbledon & Sutton Elec- 
tric Railway. When the latter is built 
it will be possible to run through trains 
from Edgeware in the country north 
of London to Sutton in the country to 
the south of it, a distance of about 
22 miles. 

The other proposed extensions are 
shorter, but they are important connect- 
ing links. In order to provide for the 
City & South London Railway a con- 
nection with the fashionable West End 
it is proposed to continue the Charing 
Cross & Hampstead Railway south from 
Charing Cross to a junction with the 
City & South London Railway at Ken- 
nington, south of the Thames, a dis- 
tance of about 2 miles. Junctions will 
be constructed near Waterloo Station 
(on the south side of the Thames), by 
means of which Baker Street & Water- 
loo Railway trains also can be run to 
Kennington and thence on to the City 
& South London line. As at present 
through trains are run from Watford 
in Hertfordshire over the electric lines 
of the London & North Western Rail- 
way on to the Baker Street & Waterloo 
Railway at Willesden and thence by 
that line to Waterloo, it will be possible, 
if desired, to have through trains from 


Watford to Sutton, a distance of 30 
miles. In any event, train services will 
be provided between Sutton in Surrey 
and both the City and the West End. 

The anticipated large increase of 
traffic will require station developments 
in the central area, and accordingly it 
is proposed to build a new station at 
Piceadilly Circus under the roadway 
with staircases giving access to all 
points in the Circus. Escalators will 
connect direct to the station platforms 
on the Baker Street & Waterloo Rail- 
way and the Great Northern & Picca- 
dilly Railway, which cross one another 
(at different levels) at this point. At 
Leicester Square Station (where the 
Hampstead Railway crosses the Picca- 
dilly Railway) additional lifts will be 
installed. 

At Waterloo Station elaborate inter- 
change facilities will be provided be- 
tween the Baker Street & Waterloo and 
the Hampstead lines, while escalators 
will enable passengers rapidly to reach 
the street and the Waterloo terminal 
station of the London & South Western 
Railway, which at this particular loca- 
tion is an elevated line. 

From a railway construction point of 
view, one of the most important of 
the London underground development 
schemes is the linking up of the City 
& South London Railway with the 
Hampstead line between Burton and 
Camden Town. This junction must 
provide for the City & South London 
Railway trains and the trains of both 
Golder’s Green and Highgate branches 
on the Hampstead Railway. On a flat 
junction it would be impossible to ac- 
commodate the trains of all three lines 
without serious delay occurring, but 
an ingenious system has been planned 
by which the tracks of one line will be 
carried over or under the tracks of an- 
other with the result that just south 
of Camden Town, where the lines con- 
verge, there will be six separate “tubes” 
within: a very short distance of each 
other. 


$500,000 in Improvements 


Extensive improvements and better- 
ments in the properties of the El Paso 
(Tex.) Electric Railway will be started 
at once, according to Alba H. Warren, 
general manager, and J. Frank 
McLaughlin, superintendent. These two 
officials have just returned from 
Houston, where they conferred with 
Luke C. Bradley, district representa- 
tive of Stone & Webster, and secured 
Mr. Bradley’s approval to the program 
of improvements to be made in the El 
Paso lines. Several extensions will be 
built, new cars purchased, an addition 
made to the power plant, and the lines 
in El Paso put in first-class condition. 
More than $500,000 will be spent by the 
railway company in making the im- 
provements. 


Another Development on Ruling 
on Passenger Terminal 


The California State Railroad Com- 
mission has announced that it will 
attempt to obtain a rehearing before 
the California State Supreme Court, 
whereby the court annulled the commis- 
sion’s order directing the steam road 
and electric interurban lines entering 
Los Angeles to provide a joint pas- 
senger terminal. 

If the Supreme Court’s ruling is up- 
held, the commission declares it would 
initiate proceedings before the Inter- 
state Commerce Commission with a view 
to bringing about the co-operative erec- 
tion of the terminal. The Supreme 
Court’s decision in effect conceded the 
commission’s power to order elimina- 
tion of grade crossings, but held that 
the commission did not have jurisdic- 
tion in cases involving terminal facil- 
ities. 

With the proposed union terminal 
project annulled by the State Supreme 
Court, the only feasible and compre- 
hensive plan for a joint station and for 
elimination of traffic congestion in Los 
Angeles is the immediate adoption of 
the elevated railway and joint passen- 
ger scheme of the Union Pacific, South- 
ern Pacific and Pacific Electric Rail- 
ways. This was the statement of Frank 
Karr, vice-president and chief counsel 
of the Pacific Electric Railway, who 
announced that every effort will be 
made by the railway interests to have 
the project immediately approved by 
the State Railroad Commission. This 
plan, which was first announced in 1917, 
provides for an expenditure of more 
than $10,000,000 by the three railway 
concerns in the following manner: 

The Pacific Electric Railway to provide 
elevated railways to connect its Main Street 
passenger terminal with Fourteenth and 
Alameda Streets, passenger station of the 
Southern Pacific Lines at Fourth Street and 
Central Avenue, Los Angeles River and 
Ninth Street and Macy Street. 

A joint station to accommodate both the 
Union Pacific and Southern Pacific lines will 
be erected on a downtown location. 

Officials of the Pacific Electric Rail- 
way declare that if the scheme is 
adopted all through passenger and 
freight trains, as well as light engine 
movements, on Alameda Street will be 
eliminated. 

The plan will also make possible the 
elimination of all grade crossings along 
the Los Angeles River and provide 
adequate terminal station for the Union 
Pacific and Southern Pacific, with con- 
venient transfer at such stations to 
and from the Pacific Electric interurban 
trains. 

The joint plan, if carried out, will 
give immediate relief to interurban and 
suburban traffic of the Pacific Electric 
lines reaching all the territory to the 
north and east via Aliso Street and to 
the south along Long Beach Avenue. 

If the project is approved by the 
State Railroad Commission the sanc- 
tion of the Interstate Commerce Com- 
mission will then be obtained and the 
next step will be the filing of an appli- 
cation with the city of Los Angeles for 
a franchise to construct the elevated 
system over public streets. 
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Mayor Discusses Transit 


‘Acting Head of City of Detroit Says 
Existing Transit Facilities 
Should Be Doubled 


That regardless of the management 
of Detroit’s (Mich.) Municipal Street 
Railway system, there will always be 
congestion as long as surface lines 
alone are depended upon for transpor- 
tation in Detroit was the opinion ex- 
pressed by Acting Mayor John C. 
Lodge, Mayor Couzens’ successor, 
in discussing plans for a_ rapid 
transit system and the question of ap- 
pointing a man to give his entire time 
to the management of the street 
railway system as proposed by members 
of the Detroit Board of Commerce. 
According to statements attributed to 
Mr. Lodge, with the present system 
operating on a 100 per cent basis and 
all possible cars in operation, the city 
would still lack 50 per cent of the neces- 
sary transportation facilities. 


CONGESTION STILL PREVAILS 


He further outlined that the street 
railway system is operating as effi- 
ciently as possible but congestion still 
prevails during the rush hours and what 
is needed is a subway system to get 
away from existing conditions. No 
immediate relief is looked for inas- 
much as several years would be required 
for the construction of a rapid transit 
system. 

For the month of November, last, the 
Detroit Municipal lines showed a profit 
of $91,768 or slightly less than for the 
month of October. The decrease in net 
earnings is attributed to the increase in 
operating expenses because of the cold 
weather. The maintenance program 
was kept up during November, which in- 
creased the expenditures for the month. 

The semi-annual payment of $500,000 
due the Detroit United Railway next 
June has been paid in advance in order 
to save the interest on that amount. 
The department, in making the payment 
in advance, took the money from the 
reserve accounts that are set aside in a 
separate bank account obtained from 
the pro-rata monthly charge to oper- 
ations covering deferred obligations— 
money that could not properly be used 
for other purposes. This was not a 
question of “robbing Peter to pay Paul” 
but simply using in advance the money 
that was intended for the purpose, 
and thereby creating a saving of ap- 
proximately $9,000 in the interest 
earned. 


BoaRD CONTINUES IN CONTROL 


According to the present plans the 
street railway department will continue 
to be operated and managed by the 
three-man board of street railway com- 
missioners, and it has been announced 
that at the end of a thirty-day period, 
the subject of management will again 
be considered. 

Plans are being considered for the 
municipal construction of street cars, a 
large amount of equipment and mate- 
rial having been taken over by the city 
when the property of the Detroit United 


Railway was acquired. The Peter Witt 
cars ordered by the city last year are 
being delivered and put into operation 
as fast as they arrive in the city. 

The motor bus line operating on 
Lynch Road and Mt. Elliott Avenue 
as’ a convenience to residents in the 
section not served by street cars, al- 
though operating at a loss will be con- 
tinued by the Municipal Railway De- 
partment. The loss for the last eleven 
days in November after the service was 
started by the city on Nov. 19, 
amounted to $265. 


Small Property Makes Fine 
Showing 


At a meeting of the directors of the 
Charlottesville & Albemarle Railway, 
Charlottesville, Va., the regular semi- 
annual dividend of 84 per cent on its 
preferred stock was declared, while a 
5 per cent with an extra 1 per cent was 
declared on the common stock, making 
10 per cent for the year on the common, 
which paid 4 per cent June 30, 1922. 
Both dividends were paid Dec. 21, so 
that the stockholders had the use of 
the dividends for Christmas. 

The company had a net surplus for 
the eleven months ending Nov. 30, 1922, 
after the payment of all fixed charges, 
including dividend on preferred stock, 
of $85,104. 

Christmas gifts of five new crisp $5 
bills were made to each employee re- 
gardless of how long he had been em- 
ployed. A letter from the president 
John L. Livers, accompanied each gift, 
thanking them for their co-operation 
during the year. 

The company was 100 per cent free 
of accidents of any kind during the year. 
It is one of the few electric railways 
which did not change its rate of fare 
from 5-cents, even during the war, and 
its traffic has increased rapidly in spite 
of the increasing number of automobiles 
in Charlottesville. 

An additional turbine of 1,500 kw., 
was installed and. paid for out of the 
earnings during the year. The com- 
pany also purchased thirty of its $1,000 
first mortgage bonds. 

The company operates 3.5 miles of 
road with nine cars and does general 
lighting and power business. 


Progress Noted in Ten Years 
Operation 


The tenth anniversary of the opening 
of the San Francisco (Calif.) Munic- 
ipal Railway was celebrated by officials 
and employees of the company on Dec. 
28. The progress in the ten years 
operation is noted in the statistics of 
the property. At the start the system 
consisted of 10 miles of single track, 
ten cars and seventy-five employees. 
The city now owns 67 miles of track- 
age, divided into ten routes, and two 
bus lines, 209 cars and includes 1,050 
employees. 

According to Mayor Rolph, the valu- 
ation of the system is $7,150,000 and up 
to Nov. 1, 1922, a total revenue of $20,- 
412,000 had been paid by the users of 
the city’s lines. 


Seek Permanent Relief from 
Massachusetts Excise Tax 


A committee has been formed by the 
street railway companies of Massachu- 
setts to put before the new Massachu- 
setts Legislature their proposition for 
a permanent exemption from the pro- 
vision of the so-called excise tax. This 
tax was temporarily removed from 
being operative on street railway com- 
panies during the years 1920 and 1921, 
when the companies in that State were 
So handicapped by adverse financial 
circumstances. The abatement was then 
further extended to April, 1923. The 
Boston Elevated Railway, due to its 
special charter, has never been under 
the provisions of this tax and it is the 
only street railway at present not con- 
cerned with this legislation. 

In the last few years several fact- 
finding and investigating committees 
of the Legislature, as well as the Public 
Utilities Commission, have gone on 
record as favoring the abolition of the 
excise tax so far as applied to electric 
railways in that State. It has been 
pretty clearly demonstrated to the pub- 
lic and to the legislators that such a 
tax is merely an added burden on the 
car-riding public, which results either 
in increased fares or diminished service. 

The committee which has been formed 
is now doing missionary work among 
the Boards of Trade and Chambers of 
Commerce in the various communities 
in which the street railway companies 
operate. They hope to create a suffi- 
cient public sentiment to point out to 
the new Legislature the advisability of 
permanently removing the street rail- 


way companies from the operation of 
this tax. 


Kept Public Informed in 1922 


What the Ohio Committee on Public 
Utility Information accomplished in its 
second year toward building a better 
understanding between the people and 
the utility industry in Ohio is told in 
its pamphlet report entitled “Informing 
the Public and Gaining Its Support.” 

The Ohio committee was formed two 
years ago. Its publicity activities are 
in charge of Benjamin E. Ling. The 
report for the second year tells how 
group co-operation in that time has pro- 
moted better public relations. In 1922 
102 utility companies actively supported 
the Committee, against thirty-nine sup- 
porters in the first year of its exist- 
ence. The fact that Ohio newspapers 
gave their interest and support to the 
committee’s activities is evidenced by 
the fact that 290 papers in 187 different 
cities and towns used 22,958 column 
inches, approximately 1,148 solid col- 
umns of the material sent out during 
the year, mainly in the committee’s 
weekly News Bulletin. In the first 
year these figures were 16,584 and 830 
respectively. Another method of learn- 
ing about fair play for the utilities was 
the public address which 20,000 business 
men heard. Under the auspices of the 
Ohio committee eighty-six public talks 
were delivered before civic organiza- 
tions during the year just ended. 
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Montgomery Purchase 
Negotiated 


Local Chamber of Commerce Behind 
Proposal Under Which Alabama 
Power Will Take Utilities 


The Alabama Power Company will 
take over the street railway system of 
Montgomery, the two lighting compa- 
nies and the gas service when its pur- 
chase of the properties is approved by 
the Public Service Commission. Thomas 
W. Martin, president of the Alabama 
Power Company, announced at Mont- 
gomery on Dec. 28 that negotiations 
for the purchase of the properties had 
been concluded following the indorse- 
ment of the proposal by the Montgomery 
Chamber of Commerce, and other inter- 
ests of Montgomery, and that an appli- 
cation for the approval of the purchase 
would be submitted to the Public Serv- 
ice Commission. 

No statement was made regarding 
the purchase price. The announcement 
of the purchase subject to the approval 
of the Public Service Commission was 
made following a meeting of the Cham- 
ber of Commerce, which resulted in the 
unanimous indorsement of the proposal. 
The Montgomery Light & Traction 
Company and Montgomery Light & 
Water Power Company, which control 
the street car service, lighting service, 
power service and gas service, have been 
administered by the bankrupt court for 
several years through S. B. Irelan, 
receiver of the two companies. 

The Chamber of Commerce of Mont- 
gomery initiated the negotiations sev- 
eral months ago, according to announce- 
ment, as a result of many inquiries from 
companies which desired to locate in 
this territory if adequate electric power 
could be provided. W. F. Black, secre- 
tary of the Chamber of Commerce, told 
the conference of members of the organ- 
ization that several concerns have 
recently sought to enter this territory, 
but had found the power rates on some 
classes of industry would not compare 
favorably with other parts of the South. 
He said this would be changed under 
the rates of the Alabama Power Com- 
pany. 

Thomas W. Martin, president of the 
Alabama Power Company, and Col, R. 
A. Mitchell, vice-president, in talks to 
the members of the Chamber of Com- 
merce told of the negotiations for the 
purchase of the property which had 
been started as a result of the demand 
for additional and less expensive power. 
Colonel Mitchell said the power com- 
pany has an organization adequate to 
care for the power and lighting needs 
of the Montgomery territory as well as 
the gas and street railway service, and 
that certain important changes in the 
service would be made which would be 
of public interest. 

Following addresses of various mem- 
bers of the Chamber of Commerce a 


resolution was unanimously adopted 
“expressing the view that it would be 
to the interest of the district to have 
the Alabama Power Company take over 
the utilities and offering the co-opera- 
tion of the Chamber of Commerce in 
working out any further details.” 


Service Discontinued 


The prolonged controversy between 
the city administration and the South 
Carolina Gas & Electric Company, 
Spartanburg, S. C., reached a crisis on 
Dec. 31 when the company discontinued 
all car service without notice. The cars 
did not leave the carhouse at all that 
day. The company issued a statement 
in the form of an advertisement recit- 
ing its efforts to reach an agreement 
with the city and stating that “it has 
become imperative to discontinue oper- 
ating the railway, at least for a time.” 
Apparently the city officials were with- 
out any notice of the company’s inten- 
tions. Following the discontinuance of 
the cars, Mayor John F. Floyd declined 
to make any statement. 

The South Carolina Gas & Electric 
Company is successor to the South 
Carolina Light, Power & Railway Com- 
pany. The company owns the street 
railway system, the gas plant and 
supplies the city with light and power 
from Gaston Shoals, a 12,000-hp. plant 
on Broad River. 

After the foreclosure and reorgan- 
ization of the property last August, 
the owners advanced a plan to sub- 
stitute bus operation in districts where 
the railway lines were unprofitable, but 
the city never acted on the matter. 
This is the issue on which the two split. 


Takes Formal Possession of 
Newly Acquired Property 


The Rochester & Syracuse Railroad 
has formally taken possession of the 
Empire State Railroad Corporation, in 
which it purchased controlling stock 
recently. The details of the Rochester 
& Syracuse acquiring the stock of the 
Empire State Railroad were outlined 
in the ELECTRIC RAILWAY JOURNAL issue 
of Dec. 9, 1922. 

Officers elected by the new company 
were: President, Alexander H. Cowie; 
vice-president, Talmadge C. Cherry; 
secretary, M. V. White; treasurer, W. K. 
Zinzmeister. Mr. Zinzmeister was 
named auditor; D. E. Crouse, chief engi- 
neer; H. E. Motsiff, superintenedent; 
H. C. Stanton, general freight and pas- 
senger agent; R. S. Messenger, claim 
and tax agent; Milton Badgero, pur- 
chasing agent. 

The board of directors includes 
Messrs. A. H. Cowie, Carleton A. Chase, 
T. C. Cherry, W. K. Zinzmeister, W. J. 
Harvie, James M. Gilbert, Frederick W. 
Barker, M. V. White and W. O. Morgan 
of New York. 
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Report Shows Decrease in Deficit 


For the fiscal year ended June 30, 
1922, the Interborough Rapid Transit 
Company, New York, N. Y., shows a 
deficit of $2,766,797. This compares 
with a deficit of $4,464,826 for 1921 and 
a deficit of $2,235,835 for 1920. The 
accompanying table shows the out- 
standing items of the report as based 
on figures filed with the Public Service 
Commission. 

At a special meeting of the stock- 
holders, the by-laws were amended in- 
creasing the number of directors from 
fifteen to eighteen. The personnel of 
the new board is as follows: For the 
term ending September, 1923—August 
Belmont, Edward J. Berwind, Mortimer 


1922 1921 
Gross revenue........... $53,540,859 $55,031,941 
Operating expenses...... 32,272,509 36,024,646 
Net revenue.......... $21,268,350 $19,007,295 
WOXCR re hs aero: ties 2,802,823 2,735,694 
Operating income...... $18,465,527 $16,271,601 
Other income........... 652,875 639,123 
Grossincome,......... $19,118,402 $16,910,724 
Changeaec87.caias «ee $21,885,199 $21,375,551 
DSC x ai Comet 2,766,797 4,464,827 
Previous surplus......... $2,242,878 $7,093,101 
CRedita eee ear tek 19,343 34,779 
Wehoit. ice wea eke $504,576 *$2,663,053 
Appropriations.......... 20,290 $420,175 
P Gd detiewac’ ac swieaake +$524,866 *$2,242,878 
* Surplus. 


+ Exclusive of accruals under Contract 3 and re- 
lated certificates, payable from future, .earnings. 
t Includes $394,757 loss upon sale of Liberty bonds. 


N. Buckner, Charles Day and Alfred 
Skitt; for the term ending September, 
1924—-Thomas I. Parkinson, Robert C. 
Rathbone, Samuel W. Rayburn, F. de C. 
Sullivan and Cornelius Vanderbilt, and 
for the term ending September, 1925— 
Bertram Cutler, Frank Hedley, Grayson 
P. Murphy, Frederick H. Ecker and Wil- 
liam C. Potter. 

The three additional members, who 
will represent the public officials, as: 
provided in the recently adopted plan 
of readjustment, were named on Jan. 4 
by the Transit Commission. They are 
Abel E. Blackmar, William W. Niles 
and Herman A. Metz. 


Traffic Decreases in 1921 
in Washington 


According to the annual report of the 
Public Utilities Commission of the Dis- 
trict of Columbia 197,374,924 passen- 
gers were carried by the two electric 
railway companies during the calendar 
year 1921. Of that total the Washing- 
ton Railway & Electric Company hauled 
103,502,136, while the Capital Traction 
transported 93,872,788. 

These figures showed that both com- 
panies suffered a reduction in volume 
of traffic in 1921, as compared with the 
year 1920, when the Washington Rail- 
way & Electric carried 104,900,024 and 
the Capital Traction, 95,375,179. 

The report also shows that the Wash- 
ington Railway & Electric Company 
operated more car miles during 1921 
than the Capital Traction Company, 
the figures being 10,682,222 and 9,536,- 
478 respectively. 
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Announces Appeals Taken 
on Tax Payment 


Appeals to the United States Su- 
preme Court have been taken from the 
judgment won by King County, which 
required the Puget Sound Power & 
Light Company, Seattle, Wash., to pay 
taxes, now totaling more than $500,000, 
on the street railway for the year that 
ownership was transferred to the city. 
This announcement was made recently 
by Deputy Prosecutor Howard A. Han- 
son, who has handled the litigation for 
the county for three years. 

The street railway was transferred to 
the city on March 31, 1919, sixteen days 
after the state tax commissioner had 
placed the valuation on the property. 
The company’s attorney asserted that 
the property became public property 
before the tax was due, and that taxes 
for 1919 could not be collected. The 
King County Superior Court and the 
State Supreme Court ruled that the tax 
was due when the transfer was made. 

The city opposed the county and 
joined with the company in combating 
the tax, principally because the trans- 
fer contract provided that the company 
and city should pay the tax, if any were 
levied, proportionate to the time each 
owned the railway lines during 1919. 
On that basis, the company should pay 
one-fourth the tax and the city three- 
fourths. 

However, the county has not recog- 
nized this agreement and is endeavor- 
ing to collect the tax entirely from the 
company, leaving it the company’s duty 
to collect later from the city. The com- 
pany, individually, and the company 
and the city, jointly, have each taken 
an appeal to the United States Supreme 
Court. The hearing has not been set. 

The tax of $401,018 has been and is 
drawing 15 per cent interest, so that 
it is now well over the half million 
mark. The interest is accumulating at 
the rate of about $5,000 a month. 


Adjustment Plans Announced 


A plan providing for the retirement 
of its scrip indebtedness and adjustment 
of accumulated dividends on its pre- 
ferred stock has been announced by the 
Commonwealth Power, Railway & Light 
Company, Grand Rapids, Mich. Holders 
are being offered preferred stock on the 
basis of one and one-third shares of 6 
per cent, cumulative preferred stock of 
the Commonwealth Power Corporation 
for each share of 6 per cent preferred 
stock of the Commonwealth Power, 
Railway .& Light Company with ac- 
cumulated dividends of $19.50 in scrip 
at par or in cash, 


Auction Sales in New York.—At the 
public auction rooms in New York, there 
were no sales of electric railway secur- 


ities this week. 


Takes Over New Business. — Bon- 
bright & Company, Inc., dealers in in- 
vestment securities, New York, N. Y., 
has announced the acquisition of the 
business of Charles L. Murphy & Com- 
pany. Mr. Murphy has become identi- 


. fied with Bonbright & Company. 


‘stock 


Common Stock Increase Approved.— 
At a special meeting of the stockholders 
of the Manila (P. I.) Electric Company 
the proposal to increase the common 
from $6,000,000 to $10,000,000 
was approved. 


Bond Issuance Authorized.—The Pub- 
lic Service Commission has authorized 
the Indiana Service Corporation, Fort 
Wayne, Ind., to issue $750,000 in first 
mortgage bonds to cover capital expen- 
ditures. No decision has been made on 
this bond disposition. 

Issue Approved.—The department of 
Public Utilities has approved the issue 
by the Boston (Mass.) Elevated Rail- 
way of $700,000 of 6 per cent thirty- 
year bonds for the purpose of refunding 
a similar amount of West End Street 
Railway bonds maturing Jan. 1, 19238. 

Abandonment Authorized.—The Pub- 
lic Service Commission has granted the 
application of the Pennsylvania & 
Maryland Street Railway, Elk Lick, Pa., 
to abandon a section of its line at 
Salisbury, Somerset County. Vigorous 
opposition to the abandonment had been 
made. 


Will Buy Line —The Goodall interests 
of Sanford, Me., are reported to have 
completed arrangements for buying the 
Sanford-Cape Porpoise trolley line 
which for several years has been oper- 
ated by receivers. The line forms an 
important link in the Atlantic Shore 
Line between Biddeford and Kittery. 


Approves Proposed Merger.—Attor- 
ney General Jesse W. Barrett has ap- 
proved the proposed merger of the 
Springfield (Mo.) Traction Company 
and the Springfield Gas & Electric 
Company. The greater portion of the 
stock of both the traction and gas com- 
panies is owned by the Federal Light 
& Power Company, New York, N. Y. 


Made Director—Eugene E. Thomp- 
son of Crane, Parris & Company, Wash- 
ington bankers who recently negotiated 
the purchase of 27,500 shares of com- 
mon stock of the Washington Railway 
& Electric Company, Washington, D. C., 
hasbeen elected a director to succeed 
Bates Warren, who resigned as a mem- 
ber of the noteholders’ protective com- 
mittee which sold the stock. 


Payment Date Announced.—All of 
the outstanding ten-year 8 per cent 
sinking fund equipment trust gold cer- 
tificates of the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., dated Oct. 1, 1920, have been 
called for payment April 1, 1923, at 
107% and interest. Redemption will be 
made at the office of Dillon, Read & 
Company, New York, N. Y. 


State Regulating Commission Ap- 
proves Discontinuance of Line.—On ac- 
count of insufficient patronage to meet 
operating costs, the Pacific Electric 
Railway, Los Angeles, Calif., was au- 
thorized by the State Railroad Commis- 
sion, in a recent decision, to abandon 
its Beverly Hills-Coldwater Canyon line 
of 1.2 miles. The company’s receipts 
on this line for the first nine months 
of the past year were $2,345, while 
the direct operating charges were $5,- 
147, or a deficit of $2,802, according to 


the evidence submitted at the hearing. 
The commission in its decision notes a 
divided sentiment among residents and 
property owners who appeared as wit- 
nesses. Some insisted that the line 
should be retained, or if discontinued 
that a bus line should be substituted. 
Others expressed a desire for the imme- 
diate abandonment of the line and re- 
moval of the tracks, claiming that the 
cars adversely affected property values. 
The commission further found available 
traffic would not justify a bus line. 


Balance Amounts to $555,621.—The 
Republic Railway & Light Company, 
Youngstown, Ohio, for the twelve 
months ended Nov. 30, 1922, reports 
gross earnings of $7,956,506, against 
$7,433,635 for the twelve months ended 
Nov. 30, 1921.. The balance for depre- 
ciation, dividends and surplus amounted 
to $555,621, an increase of $239,678 
over the surplus for the year ended 
Nov. 30, 1921. 

More Than a Million in Surplus.— 
The United Light & Railways Company, 
Grand Rapids, Mich., for the twelve 
months ended Noy. 30, 1922, reports 
gross earnings from all sources of $11,- 
648,359, against $11,407,983 for the 
twelve months ended Novy. 30, 1921. 
The surplus earnings available for de- 
preciation, debt discount and common 
stock dividends amounted to $1,059,739. 
This compares with $736,772 for the 
twelve months ended Nov. 30, 1921. 

Remarkable Business for Christmas 
Rush.—During the six days preceding 
Dec. 24 the Boston (Mass.) Elevated 
Railway had the largest gross receipts 
in its history for a six-day period. 
Saturday, Dec. 23, was the heaviest of 
the six days, the receipts for that day 
being $124,718. The total for the six 
days was $662,350. In the same period 
the Eastern Massachusetts Street Rail- 
way collected $197,907 in fares, as 
against $184,566 during the correspond- 
ing six days in 1921. 

Traffic Increases.—Nearly 6,000,000 
more passengers were carried by the 
Public Service Railway, Newark, N. J., 
in November than during the month of 
November, 1921, as shown in the 
monthly statement filed in the Federal 
Court at Trenton. In November, 1922, 
37,757,161 passengers were carried. 
Notwithstanding an increase of 6,000,- 
000 in the number of passengers in 
November, the number paying the base 
fare of 8 cents was reduced by 1,353,- 
903, with a corresponding increase in 
the number of tokens bought and used. 

Purposes of Issue Explained. — The 
issue of $150,000 first mortgage 7 per 
cent bonds of the Hannibal (Mo.) Rail- 
way & Electric Company authorized 
by the Public Service Commission and 
referred to in the ELECTRIC RAILWAY 
JOURNAL, issue of Dec. 2, will be for 
the following purposes: $100,000 to be 
used for refunding purposes, $20,000 
for retiring its present floating in- 
debtedness and $30,000 to be placed in 
the hands of the board of trustees for 
extension of service and improvements. 
The company has filed with the Secre- 
tary of State a certificate of increase in 
capital from $100,000 to $150,000. 
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Authorizes Operation of Jitney 
Buses in Emergency 
Despite court rulings and the opposi- 
tion of the city law department, Mayor 
Frank X. Schwab of Buffalo has de- 
clared an emergency and has authorized 
the operation of jitneys on all streets 


in the city of Buffalo. The City Council 
of Buffalo by unanimous vote upheld 
the action of the Mayor and by resolu- 
tion the Council authorizes the opera- 
tion of jitney lines in Buffalo until serv- 
ice on the lines of the International 
Railway is considered adequate. 

Mayor Schwab has issued an order 
to the chief of police directing the police 
department not to interfere with the 
operation of jitney lines while the so- 
called emergency exists. The city law 
department gave an opinion to the 
Mayor and members of the City Council 
in which it advised against the declar- 
ing of an emergency and said the Mayor 
and the Council were without authority 
to authorize the operation of jitney 
lines in the city. 

In commenting upon the action of 
the Mayor and the City Council, Henry 
W. Killeen, of counsel for the Inter- 
national Railway, said: 

It was a Central Labor Council act. The 
emergency was declared after the Council- 
men had counted the noses of 600 or 700 at 
the hearing who were hostile to the rail- 
way. It was a grandstand play. My sug- 
gestion to the Councilmen is that they count 
noses of the thousands who were not at 
the Council meeting. 

Tens of thousands of passengers are 
being carried daily by the independent 
jitney drivers of the city, who are oper- 
ating on all streets upon which the 
International operates car lines. Regu- 
lar terminals have been established at 
downtown points were jitneys take on 
their loads, and many strikers are act- 
ing as starters at the central loading 
points. 

Normal service is being given on all 
local lines of the International and the 
company has more platform men than 
necessary to operate cars, according to 
Herbert G. Tulley, president of the 
International. He explained that more 
passengers are riding every day and 
that in so far as the company is con- 
cerned the strike of the employees is a 
dead issue. The strike has been in 
progress since July 1, 1922. 


One-Man Cars Scheduled 
for February 


One-man cars will be operated in 
Cincinnati beginning Feb. 1 by the 
Cincinnati (Ohio) Traction Company. 
This announcement was made by A. 
Benham general manager of the trac- 
tion company, following a conference 
with Jerome Kuertz, Street Railroad 
Director, regarding the use of the pro- 
posed cars, seventy-five of which have 
been under construction for months at 
the shops of the Cincinnati Car Com- 
pany. 


Two important questions in connec- 
tion with the new cars have not yet 
been settled. One is the problem as 
to which lines the first of the new cars 
are to be operated over and the other 
is whether or not the cars will be oper- 
ated at the very start as one-man cars 
or with a crew of motorman and con- 
ductor. The latter is a likelihood for 
the cars are adaptable to both forms of 
operation. These matters will be de- 
cided in the near future, Mr. Benham 
stated. 

The new cars are different in some 
respects from any conveyance yet seen 
in Cincinnati. In design they give the 
impression of much roominess inside. 
They are 43 ft. long and weigh 28,000 
lb., 10,000 Ib. less than the double-truck 
cars now operated by the traction com- 
pany. They will accommodate forty-six 
passengers seated and almost as many 
more standing. 

A survey of the entire system of the 
traction company has been under way 
for several weeks and it is stated that 
it would be impracticable to operate 
one-man cars on all of the lines. 


Through Freight Arrangements 
Effected 


The Winona Interurban Railway, 
Warsaw, Ind., has completed traffic ar- 
rangements with the Wabash Railway 
(steam line) for through freight rates 
and divisions on both car load and less 
than car load freight. Considerable 
tonnage will be handled under this ar- 
rangement since it opens up new rout- 
ings which have been denied shippers 
in the past. 

The Winona Interurban Railway is 
one of the pioneers in effecting operat- 
ing arrangements with steam lines and 
this is one of the very few arrange- 
ments of its kind which has up to this 
time been made in this country. 

J. C. Schade, general manager of the 
Winona company, has always been an 
advocate of the idea that transportation, 
both steam and interurban, has reached 
the place where co-operation is a vital 
necessity to the industry as a whole. 


Five-Cent Fare on Main Line 


The Public Utilities Commission has 
reached a decision whereby Norwalk is 
to pay a 5-cent fare on the West Ave- 
nue line, which is the main line of the 
city, and the base fare for other places 
will be 10 cents, or three tokens for a 
quarter, each token representing a 10- 
cent fare. 

The city of Norwalk has been on a 
trial basis for the 5-cent fare for the 
past year, and several hearings were 
held from time to time, but no decision 
reached, until this one which makes the 
fare of Norwalk, that is outside the 
West Avenue line, the same as else- 
where on other lines of the Connecticut 
Company, exclusive of the Bridgeport 
division. 


Seven-Cent Fare Extended 


The 7-cent fare on the lines of the 
United Railways, St. Louis, Mo., has 
been indefinitely extended by the Public 
Service Commission. 

J. L. Harrop, chief engineer of the 
commission, estimated that the com- 
pany’s net income for 1922 on the 7-cent 
fare will be $3,465,486, which, the com- 
mission’s order states, represents a re- 
turn of only 6.93 per cent upon a valu- 
ation of $50,000,000; 6.30 per cent upon 
$55,000,000 and 5.78 per cent upon $60,- 
000,000. Mr. Harrop estimated the total 
revenue passengers in 1922 at 286,000,- 
000, total revenues at $20,167,886, and 
total expenses at $16,702,400. 

Assistant City Counselor Dolan, who 
appeared in opposition to continuance 
of the 7-cent fare, argued that the com- 
pany was collecting more than neces- 
sary for depreciation and could effect 
economy by inaugurating a “skip stop” 
system, some one-man cars, improving 
fare collection methods and rerouting 
cars. Power, he argued, will be reduced 
in cost because of reduction in coal 
prices. He suggested a 6-cent fare or 
sale of tokens at three for 20 cents. 
The commission disagreed with City 
Counselor Dolan upon each point. 

The commission had set the valuation 
case for argument on Jan. 15, but the 


hearing may be postponed. Experts of © 


the commission and the company have 
submitted inventories of the physical 
property. 

The orders stated that in view of the 
income accounts of 1922 and the status 
of the valuation case the existing fare 
should be extended until the commis- 
sion fixes the fare valuation of the 
property. 


Will Change Numbers for Names 
in Denver 


In an effort to-bring about a more 
personal relation between their em- 
ployees and the public, The Denver 
(Col.) Tramway has arranged to have 
its motormen and conductors known to 
the public by name. 

Neat metal plates, bearing the names 
of the conductor and motormen, are to 
be displayed on the front of the fare 
box in each street car in Denver. The 
name plate system has already been 
put into operation on one division and 
will be extended to include the other 
divisions as promptly as the plates are 
received from the manufacturer. 

Up to the present time members of 
the car crew have been known to the 
company patrons by number only. 
Under the new system, each passenger 
who boards a car can see, as he pays 
his fare, the name of the conductor in 
charge and the name of the motorman 
who is operating the car. If he wants 
to commend the handling of the car or 
if it displeases him, he knows exactly 
whom to praise or blame. 

The theory of the name plate sys- 
tem is that acquaintance between pas- 
senger and car crew improves service. 
Conductor and motorman are more at- 
tentive and more efficient when they 
are known by name to the persons 
whom they serve. 
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Railway Files Brief in Rate Case 


Public Service Railway Contends Brief of Commission’s Counsel 
Ignored Facts, Misconstrued Portions of Evidence and Attempted 
to Support Board’s Contentions by Erroneous Use of Statistics 


An answer to the brief-of counsel for 
the Public Utility Commission in the 
fare rate and confiscation case hearing 
before Thomas G. Haight, as master in 
the United States District Court, was 
filed by Frank Bergen, Edmund W. 
Wakelee, and Robert H. McCarter, rep- 
resenting the Public Service Railway, 
Newark, N. J., on Dec. 30. It is a 
document of more than 150 pages, its 
length being due mainly to the 
thoroughness with which counsel ana- 
lyzed and dissected the points set up in 
the brief filed by the lawyers for the 
board and other defendants. 


FACTS IGNORED BY Boyp’s BRIEF 


Statements are made, followed by 
quotations from the opposing brief and 
from the testimony adduced during the 
hearing, to the effect that the brief of 
counsel for the board ignored certain 
facts, misstated or misconstrued por- 
tions of the evidence and attempted to 
support contentions by the erroneous 
use of statistics or by attributing fig- 
ures to witnesses who did not testify as 
to them. : 

In referring to objections set forth in 
the defendant’s brief ‘to the company’s 
description of the proceedings before 
the utility board which led to the order 
of July 24, 1921, the railway’s counsel 
say: 

There is, however, more severe disap- 
proval of the board’s proceedings than the 
plaintiff has expressed, indicated by the 
failure of the defendants in their brief to 
attempt to justify the reasons assigned by 
the board for the action that made this 
litigation necessary except by a few dutiful 
and commonplace generalities. . . . The 
authors of the defendant‘s brief seem to 
have found it advisable to ignore the re- 
ports or opinions of the board as inde- 
fensible, and proceed to make an effort to 
construct a defense along other lines, ap- 
parently with the board’s approval. 

The brief of the company declares 
that the board in its orders ignored 
certain cases defining the company’s 
rights, decided by New Jersey courts. 
In this connection the brief adds: 

The defendants’ brief is not only remark- 
able for its change of base, but for its omis- 
sions also. \No attempt whatever is made to 
explain how items of property of the plain- 
tiff, proved by unquestioned evidence to be 
worth at least $30,430,630, were passed 
over by the board when writing its report 
in the valuation case with repeated state- 
ments that they would be considered in 
fixing the amount of going value, and when 
the board came to fix the amount of going 
value only $12,000,000 was allowed. 

Addressing itself to the method 
adopted by counsel for the board in 
attempting to arrive at a valuation of 
the company’s property, the brief 
points out that the defendants have 
disregarded the cost of reproduction 
method for ascertaining value, which 
they formerly insisted upon when costs 
were low and 


Failing to find any method or theory of 
valuation heretofore employed that could be 
used even plausibly for their purpose, they 
have recently fallen into the habit of follow- 

every practice or method ever employed, 


but only so far as each could be used to 
afford a seeming support for a sum less than 
the true value of the property. They refuse 
to follow any method to its logical conclu- 
sion. As nearly as the defendants’ brief 
indicates any theory of valuation they en- 
tertain, it seems to be that the physical 
property of a utility corporation is to be 
appraised as second-hand material, using 
pre-war prices, and then add the expense 
of putting the pieces together at the cost 
of construction prevailing seven or eight 
years ago; and that only physical property 
presently in existence is to be included in 
any appraisement for a rate base. Nothing 
is more clearly settled than that such a 
valuation would be illegal, and besides it 
be grossly unjust. 

Much space is given to consideration 
of United States Supreme Court deci- 
sions in similar rate cases with especial 
reference to principles laid down for 
the determination of value and ele- 
ments of value. It is then pointed out 
that while counsel for the board alleged 
in their brief that the company in its 
brief did not present the facts cor- 
rectly, the board’s counsel failed to 
point out a single error or misstate- 
ment of fact. The company’s brief then 
goes on to say: 


In professing to estimate the value of the 
plaintiff’s property counsel for the de- 
fendants now disapprove of the board’s 
valuation in substantially every particular. 


It is asserted that the Ford, Bacon 
& Davis valuation was disregarded and 
that figures introduced by Dean Cooley 
and the board’s own expert, Mr. Feus- 
tel, were at times misused or employed 
in a misleading and erroneous manner. 

Numerous excerpts from the testi- 
mony in the case are quoted to refute 
assertions made by counsel for the 
board or to expose the fallacy of claims 
set up by them. Chapters are devoted 
to the consideration of contingencies, 
engineering and superintendence, law 
expenditures and administration, inter- 
est during construction, taxes during 
construction, organization and develop- 
ment, cost of money, promoters, remun- 
eration, going value and development 
cost, land and right-of-way, deprecia- 
tion, appreciation, historical cost, valu- 
ation made by the State, electric power 
plant lease, the tables set up by the 
defendants, and the confiscatory char- 
acter of the rates fixed by the Public 
Utility Board. 


VALUE CLAIMED FOR POWER LEASE 


The testimony covering the value of 
the power station lease is gone into at 
great length, the company maintaining 
that part of the value of the lease is 
measured by the value of the property 
turned over to the electric company in 
1910, and that the lease has an addi- 
tional value measured by the capitalized 
savings in operating expenses. These 
savings according to expert witnesses 
averaged $1,194,296 a year, which 
capitalized at 8 per cent amounts to 
$14,928,700. Defects and inaccuracies 
in the testimony offered by Expert 
Buck for the board, are set out in de- 
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tail and words are not disguised in 
referring to certain statements set 
forth in the board’s brief. To quote an 
example: ° 


The third reason given by the defendants 
why nothing should be allowed for the 
leased property is that Mr. Osgood testified 
that the value of these plants is nothing. 
This is another mis-statement of facts by 
defendants’ Counsel. Osgood said nothing 
of the kind. 


Attention is directed to a series of 
“calculations” made by Mr. Petty, one 
of the board’s witnesses, which the 
brief points out were grossly inaccurate 
as. compared with the facts. Mr. Petty 
calculated the company would earn 
$6,360,000 the first year under the rate 
permitted by the court; the actual earn- 
ing was $5,593,958. The defendants 
admit that if the board’s rate had been 
in force the earnings would have been 
some $300,000 less than they were but 
General Manager Danforth of the rail- 
way testified that they would have 
been $1,500,000 less. In connection 
with these losses accrued during the 
period the board refused to allow suffi- 
cient rates, reference is made to the 
Supreme Court decision in the Hacken- 
sack Water Company case and the 
brief adds: 


In any event the results of operations for 
the year under the court’s permitted rate 
conclusively show that the rates fixed by 
the board would not produce a fair return 
upon the value of plaintiff's property, as 
proven in this case, and are therefore con- 
fiscatory. 

Beginning a summary of the brief, Coun- 
sel go on to say: ‘“(1) Several years ago 
the plaintiff, owning one of the largest street 
railway systems in the country, found the 
cost of maintaining and operating its prop- 
erty rapidly increasing and it continued to 
increase until it had more than doubled 
(P. 32, and plaintiff’s brief. page 7). The 
highest courts of New Jersey, with the facts 
before ihem, held that the plaintiff was 
entitled to increase its rates of fare suffi- 
ciently to provide for the increased expenses 
(O’Brien case, 92 N, J. L., 44; aff’d ib., 
587,588) and that a valuation of its property 
was not necessary (p. 590). The New Jer- 
sey courts also held that rates should be 
“suffic‘ent to induce the investment of capital 
in the business, and its continuance therein,” 
which clearly the public interest requires 
(84 N. J. L., 4638, 474; aff'd 87 N. J ” 
597; plaintiff’s brief, pp. 4 and 5). In- 
ereased rates could not be established with- 
out the consent of the board of public 
utility commissioners. or long and costly 
litigation. Timely and repeated applications 
were made by the plaintiff for the income 
to which it was entitled, but they were 
denied by the board, except in part. The 
increases permitted were insufficient in 
every instance to provide for the increased 
expenses (p. 38, and Trans., p. 386). The 
rates allowed by the board during the four 
years 1918-1921, inclusive failed to produce 
sufficient money to provide for these in- 
creased costs over the year 1916 by approxi- 
mately $12,000,000 (plaintiff’s brief, p. 160). 
The income during those years was many 
million dollars less than the amount now 
stated by the board to be reasonable. (Ex- 
hibit P.38). 


The summary sets forth that the 
primary question in this case is: 

What:is the value of the plaintiff’s prop- 
erty used in its business? 

It goes on to answer the question by 
citing United States Supreme Court de- 
cisions to the effect that the ascertain- 
ment of value “is not a matter of for- 
mulas, but there must be a reasonable 
judgement having its basis in a proper 
consideration of all relevant facts,” 
and adds, “The reasonable judgment to 
be exercised in ascertaining the value 
of the property of a utility corporation 
must be the judgment of those familiar 
with the property in question and with 
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utility property generally. It is not the 
ipse dixit of anybody who chooses to 
assert a figure and call it fair.” 

In developing their arguments, coun- 
sel for the company refer to the Ford, 
Bacon & Davis report stating the value 
of the property to be $125,000,000, the 
value of the property turned over to 
the electric company in 1910, the saving 
to the railway as the result of the 
power plant lease; the fact that Mr. 
Wolff, a witness for the board, testified 
to a historical value of $95,000,000 and 
admitted that his findings were not com- 
plete and that he failed to include in his 
total of $95,000,000 many items of cost. 
Also that the utility board since it was 
created had approved issues of stock 
and bonds of the plaintiff and the pay- 
ment of interest and dividends on other 
securities of the lessor companies to the 
amount of $71,029,650; that the utility 
board had approved a _ consolidation 
agreement of the railway company and 
the Newark Terminal Railway, dated 
Dec. 7, 1915, which agreement fixed the 
capital stock of the company at 
$39,250,000 and that subsequent issues 
of stock of the plaintiff amounting to 
$10,750,000 had been approved by the 
utility board in 1916 and 1917. In this 
connection ccunsel pointed out: 

The utility board, familiar with the law 
and with plaintiff's property cannot now 
deny the validity or value of the stock which 
it approved, or the value of the property 
represented by the stock when so approved. 
al eannort he su casstul.y contended 
that the value of securities lawfully issued 
and specifically sanctioned by the State 
can be impaired or destroyed in the process 
of rate making. ; We claim nothing 
that has not been allowed in other rate 
cases and sustained by the courts. 

The brief goes on to the effect: 


That a proper consideration of all the 
testimony in this case must lead to the con- 
clusion that the value of plaintiff's property 
in these rapidly growing communities, with 
plaintiff's c=pacity to meet the increasing 
transportation needs of the State, is in ex- 
cess of the amount of its capitalization; 
that the amount declared by the board of 
public utility commissioners to be the value 
of the property is a mere assertion shown 
to be grossly erroneous by the proof in this 
case, and that the rates based on the 
board’s alleged valuation are clearly con- 
fiscatory. 

A table of figures taken from the 
testimony is set up. It shows among 
other things that Mr. Feustel, one of 
the board’s witnesses, testified that the 
reproduction costs of the property 
based on prices of July, 14, 1921, ex- 
cluding land, general contingencies, 
working capital and materials and sup- 
plies, organization and development of 
the project, cost of money, promoters 
remuneration, going value and power 
contract resulted in a valuation of 
$97,069,741, while Dean Cooley’s figure 
for the same items was $100,856,658, 
the small difference, it being pointed 
out, being largely accounted for by the 
difference in the interest rate used, Mr. 
Feustel, the board’s main witness, being 
in substantial accord with Dean Cooley 
as to the prices of July, 1921. It is 
shown also that Mr. Feustel admitted 
that other items should be allowed. 


Toward the end of 1921 there was 
put into effect on the railway a base 
rate of 8 cents, with four tokens for 30 
cents, and a 1l-cent charge for each 


transfer. This was the result of a con- 
dition imposed by the United States 
District Court for New Jersey in an 
order restraining the State Board of 
Public Utility Commissioners from en- 
forcing its finding that the company 
should charge no more than a 7-cent 
cash fare, with an additional charge of 
2 cents for each transfer. The higher 
rate is still in force pending the out- 
come of the court proceeding. The plea 
of the railway was confiscation of prop- 
erty. The Board of Public Utility Com- 
missioners and the Attorney-General 
for the State appealed to the United 
States Supreme Court from the decision 
of the district court, but the Supreme 
Court formally declined to advance the 
application. In the meantime the Dis- 
trict Court appointed Thomas G. Haight 
as special master to take the evidence. 

Under the terms of an act passed by 
the Legislature in 1920 and amended 
in 1921 Ford, Bacon & Davis were em- 
ployed by a specially designated state 
commission to value the railway prop- 
erty. It reported that the value of the 
property was $125,000,000. This report 
was transmitted to the board, which 
also heard the testimony of other ex- 
perts, some of whom fixed the value at 
a much larger amount. On July 14 the 
board handed down a report and order 
in which, after throwing out the 
state’s valuation, it fixed the value of 
the property at $82,000,000 and decreed 
a rate of 7 cents, with a 2-cent charge 
for each transfer, effective Aug. 4, 
1921. The contention of the company 
is for the right to earn a return on a 
valuation of $209,898,906. 


Cuts Fare to Increase Revenue 


The Jersey Central Traction Com- 
pany, operating from Red Bank to 
Perth Amboy, New Jersey, will cut the 
fare in each zone from 10 cents to 8 
cents and will discontinue the sale of 
low rate commutation tickets. In a 
statement announcing the change in the 
tariff W. H. Hitchcock, general man- 
ager of the company in the Perth Am- 
bay district, said that the company’s 
deficit amounted to $100,000. It is be- 
lieved that if the change in rate does 
not result in increased revenue opera- 
tion will be discontinued. The com- 
pany was authorized to increase its 
rates from 7 to 10 cents in June of 1922. 
The extra fare charge was granted for 
a six-months period to see if it would 
increase the revenue of the company. 


Will Have Dining Cars.—Dining car 
service will be started in the spring on 
the line between Indianapolis and 
Louisville operated by the Interstate 
Public Service Company. The dining 
cars will be run each way three times 
daily and will have seating accommoda- 
tions for twenty-four persons. 


Two New Passes Adopted.—The Citi- 
zens’ Traction Company, Oil City, 
Pa., recently announced the adoption 
of two new passes. The first pass, 
which will sell for $1.25, will be good 
for a week on Oil City lines. The 


second pass, good for both Oil City and 
Franklin lines will sell for $3. The 
passes are transferable. This is in 
accordance with the plan previously 
announced. 


Seven-Cent Fare in Effect.—The new 
rate of fare provided by the Lima City 
Railway ordinance, recently passed, 
went into efféct on Nov. 26. The new 
fare will be 7 cents cash or four tickets 
for 25 cents. Announcement has been 
made that five new one-man cars will 
be in service by Feb. 1. 


Reprints Journal Article. The 
December issue of the Northern Light, 
published by the Northern Ohio Trac- 
tion & Light Company, Akron, Ohio, 
contains a reprint of an article which 
appeared recently in the ELECTRIC 
RAILWAY JOURNAL by Frank H. War- 
ren. The article is entitled “The Cus- 
tomer Is Always Right.” 


Seven Cent Fare in Danville——As a 
result of an action of the City Council 
a 7-cent fare was to go into effect on 
Jan. 1 on the lines of the Danville 
Traction & Power Company, Danville, 
Va. This rate will remain in force for 
two and a half years. At the end of 
that time the 5-cent rate will go into 
effect. Ticket purchasers will still ride 
at a 6-cent rate. 


More Cars to Be Put Into Service.— 
The Supervisor of Public Utilities of 
Dallas, Tex., has made a check of sery- 
ice, passengers carried, etc., of the 
Ervay-Bryan line of the Dallas (Tex.) 
Railway and has issued orders for five 
new cars to be put in service on this 
line during the morning and evening 
rush hours. The Supervisor of Public 
Utilities makes a complete check of 
all lines in the city once every six 
months and orders additional cars put 
in service where needed to keep the 
service up to the high standard set. 
Other lines are now being checked. 


Authorizes Commutation Books.—The 
Georgia Public Service Commission is- 
sued an order granting the Georgia 
Railway & Power Company authority to 
sell individual commutation books on its 
Stone Mountain and Marietta lines con- 
taining twelve tickets each and good 
for ten days, and family commutation 
tickets containing ten tickets good for 
twenty-five days at slightly reduced 
rates under the regular rate. The 
Commission declines the petition of the 
company to discontinue issuing ninety- 
day and thirty-five-day books. 


Demonstrates One-Man Cars.—Prac- 
tical demonstrations of one-man street 
cars are being given by the Utah Light 
& Traction Company on some of its 
lines in Salt Lake City. These demon- 
strations are highly successful. Stops 
to take on and let off passengers are 
made in approximately the same time 
that is required on the two-man cars. 
To avoid any possible confusion or loss 
of time which might result from the 
first trials of the new system, an extra 
man was on hand on each of the cars 
to make change, issue transfers and 
demonstrate how entrances and: exits 
should be made. 
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Harry L. Brown Editor 


Harry L. Brown, who has been for 
some time Western editor of ELECTRIC 
RAILwAy JOURNAL, at Chicago, and 
more recently managing editor at New 
York, has been appointed co-editor of 
the paper with Henry W. Blake. His 
appointment is effective with this issue 
of the JOURNAL and Mr. Brown will be 
from now on in executive charge of the 
editorial work. 

Mr. Brown is well known in the rail- 
way field, particularly in the Central 
territory. He started his railway edi- 
torial work on the staff of Electric 
Traction soon after graduation in elec- 
trical engineering from the University 
of Michigan. He joined the ELECTRIC 
RAILWAY JOURNAL staff, at the Chi- 
cago office, in 1916, having come with 


H. L. Brown 


the McGraw-Hill Company a year be- 
fore as assistant editor of Hlectrical 
World. Earlier he was engaged in en- 
gineering work with the Aurora, Elgin 
& Chicago Railroad and Chicago Tele- 
phone Company. During the war he 
was Captain in the Signal Corps, and 
after the war was co-author of Lauer 
and Brown’s “Radio Engineering Prin- 
ciples.” He rejoined the staff of the 
ELECTRIC RAILWAY JOURNAL in 1919 and 
“covered” the hearings of the Federal 
Electric Railways Commission in Wash- 
ington, thereafter going to Chicago as 
Western editor. In Chicago Mr. Brown’s 
contributions to and other work for the 
JOURNAL were of a high character, and 
when H. V. Bozell, formerly co-editor 
of the JOURNAL, was appointed editor 
of Electrical World, Mr. Brown was 
transferred to New York to become 
managing editor, and now editor, of 
ELecTRIC RAILWAY JOURNAL. 

The publishers of the JOURNAL be- 
lieve that with Mr. Brown’s ac- 
quaintance with the men and problems 
of the industry, his past experience in 
editorial work in the electric railway 
field and his conception of what the 
paper can do to help the industry, he 


will, as a responsible editor, help make 
the ELECTRIC RAILWAY JOURNAL more 
and more useful and valuable to the 
electric railway men and the electric 
railway industry. 


Mr. Coblentz to Retire from 
Potomac Public Service 
Company 


At the recent meeting of the execu- 
tive committees and several boards of 
directors of the Potomac Public Service 
Company and its subsidiaries Emory L. 
Coblentz, president of the companies, 
stated that at his own request he would 
retire as president of the companies at 
the time of their annual meetings to be 
held in January and February next. 
This announcement, he said, was in ac- 
cordance with a definite understanding 
which he had with the officials of the 
American Water Works & Electric 
Company when that company purchased 
the control of the Potomae Company in 
July last. 

Mr. Coblentz further stated that at 
the request of the officials of the Water 
Works & Electric Company, he will, 
upon his retirement as president of the 
several companies, assume the position 
of chairman of the several boards of 
directors and executive committees. 
This will include the Potomac Public 
Service Company; the Chambersburg, 
Greencastle & Waynesboro Street Rail- 
way and the Waynesboro Electric Com- 
pany with offices in Waynesboro, Pa.; 
the Potomac Light & Power Company, 
with offices in Martinsburg, W. Va.; and 
the Northern Virginia Power Company 
with offices in Winchester, Va. It was 
also stated that Mr. Coblentz and his 
associate still retain large financial in- 
terests in the Potomac Public Service 
Company, and that by occupying the 
position of chairman of the several 
boards and executive committees of the 
various companies, he would remain in 
touch with their affairs but would be 
relieved from all strictly operating 
problems. 

Mr. Coblentz stated that he would be 
succeeded as president of the several 
companies by M. F. Riley, who has 
been on the several properties for some 
time studying their operating problems. 
Mr. Riley is an experienced public 
utility executive, having been actively 
connected with the American Water 
Works & Electric Company’s proper- 
ties for more than twenty-five years, 
and at the present time being president 
of about ten of the water works com- 
panies owned by the American Water 
Works & Electric Company, from which 
positions he will retire upon assuming 
the presidency of the Potomac Com- 
pany and its subsidiaries. 

It is understood that no changes in 
the officers or management of the 
Potomac Public Service Company are 
contemplated other than those just 
mentioned. ° 
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Mr. Dalgleish Honored 


R. H. Dalgleish, chief engineer of 
the Capital Traction Company, Wash- 
ington, D. C., was recently elected presi- 
dent of the Washington Society of 
Engineers, to serve in that capacity 
during the current calendar year. This 
society comprises in its membership 
most of the prominent engineers in 
all branches who make their head- 
quarters at the capital. The honor is 
a well-deserved one, for there is no 
more alert, progressive and capable © 
engineer in the District than Mr. 
Dalgleish. He is one of the most pop- 
ular of the electric railway engineers 
and his capability has been recognized, 
among other ways, by appointment to 
committees of the American Electric 
Railway Engineering Association from 
time to time. For example, last year 
he was chairman of the committee on 
equipment, one of the most important 
in the association. .He had previously 
been a member of this committee. This 


R. H. DALGLEISH 


year he is chairman of the committee 
on specifications for air tanks, a line 
of work requiring expert engineering 
knowledge. His enthusiasm for com- 
pany section work in the association 
led to his election, in 1916, to the pres- 
idency of the Capital Traction Company 
section. He has also served as chair- 
man of the Washington section, A.I.E.E. 

Mr. Dalgleish is rounding out thirty 
years of service with the Capital Trac- 
tion Company, practically his entire 
professional life. To be sure he did 
work for a short time with the Ecking- 
ton & Soldiers’ Home Electric Railway, 
but soon left to enter the electrical 
department of Capital Traction. He 
stuck right to his job, improving him- 
self by study meanwhile, until in 1919 
he demonstrated that he had made good 
by capturing the appointment as chief 
engineer. 

Mr. Dalgleish is young yet, only 
forty-eight, and he looks ten years 
younger. He has the “pep” of a man of 
twenty-five. He is a good mixer and 
handles his varied work with skill and 
energy, and it is varied because it com- 
prises all branches. He is a graduate 
of the Cochran Scientific School, now 
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part of George Washington University, 
which accounts in part for his analytical 
attitude toward engineering problems. 


Mr. Robertson Made Vice-Presi- 
dent and General Attorney 


Arthur W. Thompson, president of 
the Philadelphia Company, recently an- 
nounced that Andrew W. Robertson had 
been elected vice-president and general 
attorney. 

Mr. Robertson was born at Panama, 
N. Y., Feb. 7, 1880. He graduated from 
Allegheny College in 1906. He attended 
the Pittsburgh Law School and was 
admitted to the bar. Soon after he was 
elected title officer of the Guarantee 
Title & Trust Company and later trust 
officer. He became attorney for the 
Duquesne Light Company and _ the 
Pittsburgh Railways, and in 1913 was 
selected by the receivers as one of their 
attorneys. In 1919 he resigned this 
commission to accept the appointment 
as general attorney of the Philadelphia 
Company and affiliated corporations. 

As vice-president and general attor- 
ney he will handle any necessary legal 
business and will have special duties 
assigned to him by the president. 


Mr. Horn Resigns from I. T. S. 


John M. C. Horn, comptroller of the 
Illinois Traction System, Peoria, IIl., 
with headquarters at Champaign, III, 
resigned that position, effective on 
Jan. 1, 1928. Mr. Horn has been 
with the Illinois Traction System and 
its component companies for fourteen 
years, having served in the general 
offices at Champaign during that entire 
time. The position vacated by Mr. 
Horn will be filled by T. A. Smith, 
supervisor of capital expenditures for 
the same company, who, for the pres- 
ent, will take over the work of both 
offices. 


Changes in Duties Announced 


H. A. Benjamin, general freight and 
passenger agent of the Waterloo, Cedar 
Falls & Northern Railway, Waterloo, 
Iowa, has resigned to engage in other 
business. His position has now been 
abolished. 

The jurisdiction of Maurice A. Welsh 
is withdrawn from all matters pertain- 
ing to maintenance and is extended over 
the traffic department with the title 
of superintendent and traffic manager 
with office at Waterloo. 

T. E. Rust, chief engineer, will now 
have authority over the mechanical de- 
partment with office at Waterloo. 


Mr. Couch a Potentate 


H. C. Couch, president of the Arkan- 
sas Light & Power Company, and of 
the street railway in Pine Bluff, the 
former operating public utilities in for- 
ty-five cities and towns in Arkansas, 
was elected Potentate of Sahara Tem- 
ple, Ancient Arabic Order of the Mystic 
Shrine, at the annual election on Dec. 7. 
Mr. Couch is also serving as president 
of the Chamber of Commerce of Pine 
Bluff and is a member of the board 


of the Arkansas Y.M.C.A., Henderson- 
Brown College, and of the Bankers 
Trust Company of Little Rock. He is sec- 
retary of the Caddo River Power & 
Irrigation Company, which will develop 
hydro-electric power on the Quachita 
and Caddo Rivers in Arkansas, the 
electrical energy to be distributed over 
the 500 miles of the high-voltage lines 
of the Arkansas Light & Power Com- 
pany. 


Frank R. Coates, president and gen- 
eral manager of the Community Trac- 
tion Company, Toledo, Ohio, is now di- 
viding his time between the New York 
and Toledo offices. 


Col. John H. Trumbull, a director of 
the Bristol & Plainville Tramway Com- 
pany, Bristol, Conn., has been appointed 
chief of ordnance on the staff of Gov- 
ernor-elect Charles A. Templeton of 
Connecticut. 


Walter S. Dickie has resigned from 
the administrative staff of the Berk- 
shire (Mass.) Street Railway to take 
up the duties of register of deeds for 
his county, to which office he was re- 
cently elected. 


W. Nelson Smith has been made con- 
sulting electrical engineer of the Winni- 
peg (Man.) Railway. Mr. Smith, who 
has made a study of self-corrosions of 
cast iron, was recently elected a Fellow 
of the Royal Society of Arts of London. 


H. C. Young, purchasing agent of the 
International Railway Company, Buf- 
falo, N. Y., has been elected president 
of the Purchasing Agents’ Association 
of Buffalo for 1923. He has been 
actively associated with the organiza- 
tion in Buffalo for many years. 

Col. W. G. Arn, assistant engineer 
of maintenance of way Illinois Central 
Railroad, has been appointed assistant 
engineer of the Chicago terminal im- 
provement. This improvement work is 
under an organization independent of 
the general engineering department of 
the railroad. 


G. T. Hellmuth, who has been general 
claims attorney of the Chicago, North 
Shore & Milwaukee Railroad, was ap- 
pointed on Jan. 1 claims attorney also 
of the Chicago Elevated Railroads. Mr. 
Hellmuth’s connection with the North 
Shore began in 1911, a year following 
his graduation from the John Marshall 
Law School, Chicago. 


B. H. Meyer has been elected chair- 
man by the Interstate Commerce Com- 
mission to serve from Jan. 1, 1923, to 
Jan. 1, 1924. He succeeds Charles C. 
McChord. The election of Mr. Meyer 
is in line with the plan of organization 
of the commission under which the 
office of chairman is held by each mem- 
ber in turn for one year. 

Ralph E. Tevebaugh, who for the last 
three years has been in charge of the 
traffic department of the Union Trac- 
tion Company of Indiana, with head- 
quarters in Indianapolis, has been 
added to the rate department of the 
Indiana State Chamber of Commerce. 
He was for two and one-half years in 
the rate department of the Indianapolis 
& Cincinnati Traction Company. 


Lovick P. Miles has been appointed 
general counsel of the Memphis 
(Tenn.) Street Railway to succeed the 
late Gen. Luke E. Wright. The Mem- 
phis Street Railway is still in receiver- 
ship and on this account the appoint- 
ment of Mr. Miles is subject to con- 
firmation by the Federal Court. Judge 
Ross has since confirmed the appoint- 
ment. 

Richard Groeninger, veteran Cincin- 
nati newspaper man, has been appointed 
a member of the Board of Rapid Tran- 
sit Commissioners by Mayor George P. 
Carrel of Cincinnati, Ohio. He succeeds 
Col. William Cooper Procter, whose 
term has expired as president of the 
Procter & Gamble Company. The ap- 
pointment is for ten years at $3,000 a 
year. Mr. Groeninger is a resident of 
Cincinnati. He came from Germany 
twenty years ago. 


Obituary 


Stephen C. Hubbell, who served as 
the first president of the Spring & 
Sixth Street Railroad, which operated 
the first street railway in Los Angeles, 
Calif., died in that city on Dee. 14, He 
was born in Cattaraugus County, N. Y., 
in 1841. 

F. A. Blackwell, pioneer in railroad 
building in Coeur d’Alene, Idaho, died 
recently at the age of 70 years. He 
came from Pennsylvania, where he had 
been engaged in the lumber business. 
He spent a few years in the purchase 
of timber and in becoming acquainted 
with the country. In 1903 he started 
the construction of the Coeur d’Alene 
& Spokane Electric Railway. This was 
the beginning of the Spokane & Inland 
Empire Electric Railway, later extended 
to Palouse and Colfax by the efforts of 
Mr. Blackwell and associates. 

Charles A. McKinney, former secre- 
tary and treasurer of the Consolidated 
Street Railways of Houston, Tex., and 
late assistant cashier of the South Texas 
Commercial Bank of Houston, died 
recently at his home in that city. Mr. 
McKinney was sixty-seven years old 
and had lived in Houston since 1890, 
when he came to the city to become 
connected with the street railway lines 
then owned by O. M. Carter. Later he 
became connected with the South Texas 
National Bank and remained with this 
institution for twenty-seven 
prior to his death. 

Charles Ruff, well known in the elec- 
tric railway industry from his con- 
nection as master mechanic with the 
railway properties at Minneapolis, In- 
dianapolis, Buffalo, Anderson and Rich- 
mond, Ind., and Lincoln, Neb., died on 
a Chicago street car early on Dec. 12. 
He was going to work at the Standard 
Oil Company shops at Whiting, where 
he had charge of the department re- 
pairing gages, meters, steam traps, 
etc., for a number of years. Mr. Ruff 
was an exceptionally able mechanic, 
especially gifted in handling and in- 
structing men and apprentice boys, and 
many persons who had worked with 
him will recall his helpful influence. 
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Survey of the Business Obtained from the Electric Railways by a Number 
of Manufacturers Shows a Very Substantial Increase in Comparison 
with Their Sales in 1921—But 1923 Looks Even Better 


easel up the total sales made to 
electric railway companies during 
1922 by a number of manufacturers 
from whom information was secured by 
ELECTRIC RAILWAY JOURNAL and com- 
paring this total with the same figure 
for 1921, the result indicates that on the 
average the manufacturers derived a 
gross business which was 100 per cent 
greater than in 1921. This fine gain in 
the sales of those who serve the elec- 
tric railway field gives one of the most 
direct and tangible evidences of the im- 
proving financial condition of the indus- 
try. The manufacturers have had some 
lean years while the railways were in 
trouble, but the reaction toward fat 
years is coming with a vim as the rail- 
way earnings have come up with in- 
creased fares and slightly decreased 
operating costs. The necessary defer- 
ring of great amounts of maintenance 
and betterment work on the physical 
properties of the interurban and street 
railways has naturally made it neces- 
sary for the companies to buy, and buy 
as quickly and as generously as their 
resources permitted. 


FIGURES TELL THE STORY 


Some interesting details from a few 
of the replies received from manufac- 
turers will serve to show what the gen- 
eral trend of business in 1922 was in 
comparison with 1921. The General 
Electric Company sold $16,200,000 
worth of equipment to the electric rail- 
ways in 1922 as compared to $9,804,000 
in 1921. The Westinghouse Electric & 
Mfg. Company also enjoyed approxi- 
mately 100 per cent increase in its rail- 
way business. The business of the Cin- 
cinnati Car Company in 1921 amounted 
to $317,750, and increased 900 per cent 
to the figure in 1922 of $4,708,485. The 
National Brake Company had an in- 
crease of 40 per cent. The Consoli- 
dated Car Heating Company did a busi- 
ness of $526,000 in 1922 as against 
$285,000 in 1921 with the electric rail- 
ways. The Differential Steel Car Com- 
pany sold $240,000 worth of equipment 
to the electric railways in 1922 as 
against $40,000 in 1921, a 600 per cent 
increase. The International Steel Tie 
Company sold $600,000 worth of its ties 
to the railways in 1922, compared with 
$450,000 in 1921. The Johnson Fare 
Box Company reports that it will start 
the new year with better prospects 


than ever before as it has orders on its 
books amounting to $150,000. 

The railways indicated some renewed 
interest in roller bearings during 1922 
as shown by the fact that $5,000 
worth of such bearings were pur- 
chased from the Stafford Roller Bear- 
ing Company, as against practically no 
electric railway purchases from this 
company the year before. The Spray 
Engineering Company, which manufac- 
tures spray painting equipment, re- 
ports the sale of $30,000 of this equip- 
ment to the railways in 1922, as against 
$20,000 in 1921, indicating a growing 
appreciation of the economy available 
from this scheme of painting cars and 
other equipment. 

The Electric Railway Equipment 
Company had an increase of $50,000 in 
its sales of tubular steel poles and 
fittings, and overhead trolley material 
to the electric railways. The sale of 
Economy Electric Devices Company 
watthour meters for use on the cars in- 
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creased about 200 per cent as compared 
to last year, and orders for 4,000 unde- 
livered meters were on the books at the 
close of the year, though delivery is be- 
ing made rapidly. 


ANOTHER BIG YEAR IN PROSPECT 


So much for indications of railway 
purchasing during 1922. Good as this 
year has been, 1923 looks even better, 
and substantially so. The development 
of budget figures covering expenditures 
for new plant and equipment to be 
made by the railways during 1923, as 
compiled by the JOURNAL and printed 
elsewhere in this issue, indicates that 
these expenditures during the new year 
will exceed those of 1922 by two-thirds 
of another 100 per cent. This means 
that if no serious nation wide adversity 
comes upon us, the year 1923 is likely 
to be one of the best ever experienced 
for the manufacturers serving the elec- 
tric railway field. 


Pacific Coast Prospects Good 


Thomas W. Casey, general manager 
of the National Pneumatic Company, 
New York, N. Y., has recently returned 
from an extended trip to the Pacific 
Coast. He visited all important elec- 
trie railway centers between Vancou- 
ver and San Diego. Mr. Casey says 
that the electric railway executives and 
managers are optimistic. They are 
facing their problems squarely with a 
determination to solve them in the best 
interest of the industry. A very favor- 
able turn in affairs on the coast was 
noted by Mr. Casey in connection with 
decisions under which a number of 
important extensions and improve- 
ments will be begun and completed dur- 
ing the year 1923. 


ELECTRIC RAILWAY MATERIAL PRICES—JAN. 2, 1923 


Metals—New York 


Copper, electrolytic, cents perlb........... 14.687 
PROBUS DER ID «fa coi ciao cle yece cle ed ek LZ 
Nickel, cents per lb....... 36.00 
tie; Conte PEPIN a oe ckicideide siocic ne ec cs 7.30 
Tin, Straits, cents perlb.................. 39,00 
Aluminum, 98 to 99 per cent, cents perlb.... 22.50 
Babbitt metal, warehouse, cents per lb.: 
OPA OU oo CYS 8 6 oe 42.00 
Cammercial jinn me tele kv acicke sie << 25.00 
Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
ER ORGN Ticats Cem oe a stow ialeaaline sletaceb cnet: $8.625 
Somerset mine run, Boston................ 5.375 
Pittsburgh mine run, Pittsburgh........... oie 73) 
Franklin, Ill., screenings, Chicago... .. ae 3. 125 
Central, Ill., screenings, Chicago........... Da2> 
Kansas Screenings, Kansas City........... 2.50 
Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton... .. $43.00 
Standard open hearth rails, gross ton........ 43.00 
one spikes, drive, Pittsburgh base, cents ares 
Wenlbs cei aptamer an tees ae ace 
Tie plates (flat type), cents perlb........... 2.42 
Angle bars, cents perlb................... 2.75 
Rail bolts and nuts, Pittsburgh base,cents,lb. 4.12 
Steel bars, cents perlb..................-. 2.00 
Ties, white oak, Chicago, 6i n. x 8 in. x 8} ft 1.40 
Hardware—Pittsburgh 
Wire nails, base per keg................... 2.75 
Sheet iron, (28 gage), cents perlb........... a, O35 
Sheet iron, galvanized, (28 gage),centsperlb 4.35 
Galvanized barbed wire, cents perlb........ 3295 
Galvanized wire, ordinary, cents per lb...... 2.45 
Waste—New York 
Waste, wool, cents perlb.................. 15.00 
Waste, cotton, (100 1b. bale), cents per Ib.: 
WEB anes Po taee eo clik's os a0 > 14.00 
(Salat SS TRE ee |S eee nee 7.00 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents pergal....... 93.00 
White lead, (100 lb. keg), cents perlb....... 12.375 
Turpentine, (bbl. lots), per gal............. $1.47 
Car window glass, (single strength), first 

three brackets, A Soettr, discount*..... $4.0% 
Car window glass, (single strength), first 

three brackets, B quality, discount*. _++- 86.0% 
Car window glass, (double strength, all sizes, 

A quality), discount*®................-. 85 0% 
Putty, 5 lb. tins, cents perlb............... 6.50 

*These prices are f.o.b. works, boxing 
charges extra. 

Wire—New York 
Copper wire base, cents perlb.............. 16.90 
Hrbbor-coveend wire, No. 14, per 1,000 ft... 6.50 
Weatherproof wire base, cents perlb........ 16.50 
Paving Materials 

Paving stone, granite, 4 x 8 x 4, f.o.b. 

Chicago, dressed, persq.yd.............. $3.35 

Common, PEPEGYO. «oho vse ich en eens 3.10 
Wood block paving 34, 16 treatment, N. Y., 

LEIA OG ional it Apap eS COP ie 2.30 
Paving brick, 3} x 8} x 4, N. Y. per 1,000 in 

OALIORA TOtBrig wel ee create iso aly lave, wio\c'0. oy 50.00 
Crushed stone, }-in., carload lots, N. Y., re 

WEERITA errr OPE ya Coben Soins 1.75 
Cement, Chicago consumers net prices, with- 

ORL RATS ccc PPA. ee idl gysieieateiais av 2.05 
Gravel sein Wout Ne Y vce oe ain onesie © f 1s 


Sand, cu.yd., N. Y 
Old Metals—New York 
Heavy copper, cents perlb................ 


12 
Light copper, cents perlb................. 10 
Heavy brass, cents perlb.................. cae 

vf 
6 


Zine, old scrap, cents per lb....... 
Yellow brass, cents per lb (heavy).......... 
Lead, heavy, cents per lb 
Steel car axles, Chicago, net ton............ 


Old car wheels, Chicago, gross ton.... 25.75 
Rails (short), Chicago, gross ton. . . 21.25 
Rails (relaying), Chicago, gross ton. 7 | 33550 
Machine turnings, Chicago, net ton......... Rigs 


Rolling Stock 


The Thousand Islands Railway, Gan- 
onoque, Ont., has placed an order for 
new equipment for the Oshawa Rail- 
way. It consists of one electric freight 
shunter, weighing 43 tons, to be de- 
livered thirty days from the date of 
placing the order, and electric motor 
passenger cars to be delivered by April, 
1923. The shunter has been ordered 
from the Canadian Westinghouse Com- 
pany and the passenger cars are to be 
constructed by the Ottawa Car Manu- 
facturing Company. 


San Francisco-Oakland Terminal Rail- 
ways, San Francisco, Calif., has ordered 
for the Key Route system from Ameri- 
can Car Company fifty-five double truck 
ears to be delivered in four to five 
months and to cost delivered approxi- 
mately $14,700 each. Arrangements 
will be made for one or two-man oper- 
ation and for three men in two-car 
trains. Specifications include steel body 
with end platforms, length over bump- 
ers 44 ft. 10 in., weight 35,000 lb., Brill 
trucks, four 40-hp. motors, General 
Electric multiple-unit control and air 
compressors, twelve side windows, rat- 
tan reversible seats for forty-eight pas- 
sengers, folding steps, pneumatically 
controlled folding doors on each side 
of each platform, mahogany interior 
finish, Hunter illuminated end signs, 
automatic couplers for both air and 
electric connections, air sanders, John- 
son cash fare boxes and single cash 
fare registers, push button signal sys- 
tem, safety devices same as installed 
on the standard one-man safety cars. 


Power Houses, Shops 
and Buildings 


Tri-City Railway & Light Company, 
Davenport, Iowa, will install a new 
generator and a 35,000-hp. steam tur- 
bine and new boilers and; auxiliary 
equipment will constitute part of the 
$1,250,000 improvement program. 


Louisville (Ky.) Railway has re- 
ceived a building permit for improve- 
ments of $2,750 in the carhouse at West 
Chestnut Street. This is the third unit 
in a $40,000 program by the company 
for better quarters for the men. 


United Electric Railways Providence, 
R. I., has awarded the contract to Wil- 
liam H. Hamlyn & Sons Providence 
for the construction of the new car- 
house on North Broadway, East Provi- 
dence. The structure will be of brick 
and steel, one and two stories high. 

Fort Smith Light & Traction Com- 
pany, Fort Smith, Ark., is included in a 
power construction program recently 
outlined by Byllesby management. The 
plan will increase the plants and sys- 
tems of the Oklahoma Gas & Electric 
Company, Oklahoma General Power 
Company, the Fort Smith Light & 
Traction Company and the Mississippi 
Valley Power Company from their 
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present capacity of 34,102 hp. to a total 
of 84,102 hp. a gain of 146 per cent. 

Pacific Electric Railway, Los. An- 
geles, Calif., has just recently ordered 
the materials necessary to install a 
complete alternating-current electric 
interlocking plant at La Habra, Calif. 
The plant will require a 7-lever type 
“F” electric interlocking machine, oper- 
ating six style “T-2” signals and four 
style “M” electric switch movements. 
Alternating current will be used for 
both the interlocking and double rail 
return track circuits through the plant. 
The Union Switch & Signal Company is 
furnishing the materials, while the field 
work will be performed by the railway 
company’s own signal construction 
forces. 


Wilmington & Philadelphia Traction 
Company, Wilmington, Del., is planning 
to build an extension from the terminus 
at the Lobdell plant to the new Marine 
Terminal. 


New York, N. Y.—The Transit Com- 
mission has awarded three contracts 
for construction work. The Fort Hamil- 
ton extension of the Fourth avenue sub- 
way, Brooklyn, awarded to T. A. Gilles- 
pie Company for $1,485,151; Fourteenth 
Street eastern lines. has been awarded 
to Frederick L. Cranford, Inc., for 
$750,682. The third contract provides 
for the installation of two additional 
elevators at 168th Street station of the 
Broadway-Seventh Avenue subway line, 
which has been awarded to the Otis 
Elevator Company, whose bid was $89,- 
805. The contract for the Fort Hamil- 


ton extension will be immediately sub- 
mitted to the Board of Estimate for 
appropriation of the funds necessary to 
be provided to carry out the proposed 
work. 


Empire Tire & Rubber Corporation, 
Trenton, N. J., has been incorporated 
to manufacture tires and rubber prod- 
ucts and invest in bonds in corporations 
operating street railways, ete. W. 
Holt Apgar is the agent in charge. 


Universal Portland Cement Company, 
Chicago, Ill., announces a_ substantial 
reduction Dec. 28 in the prices of Uni- 
versal cement. The reduction is 15 
cents per barrel at its Chicago plant 
and 10 cents per barrel at its Pittsburgh 
and Duluth plants. 


Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
announces the transferring of E, D. 
Lynch, railway department, to the New 
Haven office. He will fill the vacancy 
made by J. P. Alexander’s removal to 
the Boston office. 


International Combustion Engineer- 
ing Corporation, New York City, is 
marketing the new “Aeroil’ switch- 
throwing outfit. This is made in sev- 
eral sizes, the torch burns kerosene 
and the whole is designed to provide 
the maximum of portability. 
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Sir W. G. Armstrong, Whitworth & 
Company, Ltd., and the British Thom- 
son-Houston Company, Ltd., have en- 
tered into an arrangement whereby they 
will undertake jointly the complete elec- 
trification of railways and the manu- 
facture of all types of electric locomo- 
tives and rolling stock. The first- 
named firm will undertake the mechan- 
ical construction and the latter the 
electrical part. 


Sir Philip Nash, recently one of the 
directors-general in the Ministry of 
Transport, has been elected chairman 
of the Metropolitan-Vickers Electrical 
Company (successors to the British 
Westinghouse Company). At one time 
he was chief of the locomotive depart- 
ment of the Great Northern Railway 
and afterward chief in the same depart- 
ment of the East Indian Railway. Dur- 
ing the great war he held successively 
the posts of director of national filling 
factories and director-general of trans- 
port in France. 

The Burry Railway Supply Company, 
Chicago, Ill., which handles the Hart- 
man center bearings, and the Perry 
and Peerless type side bearings, has an- 
nounced the following as its territorial 
representatives: Nic LeGrand, Rock 
Island, Ill.; W. McK. White, Goshen, | 
Ind.; P. W. Wood, New Orleans, La.; 
H. F. Keegan Company, New York 
City; H. F. McKenney Company, Port- 
land, Oregon; William T. Campbell, 
Washington, D. C.; Alfred Connor, 
Denver, Colo.; Charles W. Wood Com- 
pany, Boston, Mass.; S. A. Roberts & 
Company, Salt Lake City, Utah; Rail- 
way & Power Engineering Corporation, 
Toronto, Ont., and Winnipeg, Man.; 
F. F. Bodler, San Francisco, Calif., and 
Allison E. Thornwell, Atlanta, Ga. 


New Advertising Literature 


Combustion Engineering Corporation, 
New York, N. Y., has issued a pamphlet 
which contains a condensed descrip- 
tion of all the corporation’s products. 
This is the first time the company has 
attempted to get out a general catalog 
containing everything it manufactures. 
The booklet contains sixteen pages. 
with illustrations. 


Uehling Instrument Company, Pater- 
son, N. J., has just issued a twelve page 
folder which explains concisely the two 
biggest losses in the steam power plant, 
namely (1) the loss in steam turbine 
economy due to air leakage into the 
condensing system, and (2) the sensible 
heat in the flue gases lost up the chim- 
ney. A table gives data on steam tur- 
bine economy as related to the absolute 
back pressure. Data on combustion are 
given in another table, such as the vari- 
ation of the chimney loss with the per- 
centage of CO, and its relation to flame 
temperature and ratio of air to fuel 
supply. The Uehling CO, recorder and 
indicator are illustrated and twelve dif- 
ferent kinds of important information 
which these instruments furnish are 
cited. A list of prominent users of 
Uehling equipment and a list of Uehling 
bulletins are also appended. 


